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How to put magic in moving 


If you are a traffic manager 

who must transfer employes, 

make the job simple. Call 

your local Agent-Member of 

Allied Van Linesand ask him 

for counsel. He will gladly—and impartially— 

tell you the relative advantages, in your Case, 
of moving by van, rail, or water. 


Should you and he decide that moving by van 
is most economical and most efficient, Allied Van 
Lines moving magic begins for you. When your 
shipping order is placed with a local Agent- 
Member of Allied Van Lines, you call upon the 
undivided responsibility of the world’s largest 
long-distance moving corporation. Available to 
you are the combined skill and facilities of the 
more than 500 of the nation’s leading furniture 
warehousemen who are Agent-Members, and the 
security of the world’s largest, finest, and most 


modern fleet devoted exclusively to long- 
distance moving. 


The household goods you ship by this magical 
means will be packed, shipped, moved, and stored 
by experts. En route, these valued possessions will 
be protected by cargo insurance to the full extent 
of the carrier's legal liability. From Allied Van 
Lines you can get rea/ all-risk transit insurance at 
the lowest rate obtainable. 


Turn your employe-transfer problems over to the 
corporate competence of Allied Van Lines. That 
means undivided responsibility. Allied Van Lines 
operates under the Federal Motor Carrier Act, 1935. 
It is regulated by the InterstateCommerceCommis- 
sion, is a member of Household Goods Carriers’ 
Bureau and isa participant in its tariff publications. 


Make the local Agent-Member of Allied Van 
Lines your counsel in employe-transfer. 


ALLIED VAN LINES, INC. 


THE WORLD’S LARGE ices cannes MOVERS 
AGENT-MEMBERS IN ALL PRINCIPAL CITIES - HEADQUARTERS IN CHICAGO AT 1018 SOUTH WABASH AVE. 


Published weekly by THE Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
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“WE CANT AFFORD TO BE LATE 
FOR ‘APPOINTMENTS 


@“All us boys in the Canned and Bottled Goods 
family know the importance of keeping our 
appointments with grocery concerns through- 
out thecountry. That’s why we prefer to travel 
the Union Pacific way —to take advantage of 
the short, direct route and fast, dependable 
freight service. Then too, we like the protec- 
tive service Union Pacific gives us. We are 
protected by modern equipment. . . and by 
heater service in winter...whenever required. 


Incidentally, Union Pacific itself is one of 
our biggest customers. Its Dining Cars, Hotels 
and Restaurants use many thousands of us 
in serving six and one-half million meals 
annually to patrons!” 


Phone your local Union Pacific representative 
for assistance in routing shipments. 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad, Omaha, Nebraska 


owl? VIA THE STRATEGIC MIDDLE ROUTE 
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Road of the STREAMLINERS and the CHALLENGERS 








PAGE 58 





, Nig 


iN 


| 
Ms 
«<i 


i 


tf 


ILLIONS of loads of merchan- 

dise travel by cruck each year 
—wheels on the road and a driver 
in the cab. And now that it’s win- 
ter, the traveling is tough. Pleasure 
traffic heads for cover, but trucks 
—and a man for every truck—must 
stick to the job! Man and truck go 
all the way together, cross-town or 
cross-country —a close and inti- 
mate partnership that means a great 
deal for America. 

Here’s a fact that won’t surprise 
truck drivers, but it may be news 
to you: More heavy-duty trucks are 
purchased from INTERNATIONAL 
HARVESTER than from the next 
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THE MAN ann tHe TRUCK 


three manufacturers combined ... 
There are plenty of sound and prac- 
tical reasons why the man in this 
man-and-truck partnership is so 
often teamed with an International. 
Hundreds of thousands of Interna- 
tional drivers sum it up something 
like this: “It’s a great go-getting 
truck that you can depend on from 
every angle and for any need, and 
that goes for the service too!” 

So much for the partners on the 
highway. Of course the owner be- 
longs in the picture too—and how! 
He’s the BOSS. He buys the truck 
to start with, and that means he and 
the driver feel the same way about it. 


INTERNATIONAL HARVESTER COMPANY 


(INCORPORATED) 


180 North Michigan Avenue 


Chicago, Illinois 
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INTERNATIONAL HARVESTER 
sells more heavy - duty 
trucks than the next three 
manufacturers combined. 





wil cain s” 
INTERNATIONAL 
Heavy-duty Internationals 
range from 2-ton up to big 
6-wheelers ... The same 
owner-driver satisfaction 
applies to Internationals of 
\4-ton to 1'4-ton capaci- 
ties. See any International 
Company-owned branch 
or dealer about quality 


trucks and low-cost hauling. 





NTERNATIONAL TRUCK 
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You’ll get plenty of ideas 
from “PACKAGE ENGI- 
NEERING.” It describes ’ 
successes in the field of chase ENRINEERING 
packaging, Send for a copy. Pair ciraunue vanense® 
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cTiONs 


hundred different 


kinds are constantly 




















being made...to pro- 
mote safety, speed 
and efficiency in 
handling freight 
over Chesapeake and 
Ohio Lines...to main- 
tain this railroad’s 
“A-plus” reputation 
for dependable 


service. 


* 


When you want that service 
to work for you, call the nearest 
Chesapeake and Ohio representa- 
tive. They re located in all 


principal cities. 
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CONTROLLED PERFORMANCE 
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An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle —Air— Material Handling and Distributiox 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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“UNFAIR” TRUCK COMPETITION 


CCORDING to railroad estimates, as made by the 
Roosevelt committee of six in its recent report, 
seven and seven tenths per cent of the ton-miles of freight 
carried in 1937 was accounted for by intercity trucks. 
It strikes us as being somewhat too low an estimate, 
but we shall not argue about that. The point is that, 
assuming the railroad figure to be correct (or at least 
that it is the figure on which the railroads wish to 
stand), and that, even under the railroads’ own theory 
of unfair competition from the trucks, at least some of 
the traffic the trucks haul is ‘fair’? and would be hauled 
by them even if regulation were provided and applied 
one hundred per cent in accordance with fairness, and as- 
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suming also that some of the truck traffic is accounted 
for by trucks owned and operated by the railroads 
themselves, we have considerably less than seven per 
cent to be attributed to “unfair” truck competition. 
Shall we be exceedingly liberal and admit, for the sake 
of argument, that about three and a half per cent of 
this truck competition is “unfair”? Not much, is it? 

It appears to us that the railroads will either have 
to revise their figures or stop attributing their plight 
in such an important degree to “unfair” truck com- 
petition. 

Of course, the amount of traffic lost to the trucks 
has nothing to do with the principle involved, but it 
does have to do with practical effects. 

The plight of the railroads can be remedied if they 
will realize that the cure is to be found in group econo- 
mies and revision of pay roll. One may argue as much 
as one likes about the obstacles to such economies and 
their theoretical unworthiness, but it is a condition 
and not a theory that confronts the railroads. 


POSTALIZATION OF RATES 


E are at a loss to understand why the Hastings 

plan for postalization of passenger fares is being 
taken so seriously, not only by Senator Wheeler, but by 
the railroads themselves; even Harold Moulton is in- 
trigued by it; they ought merely to dismiss it with a 
laugh. 

It would, if put into effect, rob the railroads of 
short haul traffic for which the present fares are less 
than the Hastings zone rates would be, penalizing short 
distance passengers who rode the trains (as they would 
not) in favor of the long distance riders, and it would, 
even if it filled the trains with passengers for the long 
hauls, be compelling the railroads to haul them for less 
than cost, reimbursement being made by the govern- 
ment for an experimental period. 

The plan is, thus, unfair and impractical, besides 
being silly for the reason that four dollars for a coach 
trip from New York to San Francisco, for instance, is 
recognized by anybody as too much for the money. 
The plan ought simply to be thrown out the window 
as the wild imagining of an insane mind—though it 
would be interesting to know just why those Mr. Hast- 
ings says are backing him are doing so. Certainly, if, 
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as stated, automobile men are behind the scheme, they 
would profit much by its adoption, for potential short 
haul rail passenger traffic would turn more than ever 
to busses and private motor cars. 

Of course, the public would like it, so far as long 
trips are concerned. The public would also like free 
theaters, free food, and free clothing. 

But Senator Wheeler says the plan sounds good to 
him and has asked the Interstate Commerce Commis- 
sion to investigate it—which we suppose it will do in 
its usual and ponderous manner—and the railroads give 
out a long statement attacking it, as if it were some- 
thing worthy of serious consideration. 

It should not be overlooked that the Hastings plan 
contemplates legislation creating a “railroad authority” 
which would acquire all the railroads and perhaps truck, 
bus, and air lines. Present security holders of the rail- 
roads would get cash or 3 per cent government-guar- 
anteed bonds for their securities, it is suggested. The 
government-created and financed agency would enter 
into contracts with the present railroad managements 
to operate the railroads. It would be much simpler, 
we suggest, for the government to take over all 
agencies of transportation and have them carry pas- 
sengers and freight free, and meet the costs of opera- 
tion by general taxation. As we understand the argu- 
ment for the Hastings plan, the country would then 
just “bust” with prosperity. 


U.S. TO PAY MORE PROMPTLY 


E ARE reporting elsewhere the news that certain 

government departments have decided to pay their 
freight bills before auditing them, thus abandoning 
practice that has for years deprived the railroads for 
months of money due them for services. This is a case 
of “better late than never” and since, in our editorial 
on “Government Dishonesty” (June 11, 1938), we se- 
verely condemned the government for its practice in 
this respect, we call special attention to the change in 
policy, so far as it goes. 

The government departments that will now pay 
their freight bills more promptly are to be commended 
for their decision to stop an unfair practice. The rail- 
roads have had to wait for months for money due them 
for transportation services performed for the govern- 
ment. Testimony by R. V. Fletcher, vice-president and 
general counsel of the Association of American Rail- 
roads, before the House committee on interstate and 
foreign commerce last June, as we pointed out at the 
time, was to the effect that more than $12,000,000 was 
involved in bills due more than 60 days and $5,000,000 
in bills due more than six months. 

The practice of departments now abandoned by 
some of them was particularly subject to criticism be- 
cause Congress provided in the interstate commerce 
act that no carrier by railroad should deliver or relin- 
quish possession at destination of any freight trans- 
ported by it until all tariff rates and charges thereon 
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had been paid, except under such rules and regulations 
as the Commission might from time to time prescribe 
to govern the settlement of all such rates and charges 
and to prevent unjust discrimination. The Commission 
has prescribed regulations under which brief periods of 
time are allowed for the payment of freight bills. Con- 
gress put in a proviso, however, that this part of the 
law should not be construed to prohibit any carrier 
from extending credit on freight transported for state 
or federal governments. Here, at the source, prefer- 
ence was accorded the government as against the pri- 
vate shipper, and the result was that the railroads were 
put on the “waiting list’ by government departments 
for their money and must acquiesce in this treatment. 
When the railroads, in the depression years, began to 
be pinched for money, protests began to be made be- 
cause of the withholding of freight payments by the 
government. Congress should provide by legislation 
that the government departments should pay their 
freight bills promptly. It is to be hoped, however, that 
all the departments will adopt the policy of paying 
their bills before audit. 


A TIMELY SUIT 


EFUSAL by the Washington Terminal Company, 
owner of the Washington, D. C., union passenger 
station, to take without a fight in court a decision of 
the first division of the National Railroad Adjustment 
Board that it believes not to be justified, is to be com- 
mended as an example of what railroads should do as 
part of a movement to take the “velvet”? out of the 
working rules on the railroads (See Traffic World, Dec. 
31, p. 1385). We are not undertaking to say that the 
terminal company is right—though on the face of its 
statement it appears to be—and the board wrong in 
this particular instance; what we are saying is that, 
where a railroad believes an injustice has been done to 
it, it should not rest until it has exhausted every remedy 
available to obtain what it believes to be justice. If 
every railroad would follow such a policy, the atmos- 
phere would be cleared with respect to the controversy 
over the working rules on the railroads, and we have 
no doubt that an improvement with respect to that sit- 
uation would result. 

In this instance, the adjustment board has sus- 
tained a contention of the brotherhoods that the loco- 
motive enginemen and firemen employed by the termi- 
nal company have an exclusive right to perform the 
work connected with moving empty passenger trains 
between the yard and the union station at Washington, 
including, says the terminal company, “the work of 
that character which is being performed and always 
has been performed since the terminal was placed in 
operation thirty years ago by the employes of the dif- 
ferent railroads entering the terminal.” 

This shows how the railroad brotherhoods over- 
look no “bets” in seeking to squeeze all they can out 
of railroad management. They insist on a division of 

(Continued on page 64) 
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Current Topics in 
Washington 
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What everybody has been expect- 
ing ever since the Commission has 
been issuing motor reports, has come 
to pass. The wonder is that it was 
so long in coming. 

In MC 73262, Merchants Parcel 
Delivery Company, Inc., contract carrier application, Examiner 
Herbert P. Haley finds that the applicant, on and since the 
grandfather date, has been in bona fide operation as a carrier 
of general commodities, “except those of unusual value, high- 
way explosives, love stock,” etc. 

No point is made, at this time, about “highway explosives.” 
It may be suggested, however, that makers of typewriting 
machines are reprehensible characters to put “o” alongside of 
“1” when they know that young women who dote on love use 
such evidences of our despicable mechanized civilization. Down 


with them! Let some Zola indict them, beginning, as did Zola, 
with “I accuse.” 


Love Stock Now 
Among the Prohib- 
ited Commodities 





According to the view of R. L. Ellis, 
traffic manager of the Pueblo, Colo., 
Chamber of Commerce, there is support 
for observations about the causes for 
the over-building of the transportation 
plant expressed in this column (Dec. 31, 
p. 1365) in the decision of the Colorado commission in 12076, 
case No. 1585. In part that decision says: 


More About the 
Over-Built Trans- 
portation Plant 


An analysis of the foregoing table develops the fact that the large 
number of minimum charge shipments and the low average weight per 
shipment demonstrates without a question of a doubt that shippers who 
are in a position to ship in large quantities are not using the facilities 
of the “‘for hire’’ carriers. The question immediately arises as to the 
reason. Either the prescribed rates are too high or the service offered 
is not satisfactory. The testimony of the shippers who participated in 
this proceeding indicates that it is the former rather than the latter 
cause. Inasmuch as the ‘‘for hire’’ carriers have not participated in 
this traffic in the past, certainly they cannot be harmed by the pre- 
scribing of quantity rates on a basis which in our opinion will be at- 
tractive to the shippers and at the same time be remunerative to the 
carriers when all the conditions surrounding the traffic are taken into 
consideration. 


More pertinent, however, it is believed, is an announcement 
made by Chairman Wheeler, of the Colorado commission, at 
the hearing in that case, to the effect that investigation of the 
commission’s records indicated that there was more than twice 
as much merchandise moving within Colorado by shipper- 


owned trucks as by all the common and contract carriers com- 
bined. 





It generally shocks the layman 
to learn that the power of the legis- 
lative branch of the government to 
tax, under the law of the land as 
declared by the Supreme Court, is 
the power to destroy. A few more 
decisions such as of the three-judge court in Dallas, Tex., in 
Texas Electric Railway Company vs. Clyne and Same vs. W. A. 
Thomas (elsewhere in this issue), it might be suggested, will 
remind the layman that the power to regulate commerce among 
the states is just about as great and ruthless. 

“The fact, and it appears to be such,” said Judge Atwell 
in dismissing an application by the electric railway to enjoin 
orders of the Commission that put that carrier under the rail- 
way labor and taxing acts,” that the application of these stat- 
utes to the Texas Electric Railway Company will destroy it 
and put it out of business, is a conclusion that we all wish 
might be erroneous, but, even if it be true, the complaint must 
be leveled at the legislation and not at the failure of the courts 
to save. .. 


“Tt is not within our power to save it if it was within the 
power of Congress to destroy.” 

It will be just too bad for the employes of the road, about 
234 miles long, if it is put out of business. Those who officially 
speak for them induced the Commission to “put the law” on 


The Power to Regulate 
Also Sometimes the 
Power to Destroy 
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the company by holding that it was subject to the two acts 
mentioned. According to the opinion of the men who manage 
the road, the expenses put on it by application of the two acts 
will be so great the read will not be able to survive. 


Possibly the officers are in error. Possibly they will be 
able, with the help of the employes, to compel the public to 
“come across” with enough more money for the services they 
perform for it to meet the higher cost of operation and thereby 
advance the cause of ‘social justice,’’ which, in passing, it may 
be said, has been the object of all legislation since the begin- 
ning of time and not merely since, as might be inferred from 
recent utterances, the installation of the New Deal. 


But the public that must needs ride and ship goods has 
appeared to be bull-headed, possibly dumb, in the American 
sense of the word. It seems determined to find cheaper ways 
to ride and ship than common carriers by rail and motor 
vehicle offer to perform such services for it. Wherefore, those 
who have been reading about what was once only the railroad 
problem but now enlarged to be the transportation problem, 
suspect there is sadness. If the fears of those who operate the 
Texas Electric are well founded, those who actually run trains, 


may join the lodge of sorrow in which John J. Pelley is a high 
priest. 


The courts, apparently, cannot save from the errors of 


Congress and of labor organizations—the latter the bosses of 


the former, which so often boasts of being the spokesmen for 
the people. 





Associates of William W. Man- 
ker, traffic manager of Armour and 
Company, were made to realize this 
week that the Roman who made 
the observation that time flew knew what he was taking about. 


After thirty-five years of work their friend has gone on the 
retired list. His service covered more than the years in which 
the Commission’s rail rate work was its chief activity. He 
began work before John J. Esch and Charles E. Townsend, as 
young members of the House of Representatives, took up the 
task of rewriting the old act to regulate commerce into what 
is now part I of the interstate commerce act, passed in 1906. 


Manker followed every step of the legislation and then, 
after the Commission got the power to prescribe rates for the 
future, in 1906, saw the regulation of rates blossom into a great 
work and then go into such a decline that, in the year of his 
retirement, only 291 formal complaints were filed. And sixty- 
nine of them were sub-numbers. So, in reality, there were 


but 222 formal complaints instead of seven or eight times that 
number. 


Now the work of salvaging bankrupt railroads so as to 
make them walk again and keeping the common carriers by 
motor vehicle from cutting their own throats is the Commis- 
sion’s chief work. Manker went through all the activities that 
followed the empowering of the Commission to prescribe rates 


for the future and well into the new phase of the regulatory 
body’s endeavors. 


So important was the rail rate work of the Commission in 
the early years of his work that he probably accumulated the 
best file of tariffs outside of the official file of the Commission. 
And, according to the understanding of Manker’s colleagues, 
so well did his staff know those tariffs that, while the govern- 
ment was in charge of the railroads in the world war period, 
when the traffic men of the Railroad Administration wanted 
to be sure they had really ascertained the rate they sought, 
they asked Manker and his force. It is related that once the 
RRA wanted to be sure what was the rate on grave stones 
from a point in Georgia to a destination in Wisconsin. So they 
asked Manker. When he quoted it, the traffic men on the gov- 
ernment pay roll got what they felt sure of. The rate may 
not have been on grave stones. That’s not the point. The point 
is that Manker had given so close attention to tariffs that if 
anybody could dig it out, his was the staff that could do it. 
And when Manker testified, as a witness, that the rate was so 
and so, it was really a waste of time to cross examine him 
with a view to upsetting him. 


Unless there is a revival of rail traffic such as few now 
think probable, there will seldom be need of the minute re- 
search the Manker staff men used to make. The time may 
come when truck rates will have to be studied with equal care. 
But at this time there is little, if any, evidence that the motor 
rate structure soon will become as complex an interrelation as 
rail rates became in Manker’s heyday, though the various 
regional rate structures may be fitted into each other so that 
there will be just as great a web of transcontinental and inter- 
territorial rates as Manker had to know. 


Commission’s Rail 
Rate Work Dwindling 








PAGE 64 


“Each year 525,000 men dig from 
400,000,000 to 500,000,000 tons of 
bituminous coal from 10,000 to 15,000 
mines in twenty-four major coal pro- 
ducing states,” says the December 
number of the United Mine Workers 
Journal, a declaration that, seemingly, has raised the ire of 
John D. Battle, executive secretary of the National Coal Asso- 
ciation, the organization that is trying to revive the soft coal 
industry. 

The facts, according to the National Coal Association Bulle- 
tin, are that in 1938 the miners in the industry did not dig 
more than 340,000,000 tons, probably less when the final figures 
are obtained. 

“They did not dig more because no more could be mar- 
keted,” said the bulletin. 

After giving the figures to show that one miner in one 
full time five-day week can dig 1,200 tons a year, the bulletin 
observes that that means 285,000 miners, if they worked through 
the year seven hours a day and five days a week, could have 
produced the 1938 output. That number, it is pointed out, is 
a little more than half the number of miners in the industry. 
In other words, there were only half as many jobs as men to 
fill them, on a full time basis. 

Under such circumstances, says the bulletin, it is obvious 
that the way to increase wages—real wages—is to increase the 
work through increased output. The alternative, it suggests, 
which the mine workers, through their union organization, have 
pursued, is to increase the rate of pay. The effect of that 
policy, it is declared, has been to increase the unit cost to the 
point where much coal costs more to produce than it can be 
sold for, in the open competitive market, with the result that 
it is not mined and the miners do not work. 

“There is no nourishment in an increased scale for a miner 
who is laid off,” says the bulletin. “Under the present wage 
contract the miner receives a higher hourly or daily rate than 
he did previously, but his pay envelope this year (1938) con- 
tains fewer dollars because he works less.” 

Any idea the coal miners may have had that exhaustion 
of petroleum in the near future would help them, it might be 
pointed out, received a killing frost from Hugh D. Miser, chief 
of the section of fuels of the Geological Survey, just about the 
time Mr. Battle was making his observations. Mr. Miser esti- 
mated that there would be plenty of gasoline for 2,000 years 
to come to be extracted from the billions of barrels of petroleum 
in known reserves, the oil shales, and soft coal, in the order 
named. That is to say, perhaps five or six hundred years hence 
the oil industry will call on the coal industry for raw material 
out of which to distill gasoline.—A. E. H. 


A TIMELY SUIT 
(Continued from page 62) 

work no matter what the cost to management and the 
public. Claims of the railroad employes made under the 
award, according to the suit, are running at the rate of 
approximately $80,000 a year. These claims, it is as- 
serted, are not for work done but “penalty” claims for 
work which the men say they should have been per- 
mitted to do, the work actually having been done by 
road engine crews of the terminal’s tenant lines—such 
claims being in excess of what would be due if the work 
had actually been done by the claimants. 

If statements made by the terminal company with 
respect to the National Railroad Adjustment Board are 
true, Congress should immediately amend the railway 
labor act, which created the board, to correct what is 
complained of. The statements referred to appear in 
a letter sent by B. R. Tolson, manager of the terminal 
company, to brotherhood representatives, advising 
them of the company’s decision to bring suit. In part, 
Mr. Tolson said: 


As you are aware, the first division of the National Rail- 
road Adjustment Board has adopted a procedure which does 
not permit a railroad to introduce oral evidence in support of 
its case and gives no opportunity to test, by cross-examination, 
the facts submitted by the labor organizations. While argu- 
ment before the board is permitted, during the course of which 
objections may be made to the evidentiary facts submitted by 
the employes and to rulings by the board in matters of pro- 
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cedure, the board has consistently refused to permit any 
stenographic record to be made of its proceedings. Further- 
more, today, in a large proportion of cases, decisions are not 
actually made by the board itself but by a referee to whom 
the board refers the case and there is no opportunity whatever 
to present argument to the referee. Indeed, the parties do not 
know who the referee is until after the decision is handed 
down. The decision is handed down in practically all cases 
without any opinion stating the grounds or reasoning upon 
which it is based, as in the case of the present dispute. 

The decisions of the board are supposed, under the railway 
labor act, to be based upon interpretations of the contracts 
existing between the railroads and their employes, and in the 
present case the claim presented by your organizations, as sub- 
mitted to and sustained by the board, rested purportedly upon 
certain provisions of contracts between the Washington 
Terminal Company and its employes represented by the 
Brotherhood of Locomotive Firemen and Enginemen and the 
Brotherhood of Railroad Trainmen. These contract provisions, 
which have been in force for many years, during all of which 
it has been the uninterrupted practice for trains to be moved 
between the station and the yard by the employes of the rail- 
roads entering the terminal, have no reference whatever, either 
express or implied, to the point in dispute and have never been 
understood to have any such reference, as is shown by the 
uninterrupted practice just referred to. 

The decision of the board is thus nothing less than an 
attempt to impose an entirely new contract upon the Washing- 
ton Terminal Company which, as one of its results, will have 
the effect of interfering with the arrangements which are now 
and long have been in existence between the tenant railroads 
and their own employes. The Washington Terminal Company 
does not believe that under the law the National Railroad 
Adjustment Board is empowered to make and impose a new 
contract upon the company. What our contracts mean and 
what rights we have under those contracts are legal questions 
which, we believe, we are entitled, like any other citizen, to 
have tried out in the courts. 


REPORTS REQUIRED OF BUSINESS 


Recommendations for elimination of unnecessary burdens 
on business in the federal reporting services and for coordina- 
tion of reporting requirements of federal agencies have been 
made to President Roosevelt by a special committee on returns 
made by the public to the government. 

The board said it found unnecessary duplication in connec- 
tion with the making of annual financial statements and men- 
tioned that the Interstate Commerce Commission, the Securities 
and Exchange Commission and the Federal Power Commission 
required financial statements from corporations under their 
jurisdiction. 

The board said that most of the data collected by the gov- 
ernment were requisite to the performance of governmental 
functions, or were used in connection with the performance of 
gvernment services for the firms and individuals making the 
reports. 

“Provision of this kind of administrative information, in- 
cluding information required under the tax laws, accounted 
for some ninety-seven and one-half million reports and returns 
filed by individuals and business concerns last year,” said a 
summary of the board. “As against this number there were 
only about thirty-eight million questionnaires and other non- 
administrative returns filed during the year. Twelve million 
of these returns were collected by the Census of Unemployment, 
and the remaining twenty-six million were largely designed to 
meet demands which the public makes upon the government 
for information.” 

The report does not contain statistics by industries, such as 
the railroads, but it shows reporting requirements by groups. 

The board found that in a number of lines of business a 
concern’s total pay roll in a given period might be reported in 
as many as twelve different federal forms. It was essential, 
said the board, that there be a statistical coordinating agency 
with adequate powers. 


President Roosevelt wrote Chairman Stuart A. Rice, of the 
Central Statistical Board, May 16, 1938, that he was “concerned 
over the large number of statistical reports which federal 
agencies are requiring from business and industry.” 

“In view of comments that come into this office,’ said the 
President, “I desire to know the extent of such reports and 
how far there is duplicating among them.” 

The special committee which made the study was com- 
posed of Chairman Rice; E. Dana Durand, of the U. S. Tariff 
Commission; Edmund E. Day, of Cornell University; E. A. 
Goldenweisier, board of governors of the Federal Reserve Sys- 
tem; Morris A. Copeland, of the Central Statistical Bard, and 
Frederick F. Stephan, of the American Statistical Association, 
who served as secretary of the committee. 


January 14, 1939 
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Decisions of Interstate Commerce Commission 
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PLASTER TO THE SOUTH 


HE Commission, by division 2, in fourth section application 

No. 14847, plaster, plasterboard, and related articles, with 
Commissioner Aitchison dissenting, on further consideration 
has modified prior relief from the long-and-short-haul part of 
section 4 so as to have it apply on plaster and plasterboard 
articles in straight or mixed carloads from trunk line and New 
England territories to southern territory over routes over which 
the railroads have relief in class rates. The relief is given in 
twenty-first supplemental fourth section order No. 12510 on 
an application filed by Agent W. S. Curlett for further modi- 
fication as herein granted. The relief granted is subject to 3344, 
50 and 70 per cent circuity limitations. The prior report which 
has been modified is in 218 I. C. C. 406. 

This poceeding also embraces fourth section applications 
Nos. 14769, 14924, 14928, 14943, 15380, 15496, 15523, 15543, 
15548, 15596, 15724, 15776, 16084, 16098, 16102, 16191, 16259, 
16276, 16320 and 16379. 

In support of their application the railroads, according to 
the report, said that because of the many southern destinations 
involved compliance with limitations placed in the prior report 
entailed considerable expense which they did not desire to 
incur. The Commission concluded that the proposed rates ap- 
plied over routes over which relief had been authorized in 
class rates would be reasonably compensatory. 

Commissioner Aitchison, dissenting, said he could not con- 
clude that the rates would be reasonably compensatory over 
the additional circuitout routes which would come in to use by 
the modification. The lowest yield over the class rate routes, 
he said, was indicated to be 4.1 mills a ton-mile. That earning, 
he said, was merely the yield of 3.7 mills specifically condemned 
as too low in the Commission’s prior report, increased to reflect 
the authorized general advance in rates of March 8, 1938. 


RELIEF FOR MOTOR-RAIL RATES 


With Commissioner McManamy objecting to a condition 
respecting divisions to the Chicago Great Western, the Com- 
mission, by division 2, in fourth section application No. 16828, 
motor-rail rates, Chicago Great Western, by fourth section or- 
der No. 13299, has authorized the railroad to establish and 
maintain joint class and commodity rates and rates made 
percentages of the first class over motor-rail-motor routes, by 
way of Chicago, IIl., and St. Paul, Minn., between points within 
western trunk line territory, and between points in that ter- 
ritory in Minnesota, the Dakotas and Wisconsin, and points in 
official territory without observing the long-and-short-haul part 
of section 4. Similar relief has been granted in rates on dairy 
products, butter, eggs and poultry, from points in Iowa, Minne- 
sota and Wisconsin, and Wisconsin to Chicago, Ill., and Milwau- 
kee, Wis. 

This relief is for the benefit of the arrangement between 
the Chicago Great Western, the Keeshin Motor Express Co., 
Inc., and other motor companies, with regard to their truck- 
trailer traffic. a Bs 

Among the conditions attached to the grant of relief is one 
that it shall apply only when the Chicago Great Western re- 
ceives not less than $46.75 for the transportation of each loaded 
trailer or semi-trailer between Chicago and St. Paul, and ex- 
cept that when the net weight of the load exclusive of the tare 
weight of the trailer exceeds 20,000 pounds, the relief shall 
apply only when the railroad receives not less than $57.75 for 
each loaded trailer or semi-trailer. Commissioner McManamy 
concurred in grant of the relief except as to the minimum divi- 
sions of the railroad. He said the provisions of the interstate 
commerce act did not authorize the Commission to deal with 
divisions in situations such as here presented. 

This report also embraces fourth section applications Nos. 
17107 and 17395. Relief was granted in fourth section order 
No. 12583 on consideration of fourth section application No. 
16333 in- connection with Motor-Rail-Motor Traffic in East and 
Midwest, 219 I. C. C. 245, between points described in Keeshin 
Motor Express Co., Inc., freight tariff No. 1, MF-I. C. C. No. 
88, and in Central Motor Freight tariff I. C. C. No. 1, MF- 
I. C. C. No. 167. That authority, the Commission said, applied 
to rates the same as the rates then maintained by the motor 
carriers for transportation by highway from and to the same 
points. 








According to the report, the purpose of the relief was to 
enable applicants to transport traffic over motor-rail-motor 
routes at the same rates as they applied over all motor routes, 
the rail carriers hauling the loaded trailers or semi-trailers on 
flat cars between Chicago and St. Paul, the points of inter- 
change with the motor carriers. 

The Commission said that as the highway rates were not 
subject to section 4 of the interstate commerce act they might 
be changed with greater facility than the motor-rail-motor rates 
subject to that section. Relief from the provisions of that sec- 
tion, subject to appropriate conditions, in order that carriers 
operating over motor-rail-motor routes might successfully com- 
pete for the traffic by the prompt establishment of competitive 
rates, the report said, was justified. 

Relief as to the class rates and certain commodity rates 
was granted in answer to fourth section application Nos. 16828 
and 17107. Relief as to rates on dairy products, butter, eggs 
and poultry was granted under application No. 17395. 

The minimum divisions mentioned in the conditions are 
those resulting from the increase in rates permitted by the 
Commission in Ex Parte 123. 

One of the conditions is that class rates and related rates 
from, to and between higher rated intermediate points shall 
not exceed the corresponding all-rail rates. Another is that 
commodity rates from, to and between intermediate points shall 
not exceed rates constructed on the same basis as those from 
or to lower-rated more distant points. The relief is also subject 
to the conditions that rates, from, to and between higher-rated 
points shall not exceed the lowest combination. 


PENNSYLVANIA ARTHRACITE RATES 


The order of the Commission in No. 28050, intrastate rates 
on anthracite in Pennsylvania (see Traffic World, Jan. 7) re- 
quires the railroads to add to the present rates on hard coal 
prevailing in that state sums ranging from one to eleven cents 
a long ton so as to bring the total charge on coal moving within 
the state, to the level of rates for comparable distances, inter- 
state. The rates so increased will be in accordance with the 
decision in that case (see Traffic World, Nov. 19, p. 1035). No 
order was issued in connection with that decision, the federal 
body desiring to give the Pennsylvania commission an oppor- 
tunity to reconsider its refusal to make additions in accordance 
with the decision in Ex Parte 123. The matter was held open by 
the Commission until Dec. 15 so as to afford the Pennsylvania 
body opportunity to notify it if it would issue an order making 
increases in the state rates. That body took no action. 

By the most recent order the railroads in Pennsylvania, on 
whose petition the proceeding was instituted, are required to 
add 3 cents to rates of 84 cents a ton or less; 5 cents to rates of 
85 cents to $1.12; 11 cents to rates in exceess of $1.12; and 1 
cent to rates on unprepared anthracite shipped from mines to 
breakers. 

According to utterances of public officials of Pennsylvania 
the state will challenge the legality of the federal commission’s 
order in the courts with a view to having its enforcement en- 
joined. 


OCEAN-RAIL RATES TO UTAH 


The finding of justification by the Commission, division 2, 
in I. and S. No. 4505, ocean-rail commodities from east to 
Colorado and Utah (see Traffic World, January 7), will result 
in the elimination, according to the report, of a low spot in rates 
in Utah growing out of changes following Western Trunk Line 
Class Rates, 164 I. C. C. 1, and 204 I. C. C. 595, and W. H. 
Bintz Co. vs. Abilene & Southern, 216 I. C. C. 481. 

Commissioner Aitchison said the following example would 
illustrate the effect of the readjustment which was found justi- 
fied: The present rate on agricultural implements in carloads, 
minimum 34,000 pounds from New York, N. Y., to Salt Lake 
City are all-rail, $2.13, ocean-rail, $2.05. The proposed ocean 
rail rate is $2.09. This change, the report said, reflected a 
reduction of 4 cents in the differential and an increase of the 
same amount in the ocean-rail rate. 

The rates under suspension were increases in the ocean- 
rail commodity rates from Atlantic seaboard territory to des- 
tinations in Colorado, New Mexico, Utah and Wyoming through 
Virginia and south Atlantic ports. They were suspended on 
protest of the Public Service Commission of Utah, and the 
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Utah Citizens Rate Association. No rates to Wyoming, said 
Commissioner Aitchison, except to Cheyenne, nor to New 
Mexico were shown, but respondents’ witness explained that the 
situation with respect to them was the same as that to the 
Utah common points. Protestants showed, said the report, 
that the increases in carload rates on 20 representative com- 
modities moving in carloads, and on 32 commodities moving 
in less than carload from New York to Salt Lake City would 
average 5.8 and 11.9 cents, respectively. ; 

The record, Commissioner Aitchison said, did not justify 
a finding that the Utah common points were unduly prejudiced 
by the lower rates afforded by exceptions to western classifica- 
tion applying at Colorado common points and points east there- 
of. If protestants had proof that such practice resulted in an 
unlawful situation, said he, the matter might be brought to the 
Commission’s attention by complaint. 


RATES ON COTTON CLOTHING, ETC. 


Asserting that its findings herein were not to be deemed 
as reflecting any opinion on its part concerning the broad gen- 
eral question whether motor common-carrier rates should be 
the same as or related to rail rates, the Commission, by divi- 
sion 5, in I. and S. M-166, cotton clothing and underwear in 
south, has found justified proposed cancellation of commodity 
rates on cotton clothing and underwear from Greensboro, High 
Point, Lexington and Winston-Salem, N. C., to many points in 
southern territory the effect of the cancellation being the rais- 
ing of the motor vehicle rates to the level of the rail rates 
which is 70 per cent of first class. 

By schedules in Agent W. M. Miller’s MF-I. C. C. No. 95, 
dated to become effective July 19, 1937, but postponed until 
January 15, 1939, by various steps, members of the Southern 
Motor Carriers’ Rate Conference proposed to cancel his tariff 
MF-I. C. C. No. 10 in which commodity rates were published 
on textile products between points in southern states. On pro- 
test of manufacturers and Lewis & Holmes Motor Freight 
Corporation, specified items in the schedules were suspended 
so far as they would have applied in connection with Lewis & 
Holmes, locally or jointly with various other motor carriers. 

Certain items specified in the report named any-quantity 
rates on underwear, made wholly of cotton, from Greensboro, 
High Point, Lexington and Winston-Salem, N. C., to 214 points 
in Alabama, Georgia, Florida, South Carolina and Tennessee. 
It appeared, however, said the report, that only 116 of these 
points were served by protestant motor carriers. One item 
named any-quantity rates on clothing made wholly of cotton, 
namely, overalls, shirts, jumpers, drawers, union suits and 
pants, any-quantity, in machine pressed bales, or in cases or 
in boxes, from the same origins to Nashville, Tenn. 

The history of the adjustment as set forth in the report, 
shows that considerations pertaining to motor rates brought 
about a determination on the part of motor carriers to have 
a general revision of the textile rates in the south following 
the Commission’s decision in Cotton, Woolen, and Knitting 
Factory Products, 211 I. C. C. 692, and 220 I. C. C. 189. In 
that case the Commission found, among other things, that the 
rail first class rates in southern territory were not unreason- 
able for application on cotton clothing and underwear. Ef- 
fective June 8, 1937, however, said the report, the rail lines 
in that territory established rates 70 per cent of first class. 
Thereupon, according to the report, Agent Miller published 
rates for truck lines on the same basis, the readjustment re- 
sulting in both increases and decreases. 

Computations based on an exhibit filed by a witness for 
protestants indicated, said the Commission, that application of 
the proposed rates on underwear from Winston-Salem to 116 
destinations involved would result in increases to 81 points, in 
reductions to 31 points, and in no change to 4 others. The 
increases would _average 14.1 cents, or 17.5 per cent, and the 
reductions 8.3 cents or 10.4 per cent, said the report, the re- 
adjustment as a whole making increases averaging 7.7 cents, 
or 9.6 per cent. 


The rail lines in connection with rates which are the 
same as the suspended rates, allow a pick-up and delivery charge 
of 5 cents at points of origin and destination, says the report, 
when these services are performed by the shipper. Protestants 
contended, said the report, that the motor carriers must main- 
tain rates at least 10 cents lower than those by rail, to com- 
pete on equal terms with the railroads. 

Rail carriers, the report said, urged that the suspended 
rates be permitted to become effective. One of their wit- 
nesses, the report said, said that although first class rates were 
found not unreasonable in the case mentioned, conferences 
with many shippers convinced the rail lines that maintenance 
of the first class basis would cause diversion of the traffic to 
trucks operated by motor common or contract carriers, or by 
shippers. Therefore, that witness said, rates were established 





The Traffic World 





Vol. LXIII, No. 2 


on the basis of 70 per cent of first class. Respondents and 
the rail carriers contended, said the report, that maintenance 
of rates from and to points involved, on a different basis from 
that which generally applied elsewhere in the south, resulted 
in an inconsistent and discriminatory adjustment which could 
only be corrected by putting the suspended rates into effect, 
or by establishing rates from and to other points in proper 
relation to those which respondents sought to cancel. They as- 
serted, said the report, that if they were forced to adopt the 
latter alternative, it would be necessary to readjust the rates 
on all the many articles included in the dry goods list pre- 
scribed in Cotton, Woolen and Knitting Factory Products, 
supra, as well as those on overalls and underwear. 

The fact that the proposed rates were the same as those 
applicable by rail carriers, the report said, afforded no suffi- 
cient reason for disapproval of them. The present group rates, 
it added, were fixed largely in relation to the former rail com- 
modity rates which were also grouped. 


SHOE RATES UNLAWFUL 


Saying that its findings were without prejudice to other or 
different conclusions which might be reached in Ex Parte MC 
20, motor carrier rates in New York, New Jersey, Pennsylvania, 
and Delaware, the Commission, by division 5, in I. and S. 
M-443, confectionery and shoes over Reliable Transfer of York, 
Pa., has found unlawful and ordered canceled proposed reduced 
rates on shoes between Baltimore, Md., and Akron, Annville, 
Harrisburg, Lebanon, Palmyra, and Reading, Pa. 

Reliable Transfer of York, according to the report, pro- 
posed to establish, effective August 25, 1938, and later, reduced 
truckload and less than truckload commodity rates on candy 
and confectionery from Lancaster, Pa., to Baltimore, Md., and 
reduced less than truckload commodity rates on shoes between 
the points named. The schedules were suspended until February 
21, 1939, on protest of the Middle Atlantic States Motor Car- 
rier Conference, Inc. Thereafter; by order dated September 9, 
1938, says the report, the previous order suspending the rates 
on candy and confectionery from Lancaster to Baltimore was 
vacated. Therefore, the rates on those commodities were not 
further considered. 

The suspended rates on shoes were 60 cents and resulted 
in reductions ranging from 1 to 8 cents, said the report. The 
present rating on this commodity is first class. The report said 
that the proposed rates were lower than the present first class 
rates and higher than the present second class rates. The only 
evidence offered by respondent in respect of the proposed rates, 
the report said, was that they were published at the request 
of th consignee to meet his competition in jobbing this com- 
modity at Baltimore. 

“That the proposed rates may not be compensatory, as 
alleged by protestant,” says the Commission, “is indicated by 
the maintenance of a higher basis of rates by protestant and 
other competitive motor and rail carriers now operating in 
this territory. Evidence as to a carrier’s cost of operation is a 
matter particularly within the knowledge of the carrier, which 
should be made available when consideration is to be given to 
the lawfulness and reasonableness of proposed rates which are 
of doubtful propriety. Further, in Motor Carrier Rates in 
Middle Atlantic States, 4 M. C. C. 68, 4 M. C. C. 679, we pre- 
ee first class rates as minima on shoes in less than truck- 
oads.” 


COTTON GOODS VIA RAIL-WATER 


An attempt by the Atlantic Coast Line to eliminate the 
Baltimore Steam Packet Co. from the joint rate arrangement 
on cotton piece goods and related articles from points in south- 
ern territory to destinations in trunk line and New England 
territories, has been forbidden by the Commission, division 2 
in I. and S. No. 4477, routing cotton goods via Baltimore Steam 
Packet Co. It has found not justified the proposed cancelation 
of joint commodity rates on the commodities mentioned, any- 
quantity, between the territories described. The rates are joint 
rail-and-water and joint rail-water-rail. The haul of the Packet 
company is between Pinners Point, Va., and Baltimore, Md., the 
Coast Line making deliveries to the Packet company, organized 
in 1839, at the Hampton Roads port. 

The object of the cancelation was to confine the traffic 
for the water haul to the Chesapeake Steamship of Baltimore 
City, one-third of the stock of which is owned by the Coast 
Line and two-thirds by the Southern Railway. The Seaboard 
Air Line, according to the report, owns all the stock of the 
Packet company. The Chesapeake line was organized in 1900. 

The schedules were suspended on protest of the Packet 
company. They were to have become effective in April, 1938. 
The protestant contended that the proposed schedules dis- 
criminated against it and unduly prefered the Chesapeake 
line in violation of section 3 (3) and would not be in the public 
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interest. The report said it urged that there appeared to be no 
reason other than the financial interest of the Coast Line in 
the Chesapeake line which would justify the proposed restric- 
tion in routing. 

In behalf of the restriction, it was pointed, that they were 
similar to those that always had been in effect in connection 
with traffic hauled to Hampton Roads over the Seaboard. 
Thereby, it was pointed out, the Chesapeake line had been 
excluded from participation in the through rates. It was urged 
that as the Seaboard always had restricted the application of 
its joint rates to the route of the Packet company, the Coast 
Line should be permitted to restrict the application of its joint 
rates to the route of the Chesapeake line. 

The fact that restrictions similar to those here proposed 
always had applied in connection with the traffic routed over 
the Seaboard did not, said the Commission, in and of itself 
justify the proposed schedules or relieve respondents from 
complying with the provisions of the interstate commerce act. 
The restrictions which applied in connection with the Seaboard, 
it said, were not protested; nor had that carrier been requested 
by respondents to establish joint rates in connection with the 
Chesapeake line. The report added that as the restrictions in 
routing published by the Seaboard were not involved here their 
lawfulness might not be considered in this proceeding. The 
proprietary railroads urged that the Coast Line needed any 
additional revenue that might accrue to it as the result of the 
proposed restriction. For the years 1928 to 1937, inclusive, it 
was pointed out, the Chesapeake line sustained an operating 
deficit of $756,867.90. 

The Commission said that the facts in the instant proceed- 
ing were somewhat analogous to those presented in Flour City 
S. S. Co. vs. Lehigh Valley, 24 I. C. C. 179, in which it found 
that the refusal of the rail lines to join with the complaining 
line in the establishment of a through route was an unlawful 
discrimination under section 3 (3). 

The suspended schedules are to be canceled on or before 
February 15, and the proceeding has been discontinued. 


COMMISSION REPORTS 
Sand 


No. 28005, Cameron, Joyce & Co. vs. C. B. & Q. By di- 
vision 2. Rate of 75 cents a net ton, sand, carloads, LaGrange, 
Mo., to Montrose, Ia., shipped in July, 1937, unreasonable to 
the extent that it exceeded 65 cents a net ton. Reparation of 
$199.01, with interest, awarded. 


Fresh Beef Hams 


No. 27978, Harry Manaster & Brother vs. Pennsylvania. 
By division 2. Dismissed. Commodity rate of $1.225 deter- 
mined to be applicable, fresh beef hams, salted, less-than-car- 
loads, Chicago, Ill., to Philadelphia, Pa., between June 1, 1934, 
and August 20, 1935. Shipments found undercharged. Appli- 
cable rate found not in violation of the aggregate-of-interme- 
diates provision of section 4. Complainant claimed a rate of 
86 cents which had been prepaid. Suit for the collection of 
undercharges was entered. 


Wrought-Iron Pipe 

No. 27945, United Carbon Co. vs. C. R. I & G. et al. By divi- 
sion 2. Fifth class rates of 75 cents and 77 cents, second-hand 
wrought-iron pipe and fittings, carloads, to Sayre, Okla., from 
Swartz and Archibald, La., respectively, shipped between May 
25 and November 29, 1937, unreasonable to the extent that 
they exceeded 73 cents from Swartz and 74 cents from Archi- 
bald. Reparation of $212.53, with interest awarded. Rate of 
61 cents from Swartz and Archibald to Sayre was claimed. 


Flue Dust 


No. 28040, Philipp Brothers, Inc., vs. New York Central. 
By division 2. Dismissed. Rates applicable on carload ship- 
ments of soot residue, or flue dust, Willoughby, O., to New 
York, N. Y., in June and July, 1937, not shown to have been 
unreasonable. On all but two of the shipments the applicable 
sixth-class export rate of 31 cents was charged, according to the 
report. On the two excepted shipments a rate of 32 cents, 
applicable to the domestic transportation of the same article, 
was erroneously charged. On the record defendant expressed 
willingness to refund the overcharges on these two shipments 
without the necessity of an order, said the Commission, “and 
it will be expected to do so promptly.” Complainant sought 
reparation to the extent that the sixth-class rate exceeded 16 
cents. 


Flour Split Delivery Charges 


No. 27965, Houston Milling Co. vs. Agwilines, Inc., et al. 
By division 2. Dismissed. Rate charged, 2.5 cents 100 pounds, 
for making split deliveries, according to brands, marks, sizes, 
or other identification, of flour, meal, grits, and other grain 
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products, shipped in packages in mixed carloads, from Houston, 
Tex., by rail-water to north Atlantic ports, on and after Sep- 
tember 1, 1937, found applicable. Applicable rate not shown 
to be unreasonable. 


Petroleum in Cans 


No. 27878, Radbill Oil Co. vs. A. C. & Y. et al. By division 
3. Dismissed. Classification ratings, petroleum lubricating oil 
and petroleum cleaning oils or fluids, in cans, in cases, and in 
iron or steel drums or other standard packages, in less than 
carloads, Philadelphia and Bradford, Pa., to points in official 
and southern territories, not unreasonable or unduly prejudicial. 


COMMISSION MOTOR REPORTS 


In MC F-267, Red Arrow Freight Lines, Inc., purchase, 
Archie Tyler; lease, Willie O. Brown, the Commission, by divi- 
sion 5, has approved the purchase by Red Arrow Freight Lines, 
Inc., Houston, Tex., of operating rights and property of Archie 
Tyler, dba Stephenville Motor Freight Line, and lease of operat- 
ing rights of Willie O. Brown, dba D. L. & W. Motor Lines, 
subject to the condition that a new lease agreement be executed 
between applicant and Brown. 

In MC 86504, Michele De Liso, common carrier applica- 
tion, the Commission, by division 5, has denied a certificate to 
operate as a common carrier of sugar between points in New 
York, Connecticut and New Jersey. 

In MC 29116, Loris Worden, common carrier application, 
embracing also Leon-Des Moines extension, the Commission, 
by division 5, has authorized continuance of operations as a 
common carrier of general commodities, with exceptions, over 
a regular route, between Leon, Ia., and St. Joseph, Mo.; and 
continuance of operations as a common carrier of general com- 
modities, with exceptions, over a regular route between Des 
Moines and Leon, Ia. 

In MC 40223, Sub. No. 6, Interstate Transit Lines, Verdon 
extension, the Commission, by division 5, has authorized opera- 
tion as a common carrier of passengers and their baggage, and 
express, mail, and newspapers in the same vehicle with pas- 
sengers, between the junction of U. S. highway 73 and Nebraska 
highway 54, near Howe, Neb., and the junction of the same 
highways, near Verdon, Neb., over U. S. highway 73, serving 
Verdon. 

In MC 50081, Clarence W. Banker, common carrier ap- 
plication, the Commission, by division 5, has. authorized opera- 
tion as a common carrier of household furniture and office 
equipment between Peeskill, N. Y., and points within described 
portions of Connecticut and New Jersey. 

In MC 50224, Cliffside Motor Freight & Transportation Co. 
contract carrier application, the Commission, by division 5, has 
granted a permit for operation as contract carrier of roofing 
material from Edgewater, Elizabeth and Kearny, N. J., to cer- 
tain points in New York and New Jersey, and between Edge- 
water and Philadelphia, Pa., and of returned empty contain- 
ers, over irregular routes. 

In MC 50394, George Everett Heartz contract carrier ap- 
plication, embracing also a subnumber, extension of operations, 
the Commission, by division 5, has found applicant’s operation 
to be that of a common carrier and has granted a certificate for 
transportation over specified routes of rough and finished 
granite from Waterbury, Va., and certain intermediate and oq- 
route points, to Hartford, Conn., New York, N. Y., Myerstown, 
Pa., and certain points intermediate to Myerstown; beer and 
ale from New York and New Haven, Conn., to Barre, Vt., and 
empty beer and ale containers in the reverse direction. 

In MC 50551, Edward C. Panacek common carrier applica- 
tion, the Commission, by division 5, has granted a permit 
authorizing operation as a contract carrier of flint, feldspar, 
broken saggers, broken chinaware, and brick bats over irregular 
routes from Trenton, N. J., to Philadelphia, Pa. 

In MC 59765, Max Loebel extension—Indiana, the Commis- 
sion, by division 5, has denied an application seeking a permit 
to continue an operation as a contract carrier of paper and 
other commodities from Otsego, Mich., to points in Indiana. 
The Commission said that applicant has been authorized here- 
tofore to serve all points in Indiana as a contract carrier of 
paper and paper products and that no further authority in that 
respect appeared to be necessary or proper. The authority 
granted also covers other commodities. It said there was no 
evidence that any shipper desired to employ applicant’s facili- 
ties in any other respect. 

In MC 72884, Sub. No. 1, Henry William Irvan contract 
carrier application, the Commission, by division 5, has granted 
a permit for continuance of operation as a contract carrier of 
lumber from Horatio, Ark., to points in Oklahoma over irregu- 
lar routes, with no transportation for compensation on return. 

In MC F-606, Columbia Terminals Co., issuance of securi- 
ties, the Commission, by division 5, has granted authority to 
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applicant to issue 12,740 shares of common stock having stated 
par value of $1 a share and a promissory note of $300,000, to 
replace void securities outstanding which must be surrendered 
and cancelled before the new securities are issued. 

In MC F-288, Virginia Stage Lines, Inc., purchase, Southern 
Passenger Motor Lines, Inc., embracing also MC F-297, Virginia 
Stage Lines, Inc., purchase, W. B. Jenkins, the Commission, 
by division 5, has authorized the purchase by Virginia Stage 
Lines, Inc., Charlottesville, Va., of certain operating rights and 
property of Southern Passenger Motor Lines, Inc. The Com- 
mission has dismissed the application of Virginia Stage Lines, 
Inc., to purchase operating rights and property of W. B. Jen- 
kins, dba Fredericksburg-Winchester Bus Line. The Commis- 
sion found that the record failed to establish that Jenkins op- 
erated in interstate or foreign commerce and that he was not 
a motor carrier within the meaning of section 203 (a) (14) on 
the date he ceased operations in Virginia. Commissioner Rogers, 
dissenting, said he believed the operations of Jenkins were, in 
part, in interstate commerce, that they should have been so con- 
sidered in this proceeding. 

In MC F-650, Arkansas Motor Freight Lines, Inc., merger, 
O. K. Transportation Co., Inc., the Commission, by division 5, 
has approved and authorized merger in Arkansas Motor Freight 
Lines, Inc., of operating rights and property of O. K. Trans- 
portation Co., Inc. 

In MC F-688, Asbury Transportation Co., merger, Asbury 
Truck Co., Asbury Transportation Co. of Oregon, Inc., and 
Asbury Service Stations, Inc., embracing also MC F-689, Asbury 
Transportation Co., issuance of stock, the Commission, by divi- 
sion 5, has approved and authorized merger in Asbury Trans- 
portation Co., Los Angeles, Calif., of properties and operating 
rights of Asbury Truck Co., Asbury Transportation Co. of 
Oregon, Inc., and Asbury Service Stations, Inc. It has dis- 
missed the application of Asbury Transportation Co. for author- 
ity to issue capital stock, finding that authority from it to issue 
the securities proposed in MC F-689, was not required under 
section 214. 

In MC F-727, Southeastern Greyhound Lines, issuance of 
notes, the Commission, by division 5, has authorized the South- 
eastern Greyhound Lines, of Lexington, Ky., to assume obliga- 
tion or liability to pay certain first mortgage notes in prin- 
cipal amount not exceeding $27,500, and issue second mortgage 
note, or notes, in principal amount not exceeding $12,500, to 
finance the purchase of garage property. 

In MC F-677, Lee Way Motor Freight, Inc., purchase, 
Cuppy’s Fast Freight Lines, Inc., the Commission, by division 
5, has approved the purchase by Lee Way Motor Freight, Inc., 
Oklahoma City, Okla., of operating rights of Cuppy’s Fast 
Freight Lines, Inc., dba Cordell-Sentinel Motor Freight. Ac- 
cording to the report, the instant transaction would afford 
applicant an alternate route between Oklahoma City and Sayre, 
approximately 126 miles. Concurring, Commissioner Lee said, 
“without commitment as to how any particular claimed operat- 
ing right should be ‘treated’ when reached for consideration, I 
approve the report.” 

In MC F-126, Short Way Lines, Inc., purchase, H. D. Van 
Normun, B. L. Denbrock, J. E. Stein, and C. A. Ladig, the 
Commission, by division 5, has approved the purchase by Short 
Way Lines, Inc., Toledo, O., of operating rights of H. D. Van 
Normun, B. L. Denbrock, J. E. Stein, and C. A. Ladig, dba 
Central Coach Lines. 

In MC F-639, Central Motor Freight Co., purchase, Mich- 
icago Motor Express, Inc., the Commission, by division 5, in 
a supplemental report has affirmed its findings in the prior 
report, 15 M. C. C. .., approving purchase by Central Motor 
Freight Co. of certain operating rights of Michicago Motor 
Express, Inc. In the prior report the Commission deferred 
entry of an order for twenty days to permit the filing of repre- 
sentations by interested parties. By way of representation, the 
report said, vendor opposed the application if the effect of 
approval would be to deprive it of the privilege of serving in 
interstate or foreign commerce, Jackson and Detroit, Mich., two 
points on the routes to be transferred. As vendor retained 
claims to operating rights under which it could serve the points 
in question over routes which were separate from those which 
were the subject matter of the transaction, the report said 
it was apparent that vendor was unduly apprehensive as to 
the effect of approval. 

In MC F-374, T. S. C. Motor Freight Lines, Inc., purchase, 
A. J. Stagni; and L. V. Lyle and J. R. Aucoin, embracing also 
MC F-405, Same, lease, Merchants’ Fast Freight Service, Inc., 
the Commission, by division 5, has approved the purchase by 
T. S. C. Motor Freight Lines, Inc., of operating rights and 
property of A. J. Stagni, dba Stagni Motor Express, and L. V. 
Lyle and J. R. Aucoin, dba Airline Motor Express. The Com- 
mission has also approved lease by T. S. C. Motor Freight 
Lines, Inc.. for one year of certain operating rights of Mer- 
chants’ Fast Freight Service, Inc., subject to the condition that 


applicant shall file a new lease agreement with the Commis- 
sion. 
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In MC 2823, Barber Transportation Co., Inc., common car- 
rier application, the Commission, by division 5, has authorized 
continuance of operation as a common carrier of general com- 
modities, with exceptions, between points in Alabama and 
Georgia, over specified routes, under the grandfather clause. 


I. C. C. HIGHLIGHTS 


In condemning the proposal of the Atlantic Coast Line to 
restrict the routing of cotton piece goods from the southeast 
to trunk line and New England territories so as to exclude the 
Baltimore Steam Packet Co. from the through route between 
Pinners Point, Pa., and Baltimore, Md., the Commission in 
I. and S. No. 4477, routing cotton goods via Baltimore Steam 
Packet Co., went back about a quarter of a century ago to 
find a case deemed analogous. That was Flour City Steamship 
Co. vs. Lehigh Valley, 24 I. C. C. 179. In that case it laid down 
the proposition that the railroads had to join in rates with a 
steamer line on the Great Lakes although they had joint rates 
with other steamer lines, so as to avoid a violation of section 
3(3) of the interstate commerce act. 

The decision of the Commission, division 2, in fourth sec- 
tion application No. 16828, motor-rail rates, Chicago Great 
Western Railroad, and applications joined with it, is notable in 
that it definitely shows how hereafter the Commission may be 
expected to deal with fourth section violations by railroads in 
the hauling of freight that has been furnished by motor lines, 
in competition with motor routes. The fourth section order 
granted in that case authorizes the Chicago Great Western to 
disregard the fourth section in the hauling of freight for the 
Keeshin and other motor lines in the truck-flat car service 
between Chicago and the Twin cities. It is particularly in- 
teresting at this time in view of the probable filing within a 
month of arrangements between the Baltimore & Ohio and the 
Keeshin for coordination of rail and truck service on a trans- 


continental basis instead of only between Chicago and Twin 
Cities. 





UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 12271, Raritan River Railroad Co. 
bonds, granting authority to extend from January 1, 1939, to January 
1, 1959, the date of maturity of not exceeding $400,000 of first-mortgage 
bonds, with interest at the rate of 4% per cent per annum, approved. 


Report and certificate in F. D. No. 12206, Missouri Pacific Rail- 
road Co. trustee abandonment, permitting abandonment by the trustee 
of the Missouri Pacific Railroad Co. of a portion of the Creve Coeur 
branch line of railroad in St. Louis county, Mo., approved. 

Report and certificate in F. D. No. 12211, Tennessee Western Rail- 
road Co. et al. abandonment, permitting abandonment, as to inter- 
state and foreign commerce, by the Tennessee Western Railroad Co. 
of its entire line of railroad in Lawrence and Wayne counties, Tenn., 
and abandonment of operation thereof by the Louisville & Nashville 
Railroad Co. approved. 


FINANCE APPLICATIONS 


MC F-760. Rose Doudell, San Jose, Calif., asks authority to pur- 
chase operating rights and property of Nami Yasunaga, docket MC 
54588. 

MC F-761. Buckingham Transportation Co. of Colorado, Inc., Rapid 
City, S. D., asks authority to purchase J. F. Cates & Sons, Sheridan, 
Wyo. 

Finance No. 12291. San Diego & Arizona Eastern asks authority 
to abandon that portion of its so-called Lakeside branch in San Diego 
county, Calif., extending between a point at or near Santee and a 
point at or near Lakeside, a distance of approximately 2.78 miles, 
together with all sidings, spur tracks and appurtenances. Rehabilita- 
tion of the line, which has been out of service since March, 1938, due 
to having been washed out, is not justified for the traffic which might 
be handled, according to the application. 

Finance No. 12292. Birmingham Southern asks authority to acquire 
and operate a line of railroad in Jefferson county, Ala., owned by 
the Tennessee Coal, Iron & Railroad Co., extending from Dolonah 
Junction southward for a distance of 2.47 miles. Applicant proposes 
to pay the Tennessee company $165,000 for the line. According to the 
application, the object of the proposed acquisition and operation is 
to insure continuance of common carrier facilities and service for the 
industries now located along the line. It said it had been operating 
over the Tennessee track for many years to serve the dolomite quarry 
of the company at Dolonah, Ala. 

MC F-762. Consolidated Freight Lines, Inc., Portland, Ore., asks 
authority to issue a note for $25,000 and mortgage on equipment to 
secure the note for purchasing licenses. 

MC F-763. Pacific Motor Trucking Co., San Francisco, Calif., asks 
authority to acquire control of Pacific Truck Express, a corporation, 
by purchase of its capital stock. 

MC F-764. Central Greyhound Lines, Inc., Cleveland, O., asks au- 
thority to issue $130,000 10-year installment note secured by real estate 
mortgage to finance the construction of a garage and office building 
in Cleveland. 

MC F-765. Consolidated Freight Lines, Inc., Portland, Ore., asks 
authority to issue a note for $26,000 and first mortgage on real estate 
for the purpose of replacing present first mortgage on Spokane Ter- 
minal. 

MC F-766. F. Gilbert Congdon, Portland, Me., asks authority to 
purchase operations of minnie E. Pitts, dba Pitts Express. 





DN Le 


—— 


————— —————— nn 
———— us 


January 14, 1939 


O69 O ee Bee Bee Ber Oeo Ooo Ber @e 











Proposed Reports 


OOo Oo Ooo Oeo Ooo Bor Ooo Gor Sor OorOor®: 


LIVE STOCK AT CHICAGO 


4. XAMINER PAUL O. CARTER has recommended dismissal 

of No. 2862, Swift and Company et al. vs. Alton et al., on 

a finding that transportation of direct shipments of live stock 

consigned to complainant at the Union Stock Yards, Chicago, is 

completed when the live stock is placed in the unloading pens 
at the yards. 

Yardage charges assessed by the yard company for services 
on live stock after it is placed in unloading pens at the yards, 
he says, should be found not subject to the jurisdiction of the 
Commission. Defendants’ failure to afford egress for direct 
shipments of live stock to the yards, he says, should be found 
not to have resulted or to result in an unreasonable practice. 

Examiner Carter deals with a subject of controversy be- 
tween the carriers and the meat packing interests of many 
years standing, in an active stage for about five years. It is 
as to whether the receiver of animals in Chicago at the Union 
Stock Yards is entitled to receive his freight without the impo- 
sition of any charge in addition to charges calculated on the 
line-haul rate. The issue is the so-called yardage charge col- 
lected by the yard company. Under the law the carrier is 
required to bear the cost of unloading the animals into suitable 
pens. 

The yardage charge is imposed by the stock yards com- 
pany and collected from the consignee when the latter takes 
the animals from the pens. Complainants claimed in this case, 
according to the examiner, that delivery into suitable pens 
contemplated delivery to them in such manner as to permit 
the animals to be removed by their employes from the unload- 
ing pens to the nearest public street without the payment of 
the yardage charge, on shipments billed direct to them, as 
distinguished from shipments to commission sales companies 
for sale to anybody desiring to buy. 

Examiner Carter in bringing to an end his discussion of 
this complaint says there is no difference, in principle, between 
the issue in Hygrade Food Products Corporation vs. A. T. & 
S. F., 195 I. C. C. 553, and the issue in this proceeding. The 
yardage charge, he continues, is collected on complainant’s ship- 
ments, the examiner speaking of the proceeding as having been 
brought only by Swift & Co., when it takes possession of the 
animals at the unloading pens. In the Hygrade case, said the 
examiner, the yardage charge was collected on that portion of 
the shipments of which possession was taken at the unloading 
pens. 

In the Hygrade case the Commission held with the com- 
plaining packing interests but the Supreme Court of the United 
States, in A. T. & S. F. et al. vs. United States, 295 U. S. 193, 
reversed the Commission and set aside its order. Complainant, 
said the examiner, contended that it was presenting a different 
case from that considered and decided in the Hygrade pro- 
ceeding. With respect to shipments which the packers took 
over at the unloading pens, Examiner Carter pointed out, the 
Supreme Court held that the obligation of the line-haul car- 
riers ceased when the animals were placed in the unloading 
pens. 


A considerable part of the report is devoted to a discussion 
as to the meaning of section 15(5) of the interstate commerce 
act, which declares that the transportation comes to an end 
when animals are delivered in suitable unloading pens. The 
language of the section, according to the examiner, specified 
the services to be included in the transportation to public stock- 
yards, and that it clearly states that it shall include delivery 
into suitable pens. 


“That does not mean delivery to a public street, delivery 
to a plant connected by a runway or viaduct with the stock 
yards, or delivery to a private way which may lead from the 
stock yards proper,” says the examiner. “It means delivery 
into pens on the stock yards’ property which are suitable to 
receive the stock in a safe manner. Had Congress intended to 
require delivery of the stock beyond the boundary of the public 
stock yards, it would have so stated. The kind of transpor- 
tation covered by the provision is transportation to public stock 
yards, as distinguished from transportation to other than public 
stock yards. It would be unreasonable to assume, in view of 
the express language used, that the term transportation was 
intended to include not only delivery into suitable pens but 
also the removal from such pens to the public highways. 

“The above interpretation is the interpretation placed upon 
the amendment since its enactment, by the actions of the 
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packers, including complainant and intervener, of the producers, 
of the yard company, and of the railroads. For more than 
fifty years prior to the enactment of section 15(5) and since 
its enactment, usage and physical conditions combined to end 
transportation on direct shipments of live stock at the unload- 
ing pens. The packers, including complainant and intervener, 
not only acquiesced in the usage and practice, but, in addition, 
by their agreements with the yard company and their partici- 
pation in the earnings of that company received from its yard- 
age charges, by their guarantee for a limited period of earnings 
to the yard company, and by other acts. . . they have concurred 
in the practice and have made it their own.” 

The examiner who said that the Commission should find 
that the yardage charges were not subject to its jurisdiction, 
said that the Union Stock Yards Co., owned by the Union 
Stock Yard & Transit Company of Chicago, had a tariff on 
file with the Secretary of Agriculture in which it published 
yardage charges applicable on all live stock received by Union 
Stock Yards. The charges are 45 cents a head on cattle, 35 
cents on calves, 15 cents on hogs, and 10 cents on sheep. Those 
charges, he said, were assessed and collected by the yard com- 
pany on every animal unloaded at the yard. 

Examiner Carter described the physical situation, chief of 
which in its bearing in this proceeding is that the tracks of 
the line-haul carriers do not reach the stock yards which are 
served exclusively by tracks owned by the yard company and 
leased by it to the Chicago River & Indiana Railroad Co. Under 
trackage rights, says the report, all live stock consigned for 
delivery at stock yards is delivered by trunk lines on the 
tracks adjacent to the unloading platforms. When the live 
stock reaches the unloading platforms, says the report, no one 
is permitted by the yard company to handle the animals, except 
employes of that company. That, says the report, is necessary 
for the efficient and orderly handling of the large number of 
shipments arriving at the yards. 

In his historical recitals, Examiner Carter said that from 
the beginning of the stock yards, in 1865, all shippers were 
required to pay to the yard company a yardage charge on 
every animal unloaded at the yard. About 1892, according to 
the examiner, the packing interests became dissatisfied with 
the arrangements to such an extent that they took steps to 
establish stockyards of their own, going to the extent of buying 
land in which what was to be known as the “Central Stock 
Yards” was to be established. 

But that arrangement was not carried out. Instead peace 
was made between the stock yard company and the packers 
under which the latter were to participate in the earnings of 
the stock yards company, one of the considerations being the 
delivery of $3,000,000 income bonds to packing interests. Com- 
plainant, according to the examiner’s report, received approxi- 
mately one-third of these bonds, which were subsequently re- 
deemed by a New Jersey company to which the packing 
interests had delivered the land they had acquired, some in 
Chicago, and some in Indiana, in their move to separate them- 
selves from the necessity of using the Union Stock Yards. It 
appeared, said the examiner, that under an agreement between 
the disagreeing interests, the packers, including complainant, 
agreed to pay the yard charges, participated in the receipts 
of the yard company from those charges, and considered the 
assessment of those charges on their shipments a matter be- 
tween themselves and the yard company. 

The railroad companies, the examiner said, were not parties 
to the agreement, and there was nothing in the record to indi- 
cate that the packers deemed the collection of the yardage 
charges to be an unreasonable practice on the part of the 
railroad companies. On the contrary, s?id Examiner Carter, 
the action of the packers showed that ai the time the agree- 
ment was entered into they did not consider the assessment 
of the yardage charges a matter in which the railroads were in 
any way concerned. An important fact, he said, was that after 
the settlement agreement of 1892 expired, the packers continued 
to pay the yardage charge and made no complaint to the rail- 
roads against its assessment. 


ALL-COMMODITY PROPORTIONALS 
Accepting as controlling the Commission’s decision in I. 
and S. M-247, proportional rates between Chicago and Wis- 
consin points (see Traffic World, Dec. 24, p. 1319), Examiner 
H. C. Lawton, in a proposed report in I. and S. M-408, Midway 
Transit Co. proportional rates, served January 12, has recom- 
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mended that the Commission find unlawful proposed any-quan- 
tity all-commodity proportional rates between Chicago, IIl., 
and many points in Michigan, order the schedules to be can- 
celed and discontinue the proceeding. Considering the record 
in this case in the light of the decision in the case mentioned, 
the examiner said he found that the proposed rates would be 
unlawful. 

The rates were stated to apply on traffic moving from 
Michigan points to Chicago for rail movement beyond and on 
traffic from Chicago to Michigan points which had moved to 
Chicago by rail. The rates were to apply on all commodities, 
except fresh fruits, melons or vegetables, fertilizers, and live 
stock between Chicago and 192 points in Michigan. They were 
protested by the Central States Motor Freight Bureau, Inc., 
and suspended to January 19, 1939. 


PAPER AND PULPBOARD 


Examiner George Esch in I. and S. No. 4509, paper from 
the southwest to official territory, embracing also No. 28073, 
Southern Paper Manufacturers’ Traffic Conference vs. Akron 
& Barberton Belt et al., has recommended that the Commission 
find not justified proposed increased rates on pulpboard, wrap- 
ping paper, and bags, from southwestern to official territory, 
but without prejudice to the filing of new schedules conforming 
to findings proposed by him. He has also proposed that the 
Commission find relatively unreasonable the rates on pulp- 
board, wrapping paper and paper bags, from southwestern to 
official territory, and prescribe new rates for the future. 

With regard to the rates on the three commodities men- 
tioned, Examiner Esch said he believed that as rates made 110 
per cent of the northern scales did not appear to be below the 
minimum of reasonableness the Commission should permit the 
establishment of rates on those levels. The northern scales to 
which he referred were those published, according to the re- 
port, pursuant to the decision of the Commission in West Vir- 
ginia Pulp & Paper Co. vs. Baltimore & Ohio, 165 I. C. C. 349, 
and were made 25 per cent on pulpboard and 27.5 per cent on 
wrapping paper and paper bags, of the first class rates pre- 
scribed in appendix E of the Eastern Class Rate Investigation, 
164 I. C. C. 314, and 171 I. C. C. 481. The 110 per cent bases 
which became effective from the south to the north on June 15, 
1938, the examiner said, were urged for adoption by the com- 
plainant and the protestants on the traffic which moved from 
the southwest to official territory. 

As to the formal complaint the examiner said the Com- 
mission should find that the rates on pulpboard, wrapping paper 
and paper bags, from points of origin in southwestern territory 
to points of destination in official territory, were and for the 
future would be unreasonable to the extent they might exceed 
110 per cent of the scale rates in official territory. 

Compared with the rates on pulpboard and on wrapping 
paper and paper bags in official territory and from western 
trunk line and southern territories to official territory, there 
was no doubt, said the examiner, that the suspended rates, and 
even the present rates, were too high. 

By schedules filed to become effective July 19 and August 
15, 1938, the railroads proposed to change the rates on the 
commodities mentioned from origins in the southwestern terri- 
tory to destinations in central freight association, eastern trunk 
line and New England territories. They were suspended until 
February 19, 1939. Rates to Illinois Freight Association ter- 
ritory, including Terre Haute and Indianapolis, Ind., the exam- 
iner said, were not protested and were permitted to become 
effective. 

Protests in I. and S. No. 4509, the examiner said, were di- 
rected against increases which would result, and which were 
brought about by a cancellation of through rates from the 
southwest, and proportional rates on pulpboard to the boarder 
or gateway territory, thus making the full classification basis 
applicable or the full combination of locals. 


PROPOSED REPORTS 


Tin Cans 

Fourth section application No. 17096, tin cans, etc., from 
Port Arthur, Tex., to Norfolk and Newport News, Va. By Ex- 
aminer John McChord. The examiner proposes that the Com- 
mission authorize carriers to maintain a rate of not less than 
$1.40 a hundred pounds on tin cans, including extra can keys 
and tops, without observing the long-and-short-haul part of 
section 4. Carriers asked for authority to establish and main- 
tain a rate of not less than $1.22 on a 14,000-pound minimum, 
subject to rule 34 of the western classification over existing 
routes to Norfolk and Newport News, Va., from Port Arthur, 
Tex., and intermediate points from which rates from Port 
Arthur were observed as maxima. Examiner McChord recom- 
mended that the relief be limited so that it would not apply 





Vol. LXIII, No. 2 


over routes over which the rates authorized would yield earn- 
ings of less than 10 cents a car-mile. 


Chemical Wood 


No. 28074, Delta Chemical & Iron Co. vs. M. St. P & S. S. 
M. et al. Examiner Harold M. Brown. Carload rates, chemical 
wood, Armstrong Creek and Powell’s Siding, Wis., to Wells, 
Mich., between September 19 and December 4, 1936, proposed 
to be found unreasonable to the extent that they exceeded 2.5 
cents from Armstrong Creek and 3.5 cents from Powell’s Siding. 
Rates of 5 cents from Armstrong Creek and 5.5 cents from 
Powell's Siding were charged. The claimed rates were 2.5 
and 3.5 cents, respectively. Reparation proposed. Complainant, 
the examiner said, should comply with Rule V of the rules of 
practice. 


COMPRESSED GAS CARRIER CASE 


In a recommended report in MC 3018, McKeown Trans- 
portation Co., Inc., contract carrier application, and MC 3027, 
Eastern States Transportation Co., Inc., contract carrier ap- 
plication, served January 12, Examiner W. R. Pierce has 
proposed that the Commission find the applicants to have been 
in bona fide operation as contract carriers on the grandfather 
date, and since then, of compressed gases in cylinders and 
bottles, and empty containers, in many states, over irregular 
routes. The examiner has recommended that further hearing 
be held to afford applicants opportunity to present evidence 
on which a finding fixing the territorial limits of such services 
may be based. 

The McKeown application was for a certificate or permit 
authorizing operation as a common or contract carrier of 
general commodities in Alabama, Colorado, Georgia, Illinois, 
Indiana, Iowa, Kansas, Kentucky, Louisiana, Michigan, Min- 
nesota, Mississippi, Missouri, Nebraska, Ohio Tennessee and 
Wisconsin. In the other application, Eastern States Trans- 
portation Co., Inc., Chicago, a wholly-owned subsidiary of Mc- 
Keown, sought authority to operate between points in Con- 
necticut, Delaware, Maine, Maryland, Massachusetts, New 
Hampshire, New Jersey, New York, Pennsylvania, Rhode Is- 
land, Vermont and the District of Columbia. 

It developed, at the hearing, that the shippers using the 
services of the applicants were manufacturers of compressed 
gases which were shipped in heavy metal tanks or cylinders, 
and that the applicants provided equipment, in some instances 
only, in some instances both equipment and drivers, and in 
some instances a driver to operate equipment of the shippers. 
The trucks bear the names of the shippers whose products 


they are hauling as “The Linde Air Products Co.” or “The 
Prest-O-Lite Co.” 


The questions for determination, the examiner said, were 
whether applicants’ operations in “truck and driver’ service 


were subject to the motor carrier act, and if so whether ap- 
plicants had established grandfather rights. 


The examiner said his opinion that the operations were 
those of a contract carrier, but that as to the points or ter- 
ritory served in such contract carrier operations the record 
did not afford any basis on which a definite finding in that 
respect might be based, hence the necessity for further hearing. 





MOTOR CARRIER WIRE SERVICE 


Examiner Albert E. Stephan, in I. and S. M-551, teletype, 
telegraph and telephone service in Oregon and Washington, 
has recommended that the Commission find unlawful and not 
justified proposed tariff rules authorizing the free transmis- 
sion of messages by teletype, telegraph, telephone or other 
means of communication, of motor carriers without charge, 
for any of their shippers or consignees. The suspended rule 
provided for such service on condition that the messages refer 
to a shipment to be made or which had been made over the 
carrier’s line. The schedules were carried in Alternate Agent 
A. C. Morris’ MF I. C. C. No. 7. A note to the rule was to the 
effect that it would apply only between Portland, Ore., Seattle, 
Wash., and/or Tacoma, Wash., on the one hand, and Spokane, 
Wash., on the other. 


The examiner said that use of such free wire service was 
the result of competition. The suspended item was to be sub- 
stituted for a provision now in the tariff saying that “carriers 
parties to the tariff will transmit messages by teletype as 
directed by any shipper or consignee, without charge,” on 
traffic moving between the same points as that covered by the 
suspended item, subject to the provision that “the message 
transmitted must include only instructions for the routing of a 
shipment or shipments via the carrier whose teletype service is 
used or must refer to the tracing of arrival or departure of 
such shipments.” The schedules were suspended on protest 
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of the North Pacific Coast Freight Bureau, representing rail 
lines in that territory. 

Examiner Stephan said he felt that not only should the 
proposed rule be found not justified but that the rule which 
it proposed to supplant should likewise be canceled. That, he 
said, would leave the tariff devoid of any reference to tele- 
type service. A carrier, he said, might and should, without 
tariff reference, utilize reasonable available communicating 
facilities in its own company business but should not undertake 
to afford such service for public use unless and untill it re- 
ceived appropriate authorization to embark on such inde- 
pendent venture by authority of the appropriate state and 
federal regulatory bodies having jurisdiction over communi- 
cations. 


WATSON BROTHERS MOTOR CASE 


In a recommended report and order in MC 70451, Wat- 
son Brothers Transportation Co., Inc., common carrier appli- 
cation, Examiner C. F. Price, has proposed that the applicant 
be found entitled to a grandfather right to certificate as a 
common carrier in the middle west over routes, broadly speak- 
ing, shown in a map, a part of a tariff of the applicant, dated 
to be effective April 4, 1935, or about two months before the 
grandfather date. 

This report, served January 7, was on further hearing. It 
is more detailed than a report made August 25, 1937, by Ex- 
aminer F. C. Dillon who also recommended grant of a grand- 
father certificate. 

The proceeding was reopened on applicant’s petition in 
which it asserted that under the Dillon report it was being 
denied operating rights to which it was entitled and which it 
set forth it could establish. 

By its application the company, with offices at Omaha, 
Neb., claimed grandfather rights as a common carrier of gen- 
eral commodities over regular and irregular routes in Colo- 
rado, Illinois, Iowa, Kansas, Missouri, Nebraska and sixteen 
other states. The regular routes, said the report, were in the 
states mentioned. Irregular route operation rights were 
claimed in the sixteen other states and in Illinois, Iowa, Mis- 
souri and Nebraska. 

In addition, the examiner said, the company sought a 
permit to continue operations as a contract carrier of general 
commodities, over regular and irregular routes in the six states, 
excepting that such authority in Colorado and Kansas was lim- 
ited to regular routes. 

On further hearing the examiner said that operations of 
the North American Freight Lines, a predecessor in interest 
of the applicant should be found to have been those of a for- 
warding company and that the applicant should be found to 
have continued as a common carrier, between Chicago and 
Des Moines, operations of carriers by motor vehicle which 
operated in association with the North American Freight Lines. 
Further, he said, operations of the applicant should be found 
to have been those of a common carrier. 

A further recommended finding is that the applicant is 
entitled to continue operations as a common carrier of gen- 
eral commodities, with exceptions, over regular routes in Iowa, 
Kansas, Missouri and Nebraska and over irregular routes in 
specified parts of Iowa and Missouri, of certain classes of com- 
modities over irregular routes in specified parts of Iowa, Mis- 
souri and Nebraska; and seasonally, transporting mail-order 
catalogues over irregular routes from Omaha or Grand Island, 
Neb., to all points in Nebraska, and from Omaha to specified 
points in Iowa and Missouri by reason of its having been en- 
gaged in such operations in good faith on and continuously 
since June 1, 1935, the grandfather date. 

Examiner Price said the application should be denied in 
all other respects and the applicant be directed to cease other 
operations. 

Many motor and rail carriers, carrier organizations and 
others, the examiner said, opposed grant of the application. 
The Iowa commission, he said, opposed grant of authority on 
certain highways in Iowa. 

Attention was called, said the examiner, to the applicant’s 
tariff which apparently was published to become effective be- 
fore the statutory grandfather date. A part of the tariff, the 
examiner said, was a map, purporting to show the applicant’s 
regular routes as of that date. The map, he said, showed that 
the applicant had routes running generally between Des 
Moines, Ia., Omaha and Lincoln, Neb., Manhattan, Kan., and 
Kansas City, Mo., and traversing that area. One route, the 
examiner said, was also shown between Council Bluffs and 
Sioux City, Ia., and that no others were shown. That map, 
the examiner said, probably accurately reflected applicant’s 
regular routes at the time, except that it undoubtedly was 
operating over a few minor routes, not shown, which con- 
nected some of those shown. Applicant, he added, was known 
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to have instituted service over a few additional routes in the 
same area between April 4 and June 1, 1935, and to have con- 
tinued operating over them to the present time. 

The examiner recommended denial of a permit to operate 
as a contract carrier. 

The Commission, the examiner said, had received a num- 
ber of complaints alleging unlawful operations by the appli- 
cant in mid-west territory and other parts of the country, from 
operators, associations of operators and others interested in 
the industry. It was stated in some of these complaints, he 
added, that the operations were having a serious effect on the 
industry in those territories. It was also alleged, said he, 
by parties interested in rates that applicant’s contract carrier 
operations should not be authorized and were adversely af- 
fecting the common carrier rate structure and threatening the 
existence of some of the common carriers. Applicant, the 
examiner said, had been operating for several years and there 
were allegations it had been engaging in operations as to 
which it was not known to have authority under the act. 

Under all the circumstances and without passing on the 
accuracy of any such complaint, the examiner said, applicant 
should be ordered to cease and desist from any and all op- 
erations which were subject to the provisions of the motor 
carrier act, other than those proposed to be granted herein 
or for which the applicant had other authority, in the twenty- 
two states other than those covered by the proposed certificate. 

The examiner said no written contracts with carloading or 
forwarding companies for which the applicant had performed 
service were presented in evidence. Applicant’s alleged agree- 
ments with those companies, the examiner said, were known, 
however, to have extended only so far as the usual agreements 
between such companies and common carriers extended. Its 
implied claim that it had contracts with them which would 
meet the tests of Contracts of Contract Carriers 1 M. C. C. 628, 
the examiner said, could not be allowed. 


ACME QUESTION CASES 


With W. B. Joy, the Idaho member dissenting, joint board 
79, in a proposed report served January 12, in MC: 7746, 
United Truck Lines, Inc., common carrier application; MC 
11179, Manlowe Transfer Co., Inc., common carrier applica- . 
tion; and MC 31910, Manlowe Transfer & Distributing Co., 
Inc., broker application, has recommended that the Commis- 
sion find that all the applicants are common carriers and that 
the Manlowe Transfer & Distributing Co. is not a forwarder 
nor a broker. Mr. Joy agreed with his colleagues in MC 7746 
and MC 11179, but reached the conclusion that the applicant 
in MC 31910 was a forwarding company and as such was not 
subject to the motor carrier act. 

“It is not for a joint board to attempt to prevent the en- 
try of the forwarding company into the motor transportation 
field, but rather to bow deference to Congress and state leg- 
islatures,” says Mr. Joy. 

The board found that United Truck Lines, Inc., was en- 
titled to a certificate to continue operation as a common car- 
rier over irregular and regular routes between points in Wash- 
ington; that the Manlowe Transfer Co., Inc., was entitled to 
continue as a common carrier in local cartage service within 
the metropolitan areas of Seattle, Renton and Spokane, Wash.; 
and that the Manlowe Transfer and Distributing Co. was en- 
titled to continue operations as a common carrier of general 
commodities at Seattle and Spokane, Wash., all under the 
grandfather clause. 

The board treated the three applicants practically as one 
operation conducted by the Manlowe family, the stock of the 
—— being owned or controlled by members of that 
amily. 

The applicant in MC 31910, that is the Manlowe Transfer 
and Distributing Co., said that its filing of an application for a 
license as a broker was a precautionary measure to protect 
any rights that it might have. It took the position, said the 
report, that it was engaged in operations as a forwarding com- 
pany and was not subject to the provisions of the motor car- 
rier act. 

Prior to 1933, according to the report, John Manlowe and 
Louis Manlowe, brothers, both operated trucks between Spo- 
kane and Seattle as contract carriers in competition with each 
other. Then they organized two separate corporate entities, 
United Truck Lines, Inc., and Manlowe Transfer and Dis- 
tributing Co., Inc. In 1937, said the report, a supervisor of the 
Bureau of Motor Carriers advised the brothers that in his 
opinion it was unlawful for one company to act simultaneously 
as a local cartage operator and as a forwarder. To divorce 
the two types of operation, Louis Manlowe had the name of 
the “Service Transportation Company,” a then existing cor- 
poration, changed to Manlowe Transfer Co. for the purpose 
of conveying to the latter the cartage business. 
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At the present time, according to the report, United Truck 
Lines performs line haul transportation between Spokane and 
Seattle. The transfer company performs pick-up and delivery 
at Spokane, Seattle and Renton, and the Manlowe Transfer & 
Distributing Co., Inc., performs a so-called forwarding com- 
pany business. The three companies share joint facilities, 
says the report, have at various times employed the same 
solicitors, and from time to time the Manlowe brothers have 
worked for the different companies. 

Rail and motor carriers serving portions of the territory 
covered by the applications opposed grant of the applications. 

According to the report, the crucial question was whether 
the operation of the Manlowe brothers was lawful. The board 
reviewed, in part, Freight Forwarding Investigation, 229 I. 
C. C. 201, in which Commissioner Eastman, dissenting in part, 
said “attempts have been made to conceal or disguise the 
control by the childish humbuggery in which lawyers indulge 
for the purpose of confusing the courts, but which does not 
deceive those in practical contact with the situation’; Penn- 
sylvania Truck Lines, Inc., Control, Barker, 1 M. C. C. 101; 
and Acme Fast Freight, Inc., Common Carrier Application, 
8 M. C. C. 211. In the last mentioned case, the board pointed 
out, the Commission found that nearly 2,100 motor carriers 
carried for the applicant, and that of that number at least 
94 per cent were common carriers. In the instant case, it 
said, United Truck Lines, Inc., was, with insignificant excep- 
tions, the only carrier used by Manlowe Transfer & Distribut- 
ing Co., Inc. 

The board said that if the theory of the Manlowe Trans- 
fer & Distributing Co., that it was exempt, was sound, that 
company would be enabled to provide an identical service for 
shipments between Spokane and Seattle to that now pro- 
vided by United Truck Lines, Inc., and by several other au- 
thorized interstate motor carriers at rates which were wholly 
exempt from regulation. 

; “It will be enabled to provide the use of its teletype serv- 
ice for the transmission of orders between termini points,” 
said the board. “In short, it will be enabled to provide wholly 
competitive transportation service without any type of reg- 
ulation. All this accrues by virtue of its construction of the 
Commission’s decision in the two cited cases. 

“That these two cited cases are not necessarily controlling 
is clearly shown by considering the vast difference in the 
factual situation. If the exemption is allowed, protestants 
have already indicated, on brief, that their only alternative 
will be to go and do likewise in organizing dummy forward- 
ing companies to compete with applicant. This can only re- 
sult in a complete breakdown of regulation.” 


~MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State in 
which applicant has home office is shown in ‘‘black face’’ type.) 


Indiana—MC 73262, Merchants Parcel Delivery Co., Inc., 
contract carrier application. Examiner Herbert P. Haley. 
Served January 10. Applicant’s operations proposed to be 
found to have been and to be those of a common carrier and 
not those of a contract carrier. Certificate recommended for 
continuance of operations of general commodities, with excep- 
tions, between certain points in Indiana, Michigan, New York, 
Illinois, Missouri, Wisconsin, Kentucky, Ohio, Pennsylvania, and 
West ‘Virginia. 

Massachusetts—MC 93209, Morris Sevitch, dba Town Taxi, 
common carrier application. Joint board 18. Served January 
6. Denial of application proposed. Passengers, New Bedford, 


Mass., to race track at Pawtucket, R. I., over a described route, 
and return. 


Pennsylvania—MC 89323, C. T. Norris, common carrier 
application. Examiner T. M. Hanrahan. Served January 6. 
Denial of application proposed. Food products and machinery, 
between points in Pennsylvania, Maryland, New York, New 
Jersey, Delaware, and the District of Columbia, over irregular 
routes. 


Vermont—MC 89558, Norman C. Davis, common carrier 
application. Examiner W. E. Messer. Served January 6. De- 
nial of application recommended. Forest products, logs, lum- 
ber, ties, and chair stock, between points in New Hampshire, 
Vermont, New York and Massachusetts, over irregular routes. 

Nebraska—MC 88229, Ray Hoyt, dba Ray Hoyt Transfer, 
common carrier application. Joint board 185. Served January 
6. Denial for want of prosecution proposed. Live stock, grain, 
feeds, and hay over U. S. highway 20 between Valentine, Neb., 
and Sioux City, Ia., with service to points in Cherry County, 
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Neb., and points in South Dakota within 50 miles of Valentine, 
over irregular routes. 

Minnesota—MC 24813, Sub. No. 1, J. W. Sandstede, com- 
mon carrier application. Joint board 147. Served January 6. 
Denial for want of prosecution recommended. General com- 
modities, except those of unusual value, meats, groceries, high 
explosives, commodities contaminating to other lading, and 
those requiring special equipment, between Luverne, Minn., and 
points within 35 miles thereof, on the one hand, and Sioux Falls, 
S. D., and Sioux City, Ia., on the other; and emigrant movables, 
between Luverne, Minn., and points within 35 miles thereof, 
on the one hand, and points in Iowa and South Dakota, on the 
other, over irregular routes. 

Texas—MC 93983, Grady Hill Johnson, common carrier ap- 
plication. Joint board 32. Served January 6. Denial for want 
of prosecution proposed. Specified commodities between points 
in Texas and Louisiana, over irregular routes. 

Pennsylvania—MC 47693, John R. Callahan, contract car- 
rier application, embracing also a sub-number_ thereunder, 
Same, extension of operations. Examiner A. F. Borroughs. 
Served January 6. Applicant’s operation in the transportation 
of general commodities for Universal Carloading and Distribut- 
ing Co. proposed to be found that of a common carrier. Cer- 
tificate recommended for continuance of operation, general 
commodities, with exceptions, between Pittsburgh, Pa., on the 
one hand, and Newark, N. J., New York and Buffalo, N. Y., 
Baltimore, Md., Washington, D. C., Philadelphia, Pa., and Cin- 
cinnati, O., on the other, over regular routes. Permit proposed 
for continuance of operation, beer, ale, malt and brewed bev- 
erages, Pittsburgh and Carnegie, Pa., on the one hand, to speci- 
fied points in Ohio, West Virginia, Virginia, New York and 
Maryland, on the other, and empty containers from the latter 
points to Pittsburgh and Carnegie, over regular routes; also 
carbonated beverages from Pittsburgh, on the one hand, to 
specified points in Ohio and West Virginia, on the other, and 
empty containers from the latter points to Pittsburgh, over 
regular routes. The examiner recommended that dual opera- 
tion by applicant as a common and contract carrier between 
Pittsburgh, on the one hand, and Buffalo and Baltimore, on the 
other, be found not consistent with the public interest and the 
policy declared in section 202(a) of the act. 

Massachusetts—MC 95603, Ernest T. Vocell, dba Vocell Bus 
Co., common carrier application. Joint board 20. Served 
January 7. Certificate proposed. Passengers in charter serv- 
ice from Billerica, Mass., and all points within a 15-mile radius 
thereof, except Woburn, Mass., to all points in New Hampshire 
and return; and from Nashua, N. H., to Billerica, and all points 
within a 15-mile radius thereof, except Woburn, Mass., and 
return, over irregular routes. 


Virginia—MC 89071, James Holman Rand, dba Rand Trans- 
portation Co., common carrier application. Examiner W. W. 
McCaslin. Served January 7. Denial of application proposed. 
Tobacco, tobacco products, materials and supplies incidental 
to processing, packing and use thereof, in Virginia, West Vir- 
ginia, Ohio, Maryland, and the District of Columbia, over 
specified routes. 

South Dakota—MC 71820, Sub. No. 1, W. Parker, dba 
Parker Transfer and Storage, extension of operations—Florida 
and Washington et al., embracing also Sub. No. 2 thereunder, 
Same, extension of operations—California and Maine et al. Ex- 
aminer Virgil J. Livingstone. Served January 7. Denial of 
application for a certificate proposed. Household goods be- 
tween all points and places in the United States other than 
territory previously authorized under grandfather application 
MC 71820, over irregular routes. Exceptions, if any, must be 
filed within 25 days from date of service. 

Utah—MC 62364, Sub. No. 1, The Jones Co., Oregon-Idaho 
extension. Joint board 6. Served January 7. Denial of appli- 
cation for a certificate proposed on finding all issues presented 
being included within another application concurrently heard 
and to be disposed of in a separate report. Applicant in this 
report sought a certificate to transport general commodities, 
between Malloy’s Ranch, Ore., Boise, Ida., and Ontario, Ore., 
over described routes. Exceptions, if any, must be filed within 
25 days from date of service. 

California—MC 42637, Cook-McFarland Co., application for 
brokerage license. Joint board 75. Served January 7. Denial 
of license proposed. Operations of applicant consisting of those 
incidental to conduct of general warehouse business at Los 
Angeles, Calif., proposed to be found not those of a broker 
for which a license is required. Exceptions, if any, must be 
filed within 25 days from date of service. 

New Mexico—MC 36534, Sub. No. 1, Strong & Harris, ex- 
tension of operations—Steeplerock, N. M. Joint board 129. 
Served January 7. Permit recommended. Ores and concen- 
trates, machinery, mine and mill supplies, and commissary 
supplies, between Steeplerock, N. M., and points within 20 
miles thereof, on the one hand, and Duncan, Ariz., on the 
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other, over irregular routes. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

Pennsylvania—MC 20231, Harvey A. Lawhead and Reon 
W. Judy, common carrier application. Examiner T. M. Hanra- 
han. Served January 7. Denial for want of prosecution pro- 
posed. General commodities, with exceptions, over irregular 
routes between points in Pennsylvania, New York, New Jersey, 
Maryland, Massachusetts, Delaware, Connecticut, Rhode Island 
and West Virginia, and over regular routes between Pittsburgh, 
on the one hand, and New York, N. Y., and Wheeling, W. Va., 
on the other, serving intermediate points. 

Colorado—MC 7009, Sub. No. 2, B. L. Austin, extension of 
operations—Kansas and Wyoming to Colorado and Nebraska. 
Examiner F. D. Binkley. Served January 7. Jermit recom- 
mended. Petroleum products, in bulk, from Hutchinson, Great 
Bend, and Shallow Water, Kan., Superior, Neb., and Casper, 
Cheyenne, Laramie, Parco, Glenrock, Lance Creek, and Lusk, 
Wyo., to Colorado points on U. S. highway 138 northeast of 
Sterling, Colo., and on U. S. highway 6 between and including 
Brush and Holyoke, Colo., Ft. Morgan, Colo., and Big Spring, 
Lewellen, Ogallala, and Oshkosh, Neb., over described routes. 

Colorado—MC 7009, Sub. No. 1, B. L. Austin, extension of 
operations—Kansas to Colorado and Nebraska. Joint board 56. 
Served January 7. Permit recommended. Petroleum products, 
in bulk, from Arkansas City, Augusta, Eldorado, McPherson, 
Potwin, Russell and Wichita, Kan., to Brush, Crook, Fleming, 
Haxtun, Holyoke, Julesburg, and Sterling, Colo. and Big 
Spring, Lewellen, Ogallala, and Oshkosh, Neb., over described 
routes. 

Maine—MC 37531, Galt Block Warehouse Co., motor car- 
rier application, embracing also MC 23481, Same, broker appli- 
cation. Joint board 70. Served January 7. Denial of applica- 
tion proposed on finding evidence insufficient to establish that 
applicant’s transportation of general commodities between 
points within the contiguous municipalities of Portland, Me., 
was such as to require a certificate or permit under the provi- 
sions of the motor carrier act. Denial of license proposed on 
finding operation by applicant as a broker in arranging for the 
transportation of general commodities, in interstate or foreign 
commerce, not consistent with the public interest and the policy 
declared in section 202(a) of the motor carrier act. 


Kentucky—MC 95542, Stevens Transfer Co., common car- 
rier application. Joint board 298. Served January 11. Denial 
of certificate proposed. General commodities between points 
within 25 miles of Bandana, Ky., on the one hand, and St. 
Louis, Mo., and Alton, Ill., on the other, over specified and ir- 
regular routes. 

Kentucky—MC 94839, H. T. Gholson, common carrier 
application. Joint board 298. Served January 11. Denial of 
certificate recommended. General commodities, between points 
in McCracken, Carlyle, Graves and Ballard counties, Ky., and 
St. Louis, Mo., over specified and irregular routes. 

Nebraska—MC 90268, Lenard L. Boyer, common carrier 
application. Joint board 19. Served January 11. Certificate 
recommended. Farm machinery and parts thereof, live stock, 
agricultural commodities, household goods, and emigrant mov- 
ables, between Byron, Neb., and points in Nebraska within 
20 miles thereof, on the one hand, and points in Kansas within 
50 miles of Byron, on the other, over irregular routes. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within 30 days from date of service. 

Ohio—MC 89420, Carl Wolza, Jr., dba Modern Cartage & 
Storage Co., contract carrier application. Examiner Mack 
Myers. Served January 11. Denial of permit proposed. Food 
products between points in Wayne county, Mich., and points 
in Ohio, New York and Pennsylvania, over irregular routes. 

Nebraska—MC 89345, Kyser and Tyler, common carrier 
application. Joint board 293. Served January 11. Denial for 
want of prosecution proposed. Petroleum and petroleum prod- 
ucts between refining and distributing points in Kansas and 
specified points in Nebraska and South Dakota. 

Nebraska—MC 89022, Homer D. Kirk, common carrier 
application. Joint board 140. Served January 11. Certificate 
recommended. Passengers and their baggage and light express, 
mail and newspapers in the same vehicle with passengers, be- 
tween Falls City, Neb., and White Cloud, Kan., over a specified 
route, and return, serving all intermediate points. 

Washington—MC 88817, Arthur J. Humphries, dba Hum- 
phries’ Transport, common carrier application—Everett. Joint 
board 80. Served January 11. Certificate proposed. Building 
materials, contractors’ equipment, glue, lumber, machinery, 
paper and paper products, and caustic soda, between Everett, 
Wash., as a radial point, on the one hand, and points in King 
and Snohomish counties, Wash., and Tacoma, Wash., on the 
other, over irregular routes, in truckload lots. Exceptions, if 
any, must be filed within 25 days from date of service. 

Nebraska—MC 88707, Lester Kalkwarf, common carrier 
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application. Joint board 138. Served January 11. Denial for 
want of prosecution proposed. General commodities between 
Crete and Beatrice, Neb., and points in Iowa. 

Washington—MC 88688, L. A. Tooker, dba Tooker’s Motor 
Freight, common carrier application. Joint board 80. Served 
January 11. Certificate recommended. General commodities 
over a regular route between Seattle and Port Angeles, Wash. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

lowa—MC 88670, Ira M. Miller, common carrier applica- 
tion. Joint board 144. Served January 11. Denial of applica- 
tion proposed. Live stock, grain, commercial feed, machinery, 
brick, grease, oil, tires, poultry, and furniture between Hamp- 
ton, Ia., and Chicago, Ill., over U. S. highways 65 and 30; 
between Hampton and Albert Lea Minn., over U. S. highway 65; 
and between Hampton and Austin, Minn., over U. S. highways 
65 and 16. 

Maine—MC 88668, Jesse B. Chapman, contract carrier ap- 
plication. Joint board 114. Served January 11. Permit recom- 
mended. Pulpwood and fuel wood over irregular routes from 
all points in Oxford county, Me., except Bethel, to Gorham 
and Berlin, N. H. 

Illinois—MC 69008, Oscar W. Seaman, common carrier 
application. Examiner William A. Maidens. Served January 11. 
Certificate recommended. Coal, Brazil, Clinton, and points and 
places in Clay and Vermilion counties, Ind., to points in Illinois, 
and live stock, feed, and agricultural commodities from Charles- 
ton, Ill., to Indianapolis, Ind. 

lowa—MC 31668, Sub. No. 1, R. M. Marshall—extension 
of operations. Joint board 144. Served January 11. Certificate 
recommended. Farm machinery and twine, Moline, Chicago, 
and Canton, IIl., to Osage, Ia., and from Moline, Ill., and Water- 
loo, Ia., to Lyle, Minn., over irregular routes. 

Nebraska—MC 23278, William Zimbelman, common carrier 
application. Joint board 56. Served January 11. Denial of ap- 
plication proposed. General commodities between Sutton, Neb., 
on the one hand, and points in Colorado and Kansas, on the 
other, over irregular routes. 

Maryland—MC 22323, Joseph V. Koelker, dba Speedy De- 
livery Service, common carrier application, embracing also MC 
22324, Same, contract carrier application. Joint board 206. 
Served January 11. Certificate recommended for continuance 
of operation of general commodities, with exceptions, between 
Cumberland, Md., and Keyser, W. Va., over regular routes. 
Permit recommended for continuance of operation of such mer- 
chandise as is dealt in by retail mail order stores, between 
Cumberland, Md., and points within 50 miles thereof, over 
irregular routes. 

Texas—MC 16802, H. G. Duke, broker application. Joint 
board 77. Served January 11. Denial for want of prosecution 
proposed. Applicant sought a license to arrange for the trans- 
portation of general commodities in Texas. 

Texas—MC 12138, Bus Union Station of Wichita Falls, 
broker application. Joint board 77. Served January 11. License 
proposed. Passengers and their baggage, and light express and 
newspapers in the same vehicle with passengers, between points 
in Texas, on the one hand, and other points in the United States, 
on the other. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

New York—MC 12093, Howard A. Smith and Walter W. 
Thompson, dba Smith-Thompson Tours, broker application. 
Examiner E. T. Cosby. Served January 11. License proposed. 
Passengers and their baggage between points in New York 
and other points in the United States. 

Oregon—MC 11893, Madge V. Cartwright and L. F. Butzer, 
common carrier application, embracing also MC 88295, Carl H. 
Hansen, dba Sumpter Stage, common carrier application—gen- 
eral commodities; MC 88466, Carl H. Hansen, dba Sumpter 
Stage, common carrier application—passengers; and MC 88562, 
Robert Bowers Skiles, common carrier application. Joint board 
172. Served January 11. Certificate recommended Carl H. Han- 
sen, dba Sumpter Stage, as successor in interest to Madge V. 
Cartwright and L. F. Butzer, to continue operations of general 
commodities, maximum weight 4,000 pounds, and of passengers 
and their baggage, express, mail, and newspapers, over regular 
and irregular routes within certain portions of Grant and Baker 
counties, Ore. The joint board has also recommended a cer- 
tificate to Robert Bowers Skiles to transport general commodi- 
ties, including ore, concentrates, and certain mining supplies 
and equipment, over irregular routes, within a radius of 50 
miles of Sumpter, Ore., subject to limitation prohibiting the 
transportation between points served by the regular route 
operations of authorized interstate motor carriers. Exceptions, 
if an, must be filed within 25 days from date of service. 

New York—MC 2756, John Vogel, Inc., common carrier 
application, embracing also MC 2757, John Vogel, Inc., contract 
carrier application. Examiner C. I. Kephart. Served January 











PAGE 74 





11. Certificate proposed for continuance of operation of house- 
hold goods between Albany, N. Y., and points within 20 miles 
thereof and points in New York, Vermont, New Hampshire, 
Massachusetts, Rhode Island, Connecticut, New Jersey, Penn- 
sylvania, Delaware, Maryland, and the District of Columbia, 
over irregular routes; lumber between port of Albany and 
points within 100 miles thereof over irregular routes; general 
commodities between Albany and points within 20 miles thereof, 
over irregular routes and between that area and that New York, 
N. Y., commercial zone and nearby New Jersey points over 
regular routes; and general commodities between the Albany 
area and points in Massachusetts and Connecticut on and west 
of Connecticut River over irregular routes. 

Washington—MC 1895, Truck Transport, Inc., common 
carrier application. Joint board 45. Served January 11. Denial 
of certificate proposed. General commodities over regular 
routes between points in Oregon and Washington. The joint 
board proposed that discontinuance of applicant’s operations 
due to bankruptcy be found to be an interruption of service 
over which applicant had control within the meaning of section 
206 (a) of the motor carrier act. Exceptions, if any, must be 
filed within 25 days from date of service. 

Ohio—MC 1503, Sub. No. 18, Central Greyhound Lines, Inc., 
common carrier extension—Parish. Examiner W. R. Pierce. 
Served January 11. Certificate recommended. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between the junction of U. S. highway 
11 and New York highway 69-A, and Colosse, N. Y., over a 
regular route, serving Parish, N. Y., as an intermediate point. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

District of Columbia—MC F-672, Blue and Grey Sightsee- 
ing Tours, Inc., purchase, Samuel Lovenbein. Examiner Frank 
A. Clifford. Served January 11. Recommends approval of the 
purchase by Blue and Grey Sightseeing Tours, Inc., Washing- 
ton, D. C., of operating rights and certain property of Samuel 
Lovenbein, dba AAB National Capitol Bus Co., for $12,500. 

Utah—MC 62364, Sub. No. 2, The Jones Co., I. O. N. ex- 
tension. Joint board 260. Served January 11. Certificate recom- 
mended. General commodities, with exceptions, between Winne- 
mucca, Nev., on the one hand, and Boise, Ida., and certain 
adjacent points, on the other, over specified routes. Exceptions, 
if any, must be filed within 25 days from date of service. 

Ohio—MC 60791, Ralph Williams, common carrier applica- 
tion. Examiner A. F. Borroughs. Served January 11. Denial of 
certificate or permit proposed on finding discontinuance of 
applicant’s operations due to receivership to be an interruption 
of service over which applicant had control within the meaning 
of sections 206 (a) or 209 (a) of the motor carrier act. Ap- 
plicant sought a certificate or permit to transport general com- 
modities between points in Ohio, Indiana, Illinois, Pennsylvania, 
New York, Maryland, and West Virginia, over regular and 
irregular routes. 

Washington—MC 18725, Sub. No. 1, Model Truck & Stor- 
age Co., Inc., extension of operations—Seattle. Joint board 80. 
Served January 11. Denial of certificate proposed. General 
commodities between Bellingham and Seattle, Wash., over a 


regular route. Exceptions, if any, must be filed within 25 days 
from date of service. 


PETITIONS FOR REHEARING, ETC. 


No. 26510, western-southern class rates. Eastern Interior Iowa In- 
dustrial Association and Iowa State Commerce Commission ask denial 
of respondents’ petition seeking modification of finding 4 of decision 
and accompanying order, 226 I. C. C. 497. 

Ex Parte MC 22, motor carrier rates in New England. Vincent J. 
Sucato, dba Sucato’s Express, asks that order of August 3 be modified 
im connection with rates on advertising matter, rated Class 4 or lower 
in Official Motor Freight Classification No. 1; butter; canned goods, 
edible; cheese; eggs; earthenware; glassware, other than cut, N. O. 
I. B. N.; meats, fresh or cured; oleomargarine; poultry, dressed; 
salad dressing; sandwich spread; pork, in brine; pork, dry salted; 
lard; and lard compounds or substitutes. 

Ex Parte MC 22, motor carrier rates in New England. Seaboard 
Freight Lines, Inc., asks that order be fuurther modified to permit 
of establishment of split delivery rule on export shipments particularly 
applicable to typewriters and typewriter parts. 

MC-F 755, Merchants Dispatch, Inc., purchase, P. A. Padfield and J. 
S. Smathers, dba Highway Motor Freight. Merchants Dispatch, Inc., 
and P. A. Padfield and J. S. Smathers, dba Highway Motor Freight, 
ask that Commission approve for period not to exceed 180 days leasing 
of certificate rights and equipment of Highway Motor Freight by 
Merchants Dispatch, Inc. 

No. 25727, Seatrain Lines, Inc., vs. A. C. & Y. et al.; and No. 
27445, Agwilines, Inc., et al. vs. Seatrain Lines, Inc., et al. Seatrain 
Lines, Inc., ask reopening and reconsideration of decision with ref- 
erence to measure of joint through rates necessary to satisfy require- 
ments of sections 1 and 3 of interstate commerce act, for determina- 
tion as to how joint rates prescribe should be divided and for in- 
clusion in record herein of record in I. & S. No. 4542. 

No. 27782, St. Joseph Grain Exchange et al. vs. A. V. I. et al. 
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L. E. Kipp, for and on behalf of defendantss, asks modification of 
order by either permitting publication of rates to comply therewith 
on one day’s notice, or by postponing effective date thereof for period 
of thirty days beyond February 8. 

No. 28070, increases in Kansas freight rates and charges. State 
Corporation Commission of Kansas and fifteen protestants ask recon- 
sideration, reopening, further hearing and reargument. 

No. 27954, Oscar Mayer & Co. vs. B. & O. et al. Complainant 


asks reopening for argument before and consideration by entire 
Commission. 


MC C-65, Anderson Motor Service Co. et al. vs. W. J. Hurst, dba 
Mercury Motor Transportation Co. Contract Carrier Division, Amer- 
ican Trucking Associations, Inc., asks leave to intervene for purpose 
of filing exception brief and for purpose of participating in oral argu- 
ment before Commission, if such argument is assigned. 

MC C-65, Anderson Motor Service Co. et al. vs. W. J. Hurst, dba 
Mercury Motor Transportation Co. Swift and Co., Armour and Co., 
Wilson & Co., Inc., and Cudahy Packing Co. ask that they be allowed 
to intervene herein and be made parties hereto; that notice providing 
that proposed report will become order of Commission within twenty 
days be stayed; that proceeding be reopened for further hearing at 
which petitioners may have their first opportunity to present evidence 
and otherwise to protect the rights existing under their contracts in 
connection with issues involved in this proceeding. 

Ex Parte MC 21, motor carrier rates in central territory. Cleve- 
land, Columbus & Cincinnati Highway, Inc., asks Commission to re- 
consider and modify order dated August 3, 1938. 

1. & S. No. 4424, fruit and vegetable packages in official territory; 
1. & S. No. 4324, fruit and vegetable packages in the south and south- 
west; and No. 25092, Edgerton Manufacturing Co. vs. Ann Arbor et 
al. Official territory lines, respondents in I. & S. No. 4424; Central 
Freight Association and southwestern territory lines, respondents in 
I. & S. No. 4324; and defendants in No. 25092 ask Commission to post- 
pone indefinitely the effective date of orders entered in these pro- 
ceedings November 7, 1938, and reopen proceedings for further hear- 
ing and reconsideration. 


1. & S. No. 4417, malt liquors, New Orleans to Texas ports. New 
Orleans Joint Traffic Bureau, protestant, asks that entire Commission 
reopen for reconsideration and/or reargument (and further hearing, 
if deemed necessary) the report, findings and decision of division 2 
and modify said order and findings. 


SIGNAL SYSTEMS 


The Baltimore & Ohio has filed an application with the 
Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the inter- 
state commerce act. Any interested party desiring hearing 
should advise the Commission in writing within fifteen days 
from January 9. 

The Lehigh Valley and the Chicago, Milwaukee, St. Paul 
& Pacific have filed applications with the Commission for 
approval of proposed modification of signal systems or devices 
under paragraph (b) section 26 of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
mission in writing within 15 days from January 10. 

The Pennsylvania; Erie; and Wabash have filed applica- 
tions with the Commission for approval of proposed modifica- 
tion of signal systems or devices under paragraph (b) section 
26 of the interstate commerce act. Any interested party desir- 
ing hearing should advise the Commission in writing within 15 
days from January 11. 

The Central of New Jersey has filed an application with 
the Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the inter- 
state commerce act. Any interested party desiring hearing 
should advise the Commission in writing within fifteen days 
from January 12. 


GASOLINE TO ALABAMA 


The Commission has reopened No. 17000, part 4, petroleum 
and petroleum products, for further hearing with a view to 
determining whether any modification should be made in the 
findings and order establishing rates on gasoline, including 
blended gasoline, kerosene, and fuel oil distillate, in tank cars, 
from the New Orleans-Baton Rouge group to Florence, Sheffield, 
Decatur and Guntersville, Ala., and Chattanooga, Tenn., and 
points intermediate and beyond those destinations, made in 
relation to the rates from origin groups west of the Mississippi 
River to the same points. 

This reopening is on petitions of southern railroads asking 
for modification of the order to permit the establishment of 
rates to the territory described without corresponding reduc- 
tions from origin points west of the Mississippi River. The 
southern railroads meet barge competition in the destination 
territory. The all-rail rates from the New Orleans-Baton 
Rouge group, under the decision of the Commission, were made 
in relation to rates from refining points west of the Mississippi. 
They desire to make rates to the destinations described without 
making like revisions from groups west of the Mississippi on 
the theory that rates from those points are not affected ma- 
terially by the competition they encounter in northern Ala- 
bama and southern Tennessee. 


———— 
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SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-579, the Commission has suspended from 
January 8 until April 8 the operation of all schedules pub- 
lished in tariff MP-I. C. C. No. 2 of Montgomery Bus Lines, 
Inc., Washington, D. C. The suspended schedules propose to 
make certain increases and reductions in one-way fares be- 
tween Washington, D. C., and points in Montgomery county, 
Md.; also certain increases and reductions in the commutation 
fares by discontinuing the sale of 10 and 30 trip, ninety day, 
family tickets; also 44 and 52 trip monthly commutation tickets 
and offering for sale in lieu thereof 12 trip weekly card tickets. 
The following is illustrative: 


Fares in dollars and cents between Washington, D. C., and Som- 
erset Heights, Md., present—one-way .15, 44 trip 4.32, 52 trip 5.10; pro- 
posed—one-way .20, 12 trip 2.15. Between Washington, D. C., and Be- 
thesda, Md., present—one-way .25, 44 trip 5.59, 52 trip 6.60; proposed— 
one-way .20, 12 trip 2.15. Between Washington, D. C., and Rockville, 
Md., present—one-way .40, 44 trip 8.04, 52 trip 9.50; proposed—one- 
way .50, 12 trip 3.25. 


In I. and S. M-580, the Commission has suspended from 
January 10 until April 10 the operation of certain schedules 


as published in tariff MF-I. C. C. No. 2 of George A. Sims and — 


Milton K. Sims dba Salt Lake Transfer Company, Salt Lake 
City, Utah. The suspended schedules propose to establish 
new truckload class and commodity rates, minimum 1,000 
pounds, between Salt Lake City and Ogden, Utah, on the one 
hand, and Challis and Salmon, Ida., on the other hand, also a 
rule providing for free stopping in transit to partially unload 
of shipments of petroleum and petroleum products from Salt 


Lake City, Utah, to points in Idaho and Utah. The following 
is illustrative: 


Class rates, minimum 1,000 pounds, between Salt Lake City, Utah, 
and Challis, Ida., proposed rates, class 1 150, class 2 127, class 3 105, 
class 4 90. No present rates. 


In I. and S. M-581, the Commission has suspended from 
January 10 until April 10 the operation of certain schedules 
as published in supplements 17 and 21 to Agent W. M. Miller’s 
tariff MF-I. C. C. No. 121. The suspended schedules propose 
to establish new and reduced commodity rates a 100 pounds 
of 47 cents, less truckload, and 41 cents, minimum 6,000 pounds, 
on butter, grease or margarine in straight or mixed shipments 
from Atlanta, Ga., to Columbus, Ga., applicable only over 
Dixie Freight Lines, Inc., in lieu of present second class rates 
of 57 cents, less truckload, and 49 cents, minimum 6,000 pounds. 

In I. and S. 4579, the Commission has suspended from 
January 10 until August 10 the operation of certain schedules 
as published in supplements 36 and 41 to Agent B. T. Jones’ 
Tariff I. C. C. 3081, and supplements 18 and 21 to Agent R. A. 
Sperry’s Tariff I. C. C. 397. The suspended schedules propose 
to increase the rates on shipments of anhydrous ammonia, in 
tank cars, from points in official territory to so-called southern 
border territory points in Kentucky, North Carolina, Tennessee 
and Virginia. An illustrative proposal is to establish a rate of 
41 cents from Belle, W. Va., to Kingsport, Tenn., in lieu of the 
present rate of 32 cents. 


REDUCED RATES ON AUTOS 


Refusal of the Commission to suspend reduced rates on 
automobiles, effective January 7, carried in supplement 24 to 
Michigan Central I. C. C. 6042, from stations on the Michigan 
Central to points in Official Classification Territory, followed 
filing of a vigorous protest against the rates by the National 
Automobile Transporters Association, Inc. (see Traffic World, 
Dec. 24, p. 1341). 


The reduced rail rates, it was asserted by the protestant, 
were from 3 to 8 cents lower than the corresponding truck 
rates. It was also contended that if the rates became effec- 
tive, there would be a rate war for the business of transporting 
automobiles from factories to dealers. The protestant asked 
for suspension and a general investigation of rates and practices 
surrounding the transportation of automobiles. 

The Michigan Central and the New York Central in an- 
swering the protest, pointed out that reduced rates also were 
carried in Jones’ I. C. C. 2995, supplement 7; Jones’ I. C. C. 
3198 and Jones’ I. C. C. 3206, effective January 7 and 16, apply- 
ing from points in Michigan to points outside central freight 
association territory. 

These carriers said there was no justification whatever for 
the assertion made by protestant that the rates were for the 
purpose of destroying truck competition, the objective being, 
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they said, to prevent, if possible, the further loss of the remain- 
ing traffic which the rail lines now handled to points beyond 
C. F. A. territory and to regain, if possible, some of the traffic 
to C. F. A. destinations which formerly moved by rail but was 
now being transported almost exclusively by trucks. 

“The rail lines cannot possibly expect to participate in 
this traffic unless their rates are placed on a competitive basis 
with the charges published by the truckers for complete serv- 
ice from the factory to the consignee’s place of business,” they 
said. 

The railroads said one serious handciap with which they 
had been confronted recently was “the failure of the truck 
lines to increase their rates following the ten per cent increase 
in rail rates” which became effective March 28, 1938. They 
had fully expected the truck lines to raise their rates but they 
did not do so, said the rail lines. This resulted, they said, in 
intensification of the diversion of automobile traffic from the 
rails “to such an extent that the rail traffic as a whole has 
been reduced to less than 30 per cent of the available traffic.” 

The railroads pointed out that the truckaway charges were 
for a complete service, including pick-up at point of origin and 
delivery to consignee at destination, and that in arriving at rail 
rates to meet the truckaway charges, “it is necessary to take 
into account the disadvantage of the rail lines.” In the case 
of rail shipments, they said, the automobiles were loaded into 
the freight cars by the factory and the proper loading and 
expense of loading was the responsibility of the shipper, and 
at destination the consignee must send men to the railroad 
terminal to unload the automobiles from the freight car and 
move the automobiles from the railroad terminal to the con- 
signee’s place of business. 

Information received from distributors and dealers at des- 
tination varied up to $5 an automobile for the unloading and 
delivery expense, said the rail lines. The minimum figures 
obtained were 95 cents at point of origin and $1.50 at destina- 
tion, they said. The effort had been to make the rail rates as 
close to the truckaway rates as possible, they said. They also 
pointed out that heretofore reduced rates on automobiles from 
assembly points had not been suspended by the Commission. 
; The Michigan Central said it had a tremendous investment 
in equipment and facilities to handle automobiles and it was 
merely seeking an opportunity to utilize some of this invest- 
ment by participating in the traffic. 


COMMISSION ORDERS 

No. 22048, Independent Refining Co. et al. vs. Camas Prairie et 
al., and a subnumber thereunder, Standard Oil Co. (Indiana), vs. 
Same. General Petroleum Corporation of California, Gilmore Oil Co., 
Richfield Oil Corporation, Shell Oil Co., Signal Oil Co., Standard Oil 
Co. of California, and Union Oil Co. of California permitted to inter- 
vene. 

No. 28129, Standard Oil Co. of Louisiana vs. A. & R. et al. Ten- 
nessee Products Corporation permitted to intervene. 

Finance No. 12247, application of Kansas City Southern for au- 
thority to acquire control of Louisiana & Arkansas by acquisition of 
stock. Berryman Henwood, trustee, St. Louis Southwestern and St. 
Louis Southwestern permitted to intervene. 

No. 21373, Commonwealth of Kentucky et al. vs. A. & W. et al., 
and a subnumber thereunder, Frankfort Chamber of Commerce vs. 
Same; No. 21665, North Carolina Utilities Commission vs. A. C. & Y. 
et al., and a subnumber thereunder, Southside Virginia Just Freight 
Rate Association vs. A. C. L. et al.; No. 26488, East Tennessee Border 
Traffic Association vs. A. C. & Y. et al.; and |. & S. No. 4266, class 
rates from and to Kentucky, North Carolina, Tennessee and Virginia. 
In so far as rates prescribed in orders heretofore entered in these 
proceedings, as modified, have not been published, effective dates of 
said orders, further postponed until February 15. 

No. 28129, Standard Oil Co. of Louisiana vs. A. & R. et al. Atlanta 
Freight Bureau permitted to intervene. 

Finance No. 11114, Colorado & Southern abandonment. Effective 
date of certificate affirmed by report of division 4 dated November 5, 
1938, extended for thirty days. 

MC 2188, Streame Line, Inc., common carrier application. Pro- 
ceeding reopened for further hearing at time and place to be fixed 
by Commission. 

MC 38801, Ellington Brothers, Ltd., common carrier application. 
Petition for reopening for further hearing, filed by Pacific Southwest 
Railroad Association, denied. 

MC 55732, Sub. No. 1, Curtis Clemmetson, extension of operations. 
Matter reopened for further hearing at time and place to be hereafter 
fixed by Commission. 

MC 58970, Lehigh Valley Motor Express Corporation, common 
carrier application. Matter reopened for further hearing at time and 
place to be hereafter fixed. 

MC 61438, Kansas City Southern Transport Co., Inc., common car- 
rier application and extension of operations. Date on or before which 
petitions for reopening of proceedings may be filed postponed to Janu- 
ary 15. 

MC 88514, Joseph Edward Kirk, contract carrier application. Mat- 
ter reopened for further hearing at time and place to be hereafter 
fixed by Commission. 

MC 94574, Andrew J. Schellhorn, Jr., common carrier application. 
Applicant’s petition for rehearing, denied. 

MC 95205, J. F. Bush, contract carrier application. Matter reopened 
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for further hearing at time and place to be hereafter fixed by Com- 
mission. 

MC-F 724, Walde Peterson, Inc., purchase, Frank H. Garber (S. 
Ray Fairbanks, trustee). Petition requesting approval, under section 
210a(b), of temporary operation by Walde Peterson, Inc., of properties 
of Frank H. Garber (S. Ray Fairbanks, trustee), denied. 

MC-F 744, Pioneer Express Co., purchase, J. A. and Homer Henard. 
Petition requesting approval, under section 210a(b), of temporary 
operation by Pioneer Express Co. of properties of J. A. and Homer 
Henard, denied. 

No. 27684, Wisconsin Distributing Co. et al. vs. C. & N. W. et al. 
Order entered October 29, 1938, which was by its terms made effective 
February 4, on not less than 30 days’ notice, modified to become effec- 
tive May 4, on not less than 30 days’ notice instead of February 4. 

1. & S. M-486, motor-water rates between Calif. and Ore.-Wash. 
So much of order of September 20, 1938, as referred proceeding to 
Examiner W. T. Croft for recommendation of an appropriate order, 
vacated and set aside. 

MC 16766, James Monroe Pullen, dba Rose City Transfer Co., 
common carrier application. Proceeding reopened for further hearing 
at time and place to be fixed by Commission. 

MC 35903, James A. Meader and Jack Weber, common carrier 
application. Petition for leave to intervene and for further hearing, 
filed by Brady Transfer and Storage Co., denied. 

MC 61947, Sub. No. 1, Consolidated Bus Lines, Inc., extension of 
operations. Petition for consolidation and further hearing filed by 
Murphy Bus Co., denied. 

MC 66905, Sub. No. 1, Benton Brothers Film Express. Joint board 
No. 64 having been and being unable to agree on matter, and more 
than 45 days having elapsed since matter was duly submitted to and 
heard by it, authority to recommend an appropriate order and make 
a report in this matter, conferred on the joint board, terminated as 
of January 4. Matter referred to Examiner David Waters for such 
further action and proceedings as may be appropriate and proper in 
the premises. 

MC 72243, D. L. Hartman Cartage Co., Inc. (Arthur T. Davis, re- 
ceiver), common carrier application. Petition for further hearing or 
oral argument, filed by protestant, H & K Motor Transportation, 
Inc., denied. 

MC 76267, Sub. No. 1, Merchants Motor Freight, Inc., Moline-Des 
Moines extension. Petition for leave to intervene and rehearing filed 
by Brady Transfer and Storage Co., denied. 

MC 88300, Brooks-Gillespie Motors, Inc., common carrier applica- 
tion. Matter reopened for further hearing at time and place to be 
hereafter fixed by Commission. George F. Burnett Co., Inc., Com- 
mercial Carriers, Inc., John P. Fleming Driveaway Service, and Service 
Driveaway Corporation permitted to intervene. 

MC 92110, William Lew Rauch, dba Abita Transfer. Matter with- 
drawn from joint board No. 28 and referred to joint board No. 164 
for such further action and proceedings as may be appropriate in the 
premises. 

MC 92717, Leo Walewski, dba East Side Van Co., common carrier 
application. Applicant’s petition for further hearing or reconsidera- 
tion, denied. 

MC-F 253, Dealers Transport Co., Inc., purchase, Husmann and 
Roper Freight Lines, Inc. Portion of order of March 20, 1937, re- 
ferring proceeding to Examiner Philip N. Crowley for recommenda- 
tion of an appropriate order thereon, vacated. Application dismissed 
on request of applicant. 

No. 27679, Independent Refining Co. et al. vs. A. T. & S. F. et 
al.; and fourth section applications No. 17239 and No. 17248, petro- 
leum rates from Montana. Order entered herein October 27, 1938, in 
so far as it requires establishment of rates for transportation of petro- 
leum and its products, in carloads, from Billings and Laurel, Mont., 
to destinations in North Dakota, South Dakota and Minnesota, on or 
before February 3, on not less than 30 days’ notice, modified to become 
effective February 3, on not less than 15 days’ notice instead of 30 
days’ notice. 


No. 27782, St. Joseph Grain Exchange et al. vs. A. V. I. et al. 
Order entered November 2, 1938, which was by its terms made effective 
February 8, on not less than 30 days’ notice, modified to become effec- 
tive March 10, on not less than 30 days’ notice instead of February 8. 

No. 27795, Maryland Distillery, Inc., et al. vs. B. & O. et al. Order 
entered October 15, 1938, which was by its terms made effective January 
21, on not less than 5 days’ notice, modified to become effective 
February 21, on not less than 5 days’ notice instead of January 21. 

No. 28048, Independent Refining Co. et al. vs. Camas Prairie et al. 
Arro Oil & Refining Co. permitted to intervene. 

MC C-106, Belleville-St. Louis Coach Co. vs. St. Clair Bus Line Co., 
Inc. Belleville Chamber of Commerce permitted to intervene. 

No. 28090, Tex-O-Kan Flour Mills Co. vs. Abilene & Southern et 
al. Board of Trade of Kansas City, Mo., permitted to intervene. 

No. 28155, Missouri Millers Association vs. Alton et al. Merchants’ 
Exchange of St. Louis permitted to intervene. 

Finance No. 10008, St. Louis-San Francisco reorganization. Luis 
G. Egger, Harriet B. Zobel, Florence F. Altmayer, Sadie Scherr, Bianca 
E. Karelsen, Sophie V. R. Karelsen and Eph A. Karelsen, each an 
owner of general mortgage 4 per cent bonds due 1934 or income mort- 
gage 5 per cent bonds due 1934, of Kansas City, Memphis & Birming- 
ham Railroad Co., permitted to intervene. 


N. Y. 0. & W. REORGANIZATION 


A plan for the reorganization of the New York, Ontario 
& Western has been submitted to the Commission by the debtor 
in Finance No. 11662, New York, Ontario and Western reor- 
ganization. It calls for a reduction in the carrier’s capitaliza- 
tion by about $10,000,000, reduces fixed charges from $1,288,642 
to $98,667 and proposes that an issue of 128,829 shares of new 
common stock shall be distributed among bondholders without 
any distribution to the present shareholders. 
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The total capitalization of the reorganized road as provided 
in the plan would be $24,162,185, no value being assigned to the 
proposed no par stock. The present capitalization is $92,942,281. 
That figure contains $58,107,600 as the par value of the out- 
standing common stock. 

The new capitalization would consist of $492,038 of undis- 
turbed claims. $2,000,000 of new first mortgage 4 per cent 
bonds, $5,000,000 of new general mortgage 4% per cent income 
bonds, and $16,670,147 of new 5 per cent preferred stock. The 
initial issue of common stock would be, as before stated, 128,829 
shares, but there is no limit in the plan on the number of 
shares of common stock that may be issued. The plan provides 
for a contingent interest amounting to $225,000 annually. 


MILWAUKEE REORGANIZATION 


Arguments, contentions, assertions and suggestions made 
in the course of the hearings in Finance No. 10882, reorgani- 
zation of the Chicago, Milwaukee, St. Paul & Pacific, were re- 
newed in exceptions filed to the plan of reorganization recom- 
mended by Examiner M. S. Jameson (see Traffic World, Nov. 
12, p. 987), including the plea of the debtor that the Commis- 
sion defer its final approval of any plan until its earnings were 
restored to an amount sufficient to provide incentive or oppor- 
tunity for reorganization; and also the proposal of the protec- 
tive committee for the holders of preferred stock of the Mil- 
waukee for the merger of the Milwaukee and the Chicago & 
North Western. 

In its exceptions to the Jameson report, the Milwaukee 
called attention to the fact that in its May 31, 1938, brief it 
urged the Commission to defer definitive action on reorganiza- 
tion until uncertainties as to the basic factors, principally earn- 
ings, had been clarified to some degree at least. It drew atten- 
tion to the fact that in that brief it also pointed out that apart 
from impairment of private rights, such a reorganization could 
not be in the public interest for it would further impair, rather 
than restore, railroad credit. It also said that the proposed re- 
duction of total fixed charges to $3,940,000 would represent a 
return of less than sixth-tenths of one per cent on the lowest 
physical value that had ever been suggested for the property. 

The committee representing the preferred stockholders al- 
leged that the Jameson report erred in failing to take into 
consideration the advisability of consolidating the Milwaukee 
and the North Western; in submitting a plan at this time; re- 
fusing to defer action until the earning record of the debtor 
had become more stabilized; and in refusing to make an out- 
right allocation of stock to the present preferred stockholders. 


Exceptions were also filed by protective committee for 
holders of 50-year 5 per cent mortgage gold bonds of the car- 
rier; City Bank Farmers Trust Co.; William Church Osborn, 
an intervener; National City Bank of New York; a group of 
institutional investors, holders of Milwaukee securities; Guar- 
anty Trust Co. of New York and Merrel P. Callaway as trustee 
under the 50 year mortgage of the Milwaukee; Mutual Savings 
Bank Committee; United States Trust Co. of New York, as 
trustee under the Milwaukee general mortgage; Imperial Trust 
Co., Ltd.; Anglo-Continentale Treuhand, A. G., an intervener; 
and Reconstruction Finance Corporation. 


The last mentioned said that the examiner’s plan in at- 
tempting to cut down a fully secured claim such as that of the 
Reconstruction Finance Corporation was in violation of the 
rule laid down by the Supreme Court of the United States in 
the Boyd case. It would seem, said the R. F. C. exceptions, 
acceptance of the plan under section 5(b) (3) of the Recon- 
struction Finance Corporation act, as amended, would be pre- 
cluded. In addition, the corporation said the plan did not meet 
with the requirements of section 77(e) that the plan be fair 
and equitable, that it affords due recognition to the rights of 
each class of creditors and stockholders, that it not discrimi- 
nate unfairly in favor of any class of creditors or stockholders, 
and that it conform to the requirements of the law of the land. 


SOUTHERN ABANDONMENT 


A recommendation that division 4 find that the present 
and future public convenience and necessity permit abandon- 
ment by the Southern Railway Co. of a branch line in Green- 
wood and Abbeville counties, S. C., extending from a connec- 
tion with its Columbia-Greenville line at Hodges to Abbe- 
ville, approximately 11.6 miles, has been made by Examiner 
R. Romero in a proposed report in Finance No. 12093, South- 
ern Railway Co. abandonment. The record, according to the 
report, supported the conclusion that the branch had been 
operated at substantial losses; that there was no reasonable 
prospect of a material increase in traffic; that the towns 
primarily affected were provided with other rail service; and 
that the tributary territory was served generally by adequate 
highways and means of transportation other than rail were 
available. The estimated net salvage value of the branch is 
$19,000. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(Supreme Court of Oklahoma.) Where evidence is undis- 
puted, question whether relation of parties is that of independ- 
ent contractor and contractee, or employer and employe, is a 
law question for court. (Bradley vs. Chickasha Cotton Oil 
Co., 84 Pac. Rep. (2d) 629.) 

Individual, whose truck struck plaintiff, was an “independ- 
ent contractor,” so as to relieve company from liability for 
plaintiff’s injuries, where individual, in hauling cotton seed for 
company at a certain amount per ton, transported seed without 
orders from or supervision and control by company, notwith- 
standing that company paid individual’s mileage tax, and, with 
Corporation Commission’s consent, allowed individual to operate 
under company’s motor carrier permit, so that individual was 
not required to obtain a permit and file a public liability in- 
surance policy or bond under statute. 47 Okla. St. Ann., Secs. 
161, 169, 170.—Ibid. 

The fact that independent contractor’s motor vehicle was 
not licensed as required by statute, but was being operated 
under contractor’s motor carrier permit, was not, of itself, 
sufficient to charge contractee with liability for injuries caused 
by motor vehicle’s operating on the highway, where the illegal 
use of the permit had no casual connection with the injuries. 
47 Okla. St. Ann., Secs. 161, 169, 170, 172. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(City Court of New York, New York County.) A carrier 
which has goods in its warehouse during an unprecedented 
flood was required to act only on the basis of knowledge of 
its employe in charge of the warehouse, or what the employe 
should have known concerning the extent of the flood, as re- 
spects carrier’s liability to shipper for nondelivery of goods 
which were damaged in the flood. (Kraft Hat Mfg. Corp. vs. 
Universal C. & D. Co., 7 N. Y. S. (2d) 679). 


A shipper suing carrier for nondelivery of goods which were 
damaged at carrier’s warehouse during an unprecedented flood 
had burden of proving that there were things within reason to 
do which if done by carrier would have saved the goods.—Ibid. 

Evidence whether carrier was negligent in failing to avert 
damages to goods in its warehouse during unprecedented flood 
was insufficient to permit shipper to recover from carrier for 
nondelivery of goods.—Ibid. 

A verdict in favor of shipper for carrier’s nondelivery of 
straw hats, if warranted by the evidence, should be set aside 
as inconsistent with the evidence and the result of comprom’‘se, 
where the verdict was for $750 and there were 89 cartons con- 
taining 267 dozen hats of the average value of $6 per dozen, or 
a total value of $1,602.—Ibid. 


(Court of Appeals of Georgia, Division No. 2.) An action 
against railway company for loss of goods which were allegedly 
delivered to railway company for shipment and were destroyed 
by fire must be bought in the county in which the cause of 
action arises. Code 1933, sec. 94-1101. (Powell vs. First Nat. 
Bank & Trust Co., 199 S. E. Rep. 668.) 

In shipper’s action against railway receivers for loss of 
peanuts allegedly destroyed by fire, wherein petition alleged 
that peanuts were delivered to receivers and that a bill of lading 
was issued by receivers’ agent in Ben Hill County and a copy of 
lading attached to petition showed that peanuts were received 
at Fitzgerald, Ga.. and receipted for by such agent, trial court 
could take judicial cognizance in passing on petition and general 
demurrer thereto that Fitzgerald was the county site of Ben 
Hill County, and such fact would not have to be proved on the 
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trial of the case or alleged in the petition. Laws 1906, p. 28; 
Code 1933, sec. 94-1101.—Ibid. 

Where petition alleged that peanuts which were destroyed 
by fire were delivered to receivers of railway and that a bill 
of lading was issued by receivers’ agent in Ben Hill County, and 
copy of bill of lading attached to petition showed that peanuts 
were received at Fitzgerald, Ga., and receipted for by such 
agent, venue of action to recover for loss of peanuts was in Ben 
Hill County, notwithstanding absence of allegation that Fitzger- 
ald was in Ben Hill County, since court could take judicial 
notice that Fitzgerald was the county site of Ben Hill County. 
Laws 1906, p. 28; Code 1933, sec. 94-1101.—Ibid. 

A provision in bill of lading that property delivered to sta- 
tion without regularly appointed freight agent was entirely at 
owner’s risk until cars were attached to locomotive or train 
meant that there must be a regularly appointed agent, author- 
ized to issue bill of lading, at station where shipment originated, 
and did not mean that there must be delivery to a regularly 
appointed agent present at the place of loading, as respects 
liability of receivers of carrier for loss by fire of goods allegedly 
delivered to carrier for shipment.—Ibid. 

In action against receivers of carrier for loss of peanuts 
which were destroyed by fire, petition which alleged delivery of 
peanuts to receivers and named car in which peanuts were 
loaded and contained copy of bill of lading which provided that 
property delivered to station without a regularly appointed 
freight agent was at owner’s risk until car was attached to loco- 
motive or train and showed that peanuts were receipted for at 
a station by carrier’s agent, made out a prima facie case of 
delivery of peanuts to carrier.—Ibid. 

In action against receivers of carrier for loss of peanuts 
which were destroyed by fire, a prima facie case of delivery 
made out by petition alleging delivery of peanuts to receivers 
and naming car in which peanuts were loaded and containing 
copy of bill of lading providing that property delivered to sta- 
tion without a regularly appointed freight agent was at owner’s 
risk until car was attached to locomotive or train and showing 
that peanuts were receipted for at a station by carrier’s agent, 
could be overcome by evidence that there was no actual receipt 
of the peanuts before their destruction by fire.—Ibid. 

In action against receivers of carrier for loss of peanuts 
which were destroyed by fire, notation in bill of lading “36 foot 
car ordered” was a memorandum of surplusage and was insuffi- 
cient to show that there was no delivery to receivers, where bill 
showed that peanuts were contained in a definite car which was 
receipted for the day before the destruction of the peanuts by 
fire.—Ibid. 

A person to whom shipper assigned bill of lading could 
maintain action against receivers of carrier for loss of peanuts 
which were allegedly destroyed by fire after delivery to receiver. 
Code 1933, secs. 18-102, 18-306.—Ibid. 

In action against receivers of carrier for loss of peanuts 
which were destroyed by fire, special demurrers aimed at alle- 
gations as to delivery, issuance of bill of lading, and destruction 
of peanuts while in alleged possession of carrier were properly 
overruled by the court, where the allegations were sufficiently 
definite to enable receivers to prepare a defense.—Ibid. 

In action against receivers of carrier for loss of peanuts 
allegedly destroyed by fire after delivery to carrier and after 
issuance of bill of lading by receivers’ regularly appointed agent, 
allegations in petition as to the act of the receivers in removing 
the car after the peanuts had been destroyed by fire and then 
replacing the car at its original position were immaterial and 
should have been stricken.—Ibid. 

(Court of Civil Appeals of Texas. Dallas.) A railroad com- 
pany, which merely performed a switching service of spotting 
an interstate car of apples on produce track at destination, was 
not a “delivering carrier” so as to be liable for deterioration of 
apples from heat under act making ‘delivering carrier” liable 
for entire damages of initial or intermediate carrier, and, if 
liable at all, could be held only for loss caused by its negligence 
during short period car was in its actual or constructive posses- 
sion. Carmack Amendment, 49 U. S. C. A. sec. 20, par. 11. (C. 
Vollenweider & Sons vs. Southern Pac. Lines, 121 S. W. Rep. 
(2d) 639.) 

In action against railroad company for deterioration of 
apples from heat, under act making “delivering carrier” liable 
for entire damages of initial or intermediate carrier, railroad 
company’s general denial cast on plaintiff burden of showing 
that railroad company was delivering carrier and performed 
line haul service nearest point of destination, and hence proof 
offered by railroad company, showing that it merely performed 
switching service after line haul to point of destination had 
been performed by another, was in no sense a “confession and 
avoidance,” but a complete negation of plaintiff’s contention, 
and admissible under the general issue. Carmack Amendment, 
49 U. S. C. A. sec. 20, par. 11.—Ibid. 

A general denial allows the introduction by a defendant of 
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any evidence, not otherwise inadmissible, which has the effect 
of directly rebutting plaintiff’s allegations, or which, by reason- 
able inference, shows the nonexistence of the facts relied on 
by plaintiff.—Ibid. 

In action against railroad company, which merely per- 
formed a switching service, which lasted about 40 minutes, of 
spotting car of interstate apples on produce track at destina- 
tion, to recover for deterioration of apples from heat, evidence 
established that damage did not result from any default or 
negligence of railroad, but was due solely to improper ventila- 
tion en route before car reached destination.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Municipal Court of City of New York, Borough of Man- 
hattan, Fourth District.) Where it was practice of railroad to 
transport strawberries from Louisiana to the Eastern seaboard 
by way of a town in Illinois where train was assembled for the 
Eastern seaboard, a wait of three hours by railroad at the town 
in Illinois, for second section from Louisiana, so as to make up 
a full train for the Eastern seaboard, did not conflict with 
railroad’s duty to use reasonable diligence in transporting straw- 
berries from Louisiana, and did not render it liable for loss 
caused by the delay. (Wishnatzki vs. Railway Express Agency, 
7N. Y. S. (2d) 672.) 


BILLS OF LADING 


(Court of Civil Appeals of Texas. Waco.) In action by a 
bank against a refining company to recover amount paid on a 
draft drawn by seller of oil on the refining company, refusing 
to submit special issue, asking jury whether in a certain agree- 
ment bank and refining company contemplated that refining 
company was not obligated to pay the draft if no oil was deliv- 
ered by its drawer to railroad for shipment, was not error 
where the court presented the refining company’s defense in 
similar language in another special issue. (Phoenix Refining 
Co. vs. Kilgore Nat. Bank, 121 S. W. Rep. (2d) 636.) 

Ordinarily, the submission of an issue substantially in the 
form in which it has been pleaded is sufficient.—Ibid. 

A railroad company is not liable to an innocent purchaser 
upon a bill of lading issued by its agent when no goods are 
received for transportation; bills of lading ordinarily being 
merely symbols of the goods for which issued, and as chattels 
are not negotiable.—Ibid. 

While the transfer of a bill of lading may be sufficient to 
transfer the title of the holder thereof to the property which 
the bill of lading represents, the negotiation of a bill of lading 
ordinarily carries with it only such rights as the assignor had 
thereunder and no more.—Ibid. 

Where bill of lading issued by railroad without delivery of 
goods was assigned, the consignee, who became the remote 
assignee under the bill of lading, was not entitled to recover 
from the railroad for failure to deliver the goods purportedly 
covered by the bill of lading, since the consignee acquired no 
greater rights against the railroad than those possessed by the 
person to whom the bill of lading was issued.—Ibid. 

That a railroad issued a bill of lading for goods which it 
had not received did not estop the railroad from asserting non- 
delivery of the goods against an assignee of the bill of lading, 
who was also the consignee, since the consignee was presumed 
to have acquired the bill of lading with notice of the limitation 
of the authority of its assignor.—lIbid. 


TEXAS ELECTRIC LABOR STATUS 


Admitting inferentially that permitting the decision of 
the Commission to stand would have the effect of destroying 
the Texas Electric Railway Co., a three-judge federal court 
for the northern district of Texas, Dallas division, has refused to 
enjoin that decision which is to be the effect that the electric 
railroad is subject to the railway labor and the carriers’ tax- 
ing acts. The court has dismissed applications for injunctive 
relief in equity No. 3662, Texas Electric Railway Co. vs. Clyne 
O. Eastus, United States attorney; and No. 3663, Same vs. W. 
A. Thomas, collector of internal revenue. The first mentioned 
case brought against the United States attorney was intended 
to forbid him to prosecute the company. The other was to 
prevent collection of the tax by the internal revenue officer 
named. Constitutionality of the acts was involved in the liti- 
gation which was begun in May, 1936. 

The carrier claimed exemption from those acts on the 
ground that it was an interurban line operating between points 
in Texas over about 234 miles of line. The court was com- 
posed of Circuit Judge Hutcheson and District Judges Atwell 
and Davidson. 

In asking the court for an injunction, the electric railroad, 
according to the opinion of the court delivered by Judge Atwell, 
claimed that subjection to the assailed acts as required by the 
Commission’s order would cause a great increase in the cost 
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of operation. The court said that over objections of the re- 
spondents, James P. Griffin, head of the road, was permitted 
to testify to the effect that wages would be raised 100 per 
cent if the road was subject to the labor and taxing acts. He 
also testified that less than one-half of one per cent of the 
freight handled by the road was interstate. 

“The fact, and it appears to be such,” said Judge Atwell, 
“that the application of these statutes to the Texas Electric 
Railway Company will destroy it and put it out of business, is 
a conclusion that we all wish might be erroneous, but even if 
it be true, the complaint must be leveled at the legislation and 
and not at the failure of the courts to save. See The State of 
California vs. Murray H. Latimer, et al. U. S. Sup. Court, De- 
cember 5, 1938.” (See Traffic World, Dec. 10, p. 1223). 

“It is not within our power to save if it was within the 
power on Congress to destroy,” said Judge Atwell. 

The court said it needed to say little about the attack on 
the constitutionality of the legislation. It was for Congress, 
said the judge, to choose the means by which its objective of 
obtaining the uninterrupted service of the interstate railroads 
was to be obtained, and its judgment, expressed in the railway 
labor act and confirmed by the history of industrial disputes 
and of railroad labor relations, was not open to review here. 
The power of Congress over interstate commerce, he said, 
extended to such regulations of the relations of the rail car- 
riers to their employes as were reasonably calculated to pre- 
vent the interruption of interstate commerce by strikes and 
their attendant disorders. 


N. H. REORGANIZATION LITIGATION 

By a “per curiam” decision in No. 325, Howard S. Palmer 
et al., trustees of the estate of the Old Colony Railroad Co., 
vs. Howard S. Palmer et al., trustees of the estate of the New 
York, New Haven & Hartford Railroad Co., the Supreme Court 
of the United States has reversed the U. S. Circuit Court of 
Appeals for the second circuit and remanded the case to the 
district court for further proceedings in conformity with the 
opinion of the Supreme Court in No. 63, Connecticut Railway 
and Lighting Co. vs. Palmer (see Traffic World, December 7, 
p. 18). The reversal was with respect to one question presented 
relating to a claim for rent. 

In No. 373, Palmer vs. Palmer, the court denied a petition 
for a writ of certiorari to the Circuit Court of Appeals for the 
second circuit. This case involved questions as to recovering 
money spent for improvements on leased property. 


G. M. & N. ABANDONMENT 

In view of proceedings in the courts and the proceeding 
begun before the Commission for the unification of the Gulf, 
Mobile & Ohio and the Mobile & Ohio, Examiner R. R. Molster, 
in Finance No. 12119, Gulf, Mobile & Northern abandonment 
of operations, has recommended that division 4 find the pro- 
posed abandonment of operation under trackage rights over the 
Illinois Central and certain facilities of the Nashville, Chat- 
tanooga and St. Louis, premature. He said the application 
should be dismissed. 

The application was for permission to the Gulf, Mobile & 
Northern to abandon operation over the Illinois Central be- 
tween Bemis, Tenn., and Paducah, Ky., a distance of about 
113 miles, and to abandon operation over certain terminal 
facilities of the Nashville, Chattanooga & St. Louis at P. & I. 
Junction in Paducah, Ky. The Illinois Central protested. The 
examiner said there was no dispute as to the facts but the 
operation covered by the application was discontinued at the 
close of July 19, 1938, on account of a dispute between the 
applicant and the Illinois Central. The latter, the examiner 
said, moved that the application be dismissed on the ground 
that abandonment was effected without permission from the 
Commission having first been obtained. The dispute became 
subject of litigation which is still pending on appeal. 


c. R. |. & G. LEASE 


The Commission has assigned for reargument before it in 
Finance No. 11847, Chicago, Rock Island & Gulf Railway Co. 
trustee lease, of the petition of the trustee of the carrier to 
transfer the proceedings to the entire Commission. The Com- 
mission in considering the petition of the railroad also con- 
sidered the reply to it of the Brotherhood of Railway and 
—— Clerks, Freight Handlers, Express and Station Em- 
ployes. 


ERIE REORGANIZATION 


The Commission, by division 4, in Finance No. 11915, Erie 
reorganization, has directed its Bureau of Accounts to file a 
report in this proceeding, which it has prepared, on its inves- 
tigation of the income accounts of the Erie, and subsidiary 
companies, for the calendar years 1932 to 1936, inclusive. 
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FREIGHT FORWARDING CASE 


Carriers operating in western classification territory have 
asked the Commission to postpone the effective date of its 
order in No. 27365, freight forwarding investigation, for six 
months from and after February 17. The Commission’s order 
requires the railroads to establish on or before February 17, 
rates, charges, rules, regulations and practices which will pre- 
vent and avoid the unlawful rates, charges, rules, regulations 
and practices found to exist (see Traffic World, Nov. 19, p. 
1033). The carriers ask for postponement not only because of 
the impossibility of complying with the. Commission’s order 
within the time now fixed, according to the petition, “but also 
because of the fact that the respondents will, within a short 
time, file a petition for reconsideration of certain phases of 
the decision.” 

Since the receipt by the respondents of the Commission’s 
decision, many conferences have been held by representatives 
of respondents for the purpose of analyzing the decision and 
determining which of the findings should be complied with and 
which should be the subject of a petition to the Commission for 
reconsideration, says the petition. The carriers, it says, have 
reached tentative conclusions as to certain tariff changes, but 
some of them require further consideration, after which they 
must be incorporated in many tariffs and placed in the files of 
the Commission on statutory notice. The petition said it was 
now impossible to accomplish this by January 17, 1939, and 
the carriers must have additional time in which to complete 
their study and arrange for the publication of these changes in 
their tariff rules and regulations. To indicate the complexities 
which confronted the carriers in complying with the Commis- 
sion’s decision, the carriers said that the decision in general 
related to the so-called consolidated carload or freight forward- 
ing traffic, but as a matter of fact, it would, in some instances, 
require consideration of the rules and regulations governing 
other traffic. 

“Many new rules must be formulated to cover the numerous 
different situations in western classification territory and such 
changes must be published in tariffs of individual lines and 
their agents, some of which involve only portions of western 
classification territory,” says the petition. 


P. & W. VA. EQUIPMENT QUESTIONS 


With a view to having the applicant supplement informa- 
tion contained in its application, Director Sweet, of the Com- 
mission’s Bureau of Finance, has asked Arthur B. Van Buskirk, 
counsel for the Pittsburgh & West Virginia to furnish additional 
information with regard to that company’s application for 
authority to assume obligation and liability, as guarantor, of 
not exceedjng $1,500,000 of its equipment-trust certificates, 


series of 1939, and for the sale thereof (see Traffic World, Dec. 
31, p. 1376). 


Director Sweet asked for additional information for the 
reason that the Pittsburgh & West Virginia’s application was 
deemed insufficient in its information content to warrant 


action by the Commission. Mr. Sweet asked questions as 
follows: 


What is the necessity for the additional equipment? What, if any, 
existing units of equipment will be retired? What is the ledger value 
of units proposed to be retired? What will be the annual charge to de- 
preciation in connection with the additional equipment? 

If the applicant is in need of additional equipment, why were ap- 
proximately 400 steel hopper cars leased to the Koppers Co.? Will the 
equipment be entirely constructed from new material? If not, what 
proportion of used or second-hand material will be applied? What did 
such used or secondhand material cost the applicant? In view of the 
prevailing prices of good commercial paper, please justify the proposed 
sale of certificates at par and accrued interest without first requesting 
bids from various investment houses and others. 

Please furnish a statement showing separately per diem paid and 
received for the years 1936, 1937 and up to December 1, 1938. Please 
furnish a statement showing the applicant’s average daily requirements 
for hopper and box cars to care for shipments originating on its lines. 

Please furnish a statement showing the average daily number of 
loaded hopper and box cars received from connections consigned to 
points on applicant’s lines. 

Please furnish a statement showing by classes the age, service 
condition and type of construction of all hopper and box cars not 
owned or leased by applicant. To what connections does the applicant 
supply empty hoppers or box cars? What number of applicant’s hop- 
per or box cars are at present leased to others. Upon what additional 
income, or savings, does the applicant rely to provide funds to meet 
the requirements of the proposed trust? 

Please be advised that before final consideration may be given to 
the application it will be necessary to have the name of the trustee or 
trustees of the equipment trust, the name or names of the vendors, 
the name or names of the car building companies, the unit prices of the 
cars at car builder’s plant, and a statement showing whether these 
prices were obtained as a result of competitive bidding and, if so, 
whether the contract was awarded to the lowest bidder and, if not, 
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why not; further, the coupon or dividend rate and a statement showing 
whether the certificates are to be sold to the Reconstruction Finance 
Corporation or are simply to carry the guarantee of payment of prin- 
cipal and interest by that corporation. 





G. M. & N.-M. & O. MERGER 

The Commission is receiving letters both for and against 
the proposal to merge the Gulf, Mobile & Northern and the 
Mobile & Ohio (see Traffic World, Dec. 24, p. 1333). 

The Jackson (Tenn.) Chamber of Commerce adopted a 
resolution stating its belief that the merger would work to 
the general good of participating lines and to the city of Jack- 
son. It pledged every assistance possible to bring about the 
merger. That resolution has been put among the papers on the 
subject. 

The J. E. Paterson Lumber Co., of Mobile, Ala., said it 
favored any movement that would increase the efficiency of the 
two roads, but opposed the consolidation unless the general 
offices of the consolidated line be established and maintained 
in Mobile. 

Patients and nurses of the Mobile County Tubercular Sani- 
tarium protested the merger, saying they felt they would be 
affected by loss of members in a hospital organization of which 
they were members. 

The Brotherhood of Railroad Trainmen told the Commis- 
sion that employes of the two railroads had not been able to 
reach an acceptable understanding relative to the protection 
of employes who might be displaced by consolidation. It said 
that if a satisfactory agreement was not reached, it asked that 
its communication be taken as a protest against approval of 
the merger. It asks the Commission to give the employes 
opportunity to be heard when the case comes before it for 
argument. 

About fifty-five communications of this sort have been re- 
ceived by the Commission. 


LOANS TO RAILROADS 
The Commission, by division 4, in Finance No. 10432, Que- 
bec Extension Railway Co. reconstruction loan, has revoked 
its certificate of October 19, 1934, approving a loan of $3,000,000 
by the RFC to the Quebec Extension, issued in connection with 
its report in 202 I. C. C. 364. This revocation was made on 
receipt of notice from the RFC that that body was unable to 


approve a loan to the Quebec Extension as requested in this 
case. 


M. & ST. L. CERTIFICATES 

The Commission, by division 4, in Finance No. 12189, Min- 
neapolis & St. Louis receiver’s certificates, has modified its 
order of November 9, 1938, so as to limit the amount of re- 
ceiver’s certificates that may be issued thereunder to $326,000. 
As issued, the authorization was for not exceeding $550,000 of 
certificates. The Commission said that as it appeared that 
cash payments totaling $224,000 had been or would be made 
against the principal of the certificates to be renewed, the 


authority originally granted would not be exercised beyond the 
amount of $326,000. 





NEW HAVEN REORGANIZATION 


The Commission, by division 4, in Finance No. 10992, New 
York, New Haven & Hartford reorganization, has made an 
allowance to Robert G. Dodge out of the Old Colony’s estate 
as compensation for services rendered and reimbursement for 
expenses incurred as special counsel for the trustees of the 
Old Colony, a secondary debtor in this proceeding, in connec- 
tion with the matters affecting the prosecution of the claim 
of the trustees against the estate of the principal debtor, of 
$16,000 as compensation and $1,831.54 for expenses. The allow- 
ances cover the period between June 26, 1936, and September 
30, 1938. The Commission deferred fixing a final maximum 
allowance for Mr. Dodge. 


COAL TO HAMPTON ROADS 


The long pending controversy about tidewater coal rates 
from southern mines to Hampton Roads, Va., ports has been 
submitted to the Commission after arguments in No. 27669, 
Property Owners’ Committee et al. vs. Chesapeake & Ohio 
et al. The arguments were based on the proposed report sub- 
mitted by Examiner R. M. Trezise (see Traffic World, Oct. 8, 
p. 689). The examiner recommended dismissal saying that it 
would be inconsistent with both the spirit and actual terms 
of the interstate commerce act to adjust coal rates solely on 
the basis of the more fortunate rail lines. 

J. V. Norman spoke for the complainants in support of 
their contention that they should have a reduction of at least 
50 cents a ton to their transshipping points on Hampton Roads. 
He said that the operators he represented had made sacrifices 
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in prices to meet the competition of fuel oil and other fuels 
and suggested that it was in the interest of the Pocahontas 
lines themselves to agree to a reduction to the end that they 
might continue to have coal to haul. Operators for whom he 
was speaking, he said, could not much longer continue to 
make sacrifices to remain in the market to which tidewater 
coal went, in this instance, New England. Loss of this traffic, 
he suggested, would relieve the Hampton Roads lines so that 
they would no longer be troubled with swollen fortunes and 
revenues which, in the language of the Commission, ‘shock the 
conscience.” 

W. H. Day spoke in favor of a readjustment in the inter- 
estd of New England consumers and A. G. Gutheim for the 
Eastern Bituminous Coal Association said that if the Commis- 
sion was of opinion that it should reduce the Hampton Roads 
rates, it should reopen all the cases involving rates on coal 
from the northern fields transshipped at the more northern 
ports into New England, in their losing competition for ton- 
nage with operators represented by Mr. Norman. 

Joseph F. Eshelman, speaking for trunk lines and New 
England carriers, opposed the reduction in rates, claiming that 
those from the northern mines were reasonable. He pointed 
out that Mr. Norman’s clients were attacking but one part of 
an integrated rate structure which could not be segregated from 
the rest of the structure. He pointed out that the southern 
operators had increased instead of decreased their tonnage 
under the present adjustment. 

The Pocahontas lines were represented by M. C. Hall, 
who, among other things, pointed out fallacies in the attack 
made on the rates by the southern operators based on the 
supposed cost of the service rendered in the carriage of coal. 


K. C. T. CONSTRUCTION 


The Commission, by division 4, in Finance No. 8480, Kan- 
sas City Terminal construction, has further extended from 
December 31, 1938, to June 30, 1939, the time in which that 
company is to complete the construction of an extension of its 
railroad in Jackson county, Mo. 


L. & A. ET AL. MERGER 


The Commission has set for reargument at a time hereafter 
to be designated petitions and motions in Finance No. 11844, 
Louisiana & Arkansas et al. merger, and Finance No. 11863, 
Louisiana & Arkansas bonds, made by the city of Greenville 
and Hunt County, Tex., and of the Louisiana & Arkansas, and 
of the Louisiana, Arkansas & Texas for reconsideration, re- 
hearing and reargument. 


Cc. & N. W. REORGANIZATION 


The Commission, by division 2, in Finance No. 10881, Chi- 
cago & North Western reorganization, in a second supplemental 
report, has approved I. H. Overman and Herbert A. Metcalfe 
as additional members of a protective committee for holders of 
the common stock of the Chicago & North Western. Applica- 
tion for approval was made by the protective committee. Mr. 
Overman has been president of I. H. Overman, Inc., dealers 
in investment securities, since 1932. Prior to that time he was 
vice-president of the First Minneapolis Trust and then vice- 
president of the First Securities Corporation of the Minneapolis 
& St. Paul. Mr. Metcalfe is director and merchandising man- 
ager of Younker Brothers, Inc., of Des Moines, Ia., and chair- 
man of the board of the Valley Savings Bank, of that city. 


STATUS OF RED CAPS 


George M. Harrison, president, Brotherhood of Railway 
and Steamship Clerks, Freight Handlers, Express and Station 
Employes, an intervener in Ex Parte 72, Sub. No. 1, regula- 
tions concerning class of employes and subordinate officials 
to be included within term “employe” under the railway labor 
act, has asked the Commission to amend its orders so as to 
include the work of “red caps,” station attendants, station 
porters, parcel porters, ushers, chief ushers and captains, whose 
duties. consist of or include the carrying of passengers’ hand 
baggage and otherwise assisting passengers at passenger sta- 
tions and other places on carriers’ premises and equipment, 
in cities of 100,000 population or less, based on the 1930 cen- 
sus, whether such persons receive a stated compensation or 
are entirely dependent on tips, in order that persons perform- 
ing such work may be brought within the term of “employe” 
as used in the fifth paragraph of section 1 of the railway labor 
act. 

The Commission worded its orders so as to include the 
work of the employes in question in cities of over 100,000 
population. 

In support of its petition the brotherhood said that there 
were many such persons performing service in cities of 100,- 
000 population or less throughout the United States, and their 
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duties were not different in their general character from the 
duties of those in cities of 100,000 population. These persons, 
the petition says, “are in the service of a carrier (subject to 
its continuing authority to supervise and direct the manner of 
rendition of their service) and perform work which in fact 
is that of an employe, and which is work of an employe as 
measured by the standards employed by the Commission in the 
above entitled proceeding and by the courts.” 


MOTOR CARRIER PROBLEMS 


President Roosevelt has been asked by J. L. Keeshin, of 
Chicago, to consider the problems of the motor carriers while 
he is considering those of the railroads, airways, and water- 
ways. In a letter to the President, he said that, from the point 
of view of domestic distribution, he would like to point out that 
foodstuffs to and from small villages of the land, as well as 
metropolitan areas, were largely handled by motor carriers 
operating on a for-hire basis. 

“From the standpoint of national defense and during the 
critical times of war, rapid, flexible transportation is indispens- 
able, and can be attained only by the motor vehicle,” said he. 
“Particularly is this true in the handling of food supplies as 
well as munitions and troops.” 

Mr. Keeshin urged that in attempting to alleviate the trans- 
portation problem, particularly as to the railroads, nothing be 
done that would unjustifiably injure or handicap the natural 
development of motor carrier transportation. Continuing, he 
said: 

In your suggestion to Congress that something constructive be done 
to help the railroads in their present financial difficulty, it is hoped 
and urged that you will not propose or condone any legislation that 
will have for its purpose or will in effect place undue and unjustifiable 
handicap or restriction upon the motor carrier industry. It is with this 


thought that I would like to advance for your information certain 
statements of fact: 

1. Motor truck transportation gives employment to over three-mil- 
lion workers, over a million and a half more than the railroads. 

2. 21 of the country’s largest cities receive between 94.5 per cent 
and 100 per cent of all of their milk by motor truck. 


3. Trucks move over 50 per cent of fruit and vegetables destined to 
metropolitan areas. 

4. Following are some tax statistics: 

In the ll-year period 1927 to 1937 inclusive, special motor truck 
taxes amounted to $2,963,663,000. 

Railroad taxes have decreased from less than $400,000,000 in 1927 
to a little more than $200,000,000 in 1937. Truck taxes have increased 
from $150,000,000 in 1927 to over $400,000,000 in 1937. 

In 1927 the special taxes that trucks paid for the use of highways 
amounted to $150,095,000; in 1937 they amounted to $417,510,000, an in- 
crease of 176.7 per cent. In 1929, the railroad tax bill was $397,255,774; 
in 1937 it was $325,665,165. 

In the last five years, since 1933, total railroad tax accruals 
amounted to. $1,377,823,495, while trucks actually paid to the states 
and federal government $1,729,958,000. 

While I realize the federal government is not so much concerned 
with motor carrier taxes, except in its proportion of gasoline taxes, 
nevertheless the figures quoted above will give you some idea as to 
the immensity of the industry as compared with other agencies of trans- 
portation that are, of course, equally important. 

I am sure that your insistance on fair dealings between all types 
of industries and interest will not permit any suggestion to come from 
the administration that will be unjust. It is with this thought alone 
that I am advancing to you the importance of the motor carriers of 
this country. 


TRANSPORTATION CONFERENCE 


The third meeting of the national transportation confer- 
ence called by the Chamber of Commerce of the United States 
will be held in Washington January 23 and 24. Finishing 
touches will be given to the “business man’s railroad aid pro- 
gram” at the meeting, according to a Chamber announcement. 


ROOSEVELT AND TRANSPORTATION 


President Roosevelt said at his press conference January 
10 that he expected to have another conference with Senator 
Wheeler on the transportation situation next week. He had 
nothing definite to say about sending a message to Congress 
on the transportation problem. 


FARM BUREAU ON RAILROADS 

President Roosevelt and members of Congress were told 
January 10 by the executive committee of the American Farm 
Bureau Federation that farmers recognized that the railroads 
“constitute an essential transportation agency and believe that 
private ownership will best assure the highest degree of im- 
proved service to the public.” 

“The need for action by the present Congress is apparent,” 
said the committee. “Greater freedom of action on the part of 
railroad management could be granted without relinquishing 
present safeguards. to the public.” 

These views were submitted along with others relating to 
economic conditions. 


> rar ae ee 


a |! 


ed 


January 14, 1939 


LEA TRANSPORTATION BILL 


The Traffic World Washington Bureau 


A scheme of regulation utilizing the Interstate Commerce 
Commission as the principal, but not exclusive, federal body 
dealing with transportation is proposed in a bill introduced 
January 13 in the House by Chairman Lea, of the committee 
on interstate and foreign commerce. Hearings will begin 
January 17, when Commissioner Splawn will testify; when he 
has finished the committee will adjourn until January 24. Mr. 
Lea discussed the bill with President Roosevelt January 13. 

The bill proposes a declaration of policy “to strengthen 
the transportation system of the nation by eliminating the 
sources of waste and weakness and by utilizing each type of 
transportation in the most effective economic way” and to 
furnish the best practical service at the lowest reasonable cost. 

It provides for an enlarged Commission of nineteen mem- 
bers, a special administrator, a railroad reorganization court, 
and retention of certain regulatory powers by the Maritime 
Commission and the Civil Aeronautics Authority, but with 
power in the Commission to prescribe minimum rates of all 
types of interstate transportation of which the federal gov- 
ernment has assumed jurisdiction. 

A minimum rate order of the Commission would prevail 
over that of any other federal regulatory body. 

Chairman Lea said the Commission would have power 
under the bill to fix the minimum rate of any common carrier 
by railroad, water, highway, pipe line, or air, when it found 
charges of such carriers to be unreasonably low. 

The purpose, he said, was to restrict cut-throat competi- 
tion by the same or different types of carriers and, so far as 
practical, protect the reasonable rate of the most economic 
carrier. 

He pointed out that intercoastal water rates would be 
subject to this minimum rate power of the Commission. 

“This is one of the most important features of the bill,” 
said Chairman Lea. “It is believed that we cannot have a neces- 
sary coordination of rates without a regulatory body of the 
federal government acting as a just umpire to protect legitimate 
rates and restrict destructive competition that is now an im- 
portant phase of our transportation problems. 


“Excessive operations and facilities are a part of the eco- 
nomic burdens carried by the country that need elimination 
by the proper coordination and the deserved protection of each 
type of transportation in that sphere where it is most useful 
to the country.” 


Divisions of |. C. C. 


Under the Lea plan the Commission would be divided into 
three principal groups, in addition to the special administrator. 
There would be a rate section of nine members composed of 
three divisions with jurisdiction over rates, the providing of 
services, accounts, records and reports, and valuation of prop- 
erty. There would be a finance division of five members which 
would have the jurisdiction of the Commission not vested in 
the rate section. Regulatory functions, said Mr. Lea, were 
assigned to the rate division and administrative functions to 
the finance division. There would be an appeal board of five 
members within the Commission, the chairman of which would 
be appointed by the President and also be chairman of the 
Commission. Orders by the rate section divisions would be 
subject to review by this board, to which applications for 
review would be made directly. The members of the rate 
section would not participate in the proceedings of the appeal 
board. 


“The object of the appeal board is to rectify errors in 
division decisions, and particularly to maintain a consistent 
philosophy of transportation and coordination of rates by the 
different types of competing transportation agencies. It will 
relieve members of the rate division from participating in 
reviews and particularly relieve non-participating members in 
the rate division from burdening themselves with review work.” 

The special administrator would be appointed by the Presi- 
dent. He would make studies of transportation problems and 
recommend legislation thereon to the rate and finance sections 
of the Commission. He would furnish information required by 
either of such sections. 


Duty of Carriers to Economize 


It is made the duty of carriers to take practical action to 
reduce operations and facilities consistent with adequate and 
efficient transportation, including the unification of properties, 
pooling traffic or earnings, pooling equipment under common 
ownership or control, and the joint use of terminals, shops, and 
other facilities. The administrator would encourage such 
efforts. The Commission is authorized to approve pooling of 
traffic and earnings. The administrator may request the Com- 
mission to hold a hearing on his recommendations, after which 
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the Commission may make orders it finds necessary in further- 
ance of the policies of Congress and in the public interest. 
The administrator is to make an investigation of the competition 
among rail, motor, and water carriers, to determine the relative 
economy and fitness of these types of transportation and recom- 
mend what steps should be taken to limit the use of each type 
to the purposes for which it is best fitted and to promote joint 
and cooperative use. 

Mr. Lea said the administrator’s duties corresponded to 
those proposed for the Transportation Board recommended by 
the President’s committee of six with respect to the subject 
above. 

The Commission would have jurisdiction over the Commis- 
sion’s employes, offices, expenses, and annual or other reports 
to Congress. 

Water Regulation 


Jurisdiction is given the Commission to regulate rates of 
common carriers by water operating on the inland, canal, or 
coastwise waterways of the United States and, to the extent 
that the Maritime Commission now has such jurisdiction, there 
would be a change. Carriers by water operating on the high 
seas or in intercoastal commerce through the Panama Canal 
would remain subject to the jurisdiction of the Maritime Com- 
mission. Carriers in coastwise commerce using the high seas 
would be under the maritime body. 


Reorganization Court 


The reorganization court would consist of three members 
designated by the Chief Justice of the United States from exist- 
ing circuit and district judges. The court, which would have 
headquarters at Washington, but which could sit and exercise 
its jurisdiction any place in the United States, would have 
jurisdiction as district courts under and with respect to section 
77 of the bankruptcy act and in respect to equity receiverships. 
Such court could impose on an appropriate district court such 
duties in connection with actual operations of properties in 
receivership, trusteeship, or reorganization as the reorganiza- 
tion court might consider necessary and proper. Appeals would 
be taken directly to the Supreme Court. 


Consolidation 


The bill would repeal the requirement that the Commis- 
sion prepare a consolidation plan. The carriers are authorized 
to propose consolidations, mergers, purchases, leases, operat- 
ing contracts or acquisition of control, and the Commission 
may approve such applications, if found to be in the public 
interest, and may impose terms and conditions. 


Provision is made for RFC loans for capital expenditures 
required by Commission orders, for financing reorganizations, 
consolidatitons, and maintenance, or construction or purchase 
of obligations of railroads, and for encouragement of employ- 
ment of labor and for acquisition of equipment, but total 
loans outstanding are not to exceed three hundred million 
dollars at any one time. The RFC also could guarantee obli- 
gations of railroads. 

The land grant statutes would be repealed. 

Mr. Lea said the bill preserved the independence of the 
Commission. The transportation situation was so bad, said he, 
that “we cannot remedy it without positive and decisive action” 
and “we are attempting to accomplish these beneficial results 
with a minimum of burden and interference with legitimate 
transportation activities.” 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 7 totaled 
530,849 cars—30,954 or 6.2 per cent-above the preceding week, 
21,719 or 3.9 per cent below the corresponding week of 1938, 
and 169,197 or 24.2 per cent below the corresponding week of 
1937. The totals for the week were as follows: 1939, 530,849; 
1938, 552,568; 1937, 700,046. 

All districts reported decreases the week ended January 
7 compared with the corresponding week in 1938 except the 
Allegheny and Pocahontas which reported increases. All dis- 
—— decreases compared with the corresponding week 
in : 

Revenue freight loading by districts the week ended 
January 7 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 5,249 and 6,721; live 
stock, 1,148 and 1,595; coal, 23,825 and 22,464; coke, 2,179 and 2,599; 
forest products, 1,341 and 2,278; ore, 381 and 449; merchandise, L. C. 
L., 30,096 and 34,637; miscellaneous, 49,463 and 43,497; total, 1939, 113,- 
682; 1938, 114,240; 1937, 157,793. 

Allegheny district: Grain and grain products, 3,886 and 3,698; live 
stock, 781 and 1,021; coal, 28,178 and 25,111; coke, 2,367 and 2,219; for- 
est products, 5,596 and 701; ore, 1,576 and 1,125; merchandise, L. C. L., 
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20,517 and 23,672; miscellaneous, 43,228 and 40,565; total, 1939, 101,129; 
1938, 98,112; 1937, 146,699. 

Pocahontas district: Grain and grain products, 278 and 270; live 
stock, 85 and 87; coal, 28,262 and 25,411; coke, 611 and 365; forest 
products, 389 and 385; ore, 171 and 219; merchandise, L. C. L., 4,443 
and 4,976; miscellaneous, 4,646 and 4,179; total, 1939, 38,885; 1938, 
35,892; 1937, 53,442. 

Southern district: Grain and grain products, 2,267 and 3,703; live 
stock, 1,106 and 1,062; coal, 16,897 and 14,951; coke, 350 and 307; forest 
products, 7,397 and 7,607; ore, 823 and 649; merchandise, L. C. L., 
22,949 and 25,613; miscellaneous, 34,725 and 34,916; total, 1939, 86,514; 
1938, 88,808; 1937, 106,135. 

Northwestern district: Grain and grain products, 6,534 and 9,521; 
live stock, 3,599 and 3,713; coal, 8,529 and 8,605; coke, 1,533 and 1,035; 
forest products, 5,345 and 7,031; ore, 247 and 289; merchandise, L. C. L., 
14,896 and 17,832; miscellaneous, 22,572 and 23,220; total, 1939, 63,255; 
1938, 71,246; 1937, 77,157. 

Central Western district: Grain and grain products, 7,843 and 
11,199; live stock, 4,797 and 5,795; coal, 10,110 and 10,298; coke, 158 and 
188; forest products, 3,888 and 3,324; ore, 5,654 and 3,372; merchandise, 
L. C. L., 19,931 and 23,995; miscellaneous, 33,647 and 46,141; total, 1939, 
86,028; 1938, 94,312; 1937, 103,455. 

Southwestern district: Grain and grain products, 3,267 and 4,560; 
live stock, 1,303 and 1,362; coal, 3,825 and 4,028; coke, 93 and 113; for- 
est products, 2,777 and 2,932; ore, 130 and 351; merchandise, L. C. L., 
9,470 and 11,413; miscellaneous, 20,491 and 25,199; total, 1939, 41,356; 
1938, 49,958; 1937, 55,365. 


The Traffic World 


Vol. LXIII, No. 2 


L., 28,486 and 28,646; miscellaneous, 44,906 and 37,200; total, 1938, 
111,921; 1937, 97,198; 1936, 133,363. 

Allegheny district: Grain and grain products, 3,405 and 2,944; live 
stock, 815 and 711; coal, 27,320 and 23,591; coke, 2,256 and 1,671; forest 
products, 494 and 546; ore, 1,191 and 1,144; merchandise, L. C. L., 
19,817 and 19,163; miscellaneous, 37,809 and 32,485; total, 1938, 93,107; 
1937, 82,255; 1936, 127,083. 

Pocahontas district: Grain and grain products, 268 and 204; live 
stock, 94 and 81; coal, 29,618 and 22,681; coke, 613 and 302; forest 
products, 301 and 327; ore, 207 and 110; merchandise, L. C. L., 3,999 
and 3,917; miscellaneous, 4,051 and 3,079; total, 1938, 39,151; 1937, 
30,701; 1936, 44,061. 

Southern district: Grain and grain products, 1,879 and 2,304; live 
stock, 912 and 806; coal, 19,708 and 13,164; coke, 297 and 331; forest 
products, 5,397 and 5,050; ore, 674 and 617; merchandise, L. C. L., 
20,363 and 20,400; miscellaneous, 28,012 and 27,625; total, 1938, 77,242; 
1937, 70,297; 1936, 85,996. 

Northwestern district: Grain and grain products, 5,256 and 6,583; 
live stock, 2,929 and 2,634; coal, 8,784 and 8,396; coke, 1,276 and 804; 
forest products 4,604 and 4,724; ore, 246 and 218; merchandise, L. C. L., 
14,291 and 14,469; miscellaneous, 19,928 and 18,277; total, 1938, 57,314; 
1937, 56,105; 1936, 63,302. 

Central Western district: Grain and grain products, 6,696 and 
7,865; live stock, 3,698 and 3,786; coal, 12,183 and 11,345; coke, 205 and 
182; forest products, 3,728 and 2,335; ore, 3,987 and 2,366; merchandise, 
L. C. L., 19,249 and 19,835; miscellaneous, 32,397 and 31,150; total, 
1938, 82,143; 1937, 78,864; 1936, 85,519. 





Revenue Freight Car Loading—Week Ended Saturday, January 7 


Grain and Live 
grain prod. stock Coal 
{ 1939 29,324 12,819 119,626 
eS Re eee { 1938 39,672 14,635 110,868 
| 1937 29,860 15,419 171,165 
Preceding week December 31..... 1938 25,897 10,374 131,764 
Per cent increase over ........... 1938 71.9 
Per cent decrease under ......... 1938 26.1 12.4 
Per cent increase over ........... 1937 
Per cent decrease under ......... 1937 1.8 16.9 30.1 





Forest Mdse. 

Coke products Ore L.C.L. Miscellaneous Total 
7,291 21,733 8,982 122,302 208,772 530,849 
6,826 24,258 6,454 142,138 207,717 552,568 
11,753 30,037 9,826 159,001 272,985 700,046 
6,634 17,945 6,995 115,079 185,207 499,895 

6.8 39.2 oO 
10.4 14.0 3.9 
38.0 27.6 8.6 23.1 23.5 24.2 


Per cent to 15 year average, 77.8 per cent. 15 years, 1924 to 1938 (inc.). 


Railroads the week ended December 31 loaded 499,895 cars 
of revenue freight (see Traffic World, January 7), according 
to the Association of American Railroads. 

All districts except the Southwestern, reported increases 
compared with the corresponding week in 1937. All districts 
except the Pocahontas reported decreases compared with the 
corresponding week in 1930. 


1938 1937 1930 

ee arr 2,256,423 2,714,449 3,347,717 
4 weeks in February ..............-. 2,155,451 2,763,457 3,506,236 
ere ee 2,222,864 2,986,166 3,529,907 
Ee ee ry ee 2,649,894 3,712,906 4,504,284 
EE coins s sevens baxeenss 2,185,822 3,098,632 3,733,385 
CD Ls sa wekabun ne shoaek 2,170,984 2,962,219 3,642,357 
ES OE SS ee roe 2,861,762 3,794,249 4,492,300 
GO wppeics Im AMUN 2... nc ccccccvccsecss 2,392,040 3,100,590 3,687,319 
4 weeks in September .............. 2,552,621 3,169,421 3,759,533 
es Bh EE. sv ivcdennces ye cee 3,541,982 4,000,394 4,767,297 
4 weeks in November .............. 2,529,604 2,615,380 3,425,007 
Week of December 3 .............s. 649,086 620,325 701,050 
Week of December 10 .............. 619,340 619,266 787,072 
Week of December 17 .............. 606,314 600,283 744,353 
Week of December 24 .............. 574,462 457,821 713,865 
Week of December 31 .......sccsees 499,895 454,906 536,292 

a) Ee a er ee 30,468,544 37,670,464 45,877,974 


Revenue freight loading by districts the week ended De- 
cember 31 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 5,502 and 5,246; live 
stock, 1,121 and 1,124; coal, 28,300 and 21,110; coke, 1,909 and 1,656; 
forest products, 1,278 and 1,644; ore, 419 and 572; merchandise, L. C. 


Southwestern district: Grain and grain products, 2,891 and 3,516; 
live stock, 805 and 942; coal, 5,851 and 4,041; coke, 78 and 96; forest 
products, 2,143 and 2,000; ore, 271 and 333; merchandise, L. C. L., 
8,874 and 9,030; miscellaneous, 18,104 and 19,528; total, 1938, 39,017; 
1937, 39,486; 1936, 48,939. 


RAIL WAGE STATISTICS 

Class I steam railways, excluding switching and terminal 
companies, reported a total of 976,374 employes as of the middle 
of October, 1938, and a total compensation for that month of 
$155,270,047, according to the Commission’s monthly statement 
of wage statistics of steam railways, prepared by its Bureau of 
Statistics from carrier reports. The employment was 139,214 
or 12.48 per cent less than the number reported for October, 
1937. The total number of hours paid for was 11.64 per cent 
less and the total compensation 11.21 per cent less in October, 
1938, than in October, 1937. The index of railway employment, 
adjusted for season, had risen for the fourth consecutive month, 
said the bureau. 

Compensation for “time paid for but not worked” for the 
month of October was reported as follows: Executives, officials, 
and staff assistants, $39,888; professional, clerical and general, 
$1,157,375; maintenance of way and structures, $40,550; mainte- 
nance of equipment and stores, $488,606; transportation (other 
than train, engine, and yard), $117,096; and transportation 
(yardmasters, switch tenders, and hostlers), $55,970. 

In the train and engine service compensation was reported 
as follows: Straight time actually worked, $33,629,801; straight 
time paid for, $41,074,558; overtime paid for, $3,481,328; con- 
structive allowances, $1,094,050; total, $45,649,936. Miles actu- 
ally run totaled 384,869,382, and miles paid for but not run 
totaled 45,248,104. 





Revenue Freight Car Loading—Week Ended Saturday, December 31. 


Grain and Live 
grain prod. stock Coal 
1938 25,897 10,374 131,764 
ee err 1937 28,662 10,084 104,328 
| 1936 25,747 11,644 131,138 
Preceding week December 24..... 1938 30,724 11,997 133,799 
Per cent increase over ........... 1937 2.9 26.3 
Per cent decrease under ......... 1937 9.6 
Per cent increase over ........... 1936 6 5 
Per cent decrease under ......... 1936 10.9 
1938 1,967,798 703,003 5,544,928 
Cumulative 52 weeks to Dec. 31. 4 1937 1,788,966 721,601 6,976,938 
| 1936 1,804,767 759,092 6,937,416 
Per cent increase over ........... 1937 10.0 
Per cent decrease under ......... 1937 2.6 20.5 
Per cent increase over ........... 1936 9.0 
Per cent decrease under ......... 1936 7.4 20.1 


Per cent to 15 year average, 88.9. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
6,634 17,945 6,995 115,079 185,207 499,895 
5,042 16,626 5,360 115,460 169,344 454,906 
10,544 25,070 8,969 132,829 242,322 588,263 
6,636 27,612 9,001 140,900 213,793 574,462 
31.6 7.9 30.5 Pe: 9.4 9.9 
37.1 28.4 22.0 13.4 23.6 15.0 
274,705 1,417,815 845,924 7,685,891 12,028,480 30,468,544 
507,817 1,828,032 2,207,632 8,465,868 15,173,610 37,670,464 
480,043 1,682,582 1,623,008 8,275,977 14,546,227 36,109,112 
45.9 22.4 61.7 9.2 20.7 19.1 
42.8 15.7 47.9 fe | 47.3 15.6 
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POSTALIZATION OF RATES 


The Traffic World Washington Bureau 


Railroad passenger traffic executives met in Washington 
this week to hear John A. Hastings, formerly a state senator 
of the state of New York, explain his plan for postalization 
of railroad passenger fares. Though the plan had been con- 
demned by railroad officials after previous presentation of it 
to them by Mr. Hastings, they granted his request for another 
opportunity to tell his story. 

Mr. Hastings has opened offices in the Transportation 
Building in Washington where the offices of the Association 
of American Railroads are housed. He has frequently d's- 
cussed his proposal with A. F. Cleveland, vice-president of the 
association in charge of traffic. 

Page advertisements about the plan have been published 
by Mr. Hastings in Chicago and New York newspapers. He 
says he is being assisted financially by Frank Fageol, presi- 
dent of the Twin Coach Company of Kent, O., and other mid- 
west automotive industrialists. He plans to publish other 
newspaper advertisements about the plan. Ninety per cent of 
newspaper editorial comment he has received on the plan has 
been favorable, he says. 


The plan for “postalized transportation,” as proposed to 
the Association of American Railroads in May, 1935, by Mr. 
Hastings contemplated: 


1. Travel for any distance on any one railroad system for a flat 
fare of $1 in local trains or $3 in express trains. 

2. A government guarantee for an experimental three-year period 
to protect the railroads from any diminution of passenger revenue. 


As amended and now advocated by Mr. Hastings, the plan 
contemplates: 


1. Dividing the country into nine ‘‘postalized fare regions,’’ with a 
flat charge for passenger travel within any one region, regardless of 
distance, as follows: 

(a) In coaches, $1. 

(b) In parlor cars, $3. 

(c) In local sleeper cars, $5. 

(d) On regular reserved trains, $10. 

(e) On de iuxe trains, $15. 

In all cases seat, berth or other accessorial charges are additional. 

2. For inter-regional journeys, fares would be the sum of the fares 
in each region traversed. Thus, from New York to Chicago, both being 
in the same region, the coach fare would be $1; from New York to San 
Francisco, crossing four regions, the coach fare would be $4. 

3. In addition to guaranteeing the railroads against loss of passen- 
ger revenue for an experimental period of three years, the government 
would protect them against loss on account of additional expense in 
handling added traffic, with a guarantee of a minimum revenue of 20 
cents a mile on passenger cars. 


The plan contemplates similar treatment of freight charges 
eventually, although it is not contemplated that postalizing 
freight rates should be made mandatory at this time. 

In the last four years Mr. Hastings has presented his 
plan at various times to the interstate commerce committees 
of both Houses of Congress, to the Interstate Commerce Com- 
mission to the Association of American Railroads, and through 
the A. A. R., to the regional passenger associations. Special 
committees of these associations studied the plan, and on May 
3, 1938, met with Mr. Hastings for personal discussion of its 
various features. 


The following is based on views of railroad men who have 
studied the plan: 


Distance cannot be entirely disregarded as a factor in the cost, the 
value, and the rate of passenger transportation service. To fix one 
rate for all distances, ranging from one mile to more than 1,000 miles, 
would discriminate against certain communities and favor others, and 
would burden short-haul passengers to help long-haul passengers. To 
whatever extent the government might protect the railroads against 
loss through its guarantees, railroad passengers would be unduly fa- 
vored at the expense of the taxpayers in general. 

The plan for postalized passenger fares assumes, (1) that travel 
would multiply several times over, (2) that operating expenses would 
not greatly increase, and (3) that through greatly increased traffic 
railroads would make more money at lower rates. 

There is popular appeal in the idea of a journey from coast to coast 
for as little as $4, and no doubt such a rate would increase the long- 
haul passenger business of the railroads. However, coast-to-coast jour- 
neys do not represent ordinary day-by-day travel. 

The average passenger in the United States (excluding suburban 
commuters) traveled 82 miles in 1937 for a fare of $1.59. All whose 
journeys are not more than about 50 miles in length, as a national 
average, -would find their fares increased under the postalized plan, in- 
stead of reduced. The natural result of such increases would be to turn 
much of this 50-mile-and-under travel, representing perhaps as much as 
one-third of the total passenger travel on each railroad, from the rail- 
roads to those other forms of transportation which already have made 
such serious inroads on this class of traffic. 


Not Sufficient Volume 


While there would, of course, be an increase in the number of long 
journeys, it does not necessarily follow that reducing fares would pro- 
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duce anything like a corresponding growth in the volume of passenger 
business. 

In the year 1922 (the earliest year in which the Interstate Com- 
merce Commission statistics show the number of passengers other than 
commuters), the railroads carried $537,332,000 such passengers an 
average journey of 55 miles each, for an average of $1.88—a revenue of 
nearly 3% cents per mile per passenger on the average. 

In 1937 (the latest year for which complete figures are available), 
railroads carried 251,476,000 passengers (excluding commuters) an 
average journey of 82 miles each, for an average of $1.59—a revenue of 


less than 2 cents per mile per passenger, the lowest average in the 
history of the railroads. 


Although passenger rates per mile (excluding commutation) aver- 
aged in 1937 not much more than half what they averaged in 1922, the 
railroads carried less than one-half as many passengers as in 1922. In 
determining the volume of railroad passenger transportation, it is plain 
that other factors are even more important than the rate. 

Even if railroad fare were free, the bulk of our people would still 
remain at home, at work, or in school or about their household duties, 
partly because such daily tasks are necessary and partly because of 
expenses other than railroad fare involved in travel. 

(To an even greater degree, the same principle would apply to 
freight transportation. If all freight transportation, whether by rail 
or by other means of transport, were free, there would not necessarily 
be any very large increase in the volume of freight moved. In most 
cases, transportation costs are not large enough to affect materially 
the price at which goods and services are sold to the consumer; and, 
unless there were a material decrease in consumer prices, there would 
be no great increase in consumption of goods and service as a result 
of lowered transportation charges.) 


Unit Cost 


The assumption that the postalized plan would greatly reduce 
the unit cost of handling passengers by ‘“‘filling every seat’’ on pas- 
senger trains is not borne out by experience. 

In 1922, when railroads carried a total of 966,000,000 passengers 
(including commuters), the average number per train was 65. In 
1937, with the average railroad fare per mile only a little more than 
half what it was in 1922, the railroads carried a total of only 497,- 
000,000 passengers, but averaged 59 to the train. 

This demonstrates what practical railroad men and observant pas- 
sengers know: that under no conditions is it possible to secure com- 
plete and balanced utilization of even substantially all passenger car 
seats. People do not move that way. Traffic ‘‘surges;’’ it rises and 
falls not only from year to year, from season to season, from day to 
day, but even from hour to hour during the same day. Besides this 
unbalance between traffic moving in opposite directions at the same 
time, there is the permanent factor of the operation of branch and light 
traffic lines, all working to bring down the average occupancy and use 
of the passenger car. Not even free transportation would fill every 


seat on every railroad train in all directions every day, or would even 
approach that result. 


The postalized plan gives no assurance of a great increase in 
profitable passenger traffic, or a substantial reduction in the unit 
cost of handling passenger business. On the other hand, one certain 
result would be a tremendous decrease in the revenues received from 
passengers riding more than about 50 miles, and another would be a 
decrease in the number of persons riding less than about 50 miles. 
At the same time, railroad costs of operation would be increased 


because of the larger number of long-distance passengers to be hauled 
for less revenue. 


In anticipation of such results, the plan proposes a three-year 
government guarantee against decrease revenue and increased operat- 
ing expense. The effect of such a guarantee would be a subsidize long- 
distance riders at the expense of taxpayers in general—an unwar- 
ranted and improper discrimination. 


Should the plan prove unsuccessful, as it would, and should gov- 
ernment support be discontinued at the end of the proposed three- 
year guarantee period. as it would, every railroad in the country would 
then be faced with the task of restoring railroad fares to a remunera- 
tive level under conditions which, as a practical matter, would make 
it impossible. 


Post Office Analogy 


As the name of the proposed plan implies, the principal analogy 
urged for its adoption is the fact that first-class mail is handled by 
the post office department between all points for a flat rate. 

The two cases are in no way parallel. Approximately five-sixths 
of the expense of handling mail is in its collection at the point of 
origin and its delivery at destination, according to the latest report 
of the postmaster general, and only about one-sixth is for rail trans- 
portation between origin and destination. Even extreme variations in 
distance, therefore, have only a negligible effect upon the total cost 
of handling a letter from the mail box to point of delivery. 

On the other hand, passengers do not have to be collected and 
delivered. They load and unload themselves, and require a minimum 
of terminal handling at both ends of the line. The cost of carrying 
them varies in rather close relation to the length of the journey, and 
the long-haul rate proposed in the postalized plan is entirely inadequate 


to meet those costs, no matter how many additional passengers it might 
bring to the railroads. 


Hastings’ Claims 


An indication of how Mr. Hastings thinks the plan would 
work out is contained in one of his pamphlets where he has 
computed total postalized passenger revenue of $1,890,000,000 
annually against an annual average of $652,235,390 actual 
revenue for the period 1925-1934, inclusive. This computation 
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rests on the assumption that passenger traffic, under the pos- 
talized rates, would increase “only 200 per cent.” 


Moulton Impressed 


Responding to a request from Senator Wheeler for his 
judgment as to the general] feasibility of the Hastings plan, Dr. 
Harold G. Moulton, president of the Brookings Institution, of 
Washington, an endowed research organization, has written 
the senator that he is “impressed with its soundness in princi- 
ple” and that it is “worthy of the most careful study.” 

In‘a statement issued by Mr. Hastings it was said that the 
“Moulton endorsement not only accelerates the great impetus 
which the Hastings plan has gained in official circles, but indi- 
cates the extent to which it has been studied and favorably 
received by conservative groups,’”’ Dr. Moulton’s letter follows: 


This is in response to your letter of January 3 enclosing some data 
with respect to the postalization of passenger transportation and asking 
for my judgment as to the general feasibility of the plan. 

This is a problem in which I first became interested in 1908 and, 
naturally, when Mr. Hastings first discussed it with me a year or so 
ago I was prepared to give it sympathetic consideration. It falls so 
closely in line with the general conclusions which we have reached in 
some of our studies with reference to the vital significance of low 
prices in order to realize the full advantages of mass production that 
I am impressed with its soundness in principle. 

In relation to passenger transportation I think such a plan might 
prove of very great significance. In any case, it is worthy of the most 
careful study. 


Fageol Appears 


In addition to Mr. Hastings, Mr. Fageol appeared before 
the railroad passenger men representing all the carriers. 

Adoption of the plan now was not sought—what was de- 
sired was a thorough study of it, said Mr. Fageol. If the plan 
were proved to be sound, said he, it was proposed that a rail- 
road authority “quasi public in type” should be created by 
Congress to take over the railroads and that there be created 
a single system of railroads, with long distance truck lines, 
bus lines and air lines perhaps included. 

“We are opposed to the government in business as anyone 
possibly could be,” said he, “but on the other hand we do recog- 
nize that there are certain public interest functions such as 
highways, streets, sewers, sidewalks, etc., which should be 
operated or directed under government jurisdiction, and we 
believe that of all the above enumerated, that railroads fall 
exactly into that category and are one of the most important 
of all from a national economic point of view, including in- 
creased national volume of business, increased employment and 
a great contribution toward the national defense.” 

Mr. Hastings told the railroad representatives that the 
railroads must market “your produce on a mass sale basis.” 

“My plan is essentially a plan to market your product 
successfully,” said he. 

The plan did two things, said he. It disregarded and dis- 
carded distance as a rate-making factor and it proposed to 
reduce rates to bring them to a level where they would develop, 
create, attract and retain railroad traffic. 

Mr. Hastings submitted statistical statements purporting to 
show results he believed would be attained under the plan. He 
estimated net revenue, in excess of estimated expenses, of 
$577,009,400 on a total business of 866,000,000 passengers. 

Mr. Fageol explained his interest as being that of an im- 
provement in business generally which he believed would follow 
adoption of the Hastings plan. 

“As we see it,” said he, “the railroads today have an acute 
problem. They are operating their business and setting their 
charges or prices for their services by merely following prece- 
dent for the past 50 or 60 years. 

“We believe that it is fundamental that no business or 
institution can continue to survive and serve the people, which 
institution does not examine and reexamine its methods of 
selling costs or selling prices for a period of 50 years or more, 
and that eventually any institution which continues to follow 
this policy must continue to dwindle and finally vanish, regard- 
less of its importance to the nation.” 

The plan, continued he, was either economically sound or 
unsound “and this is the first broad basic question which should 
be answered.” 


“Until you do answer in your own mind, and prove by 
sound logic that the plan is economically unsound, you had just 
as well try to fight a windmill as to try to fight the public 
interest and final adoption of this plan,” said he. 

The sponsors of the plan, he continued, had no ax to grind 
“and they are motivated solely by what they sense to be a 
public duty in the public interest.” 

“All we ask of the railroad fraternity is that they stop, 
look and listen” and to analyze the present competitive railroad 
structure and system, the present method of making rates 
under which “the tremendous figure of five quadrillion” had 
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been created, and then by sound logic answer for themselves 
whether or not there “isn’t possibly a better and simpler way 
of doing it,” said Mr. Fageol. 


Simplification Urged 
Mr. Fageol said he was confident that after the railroad 
fraternity had made the suggested analysis they would be the 
leaders for the plan instead of the opposers of it because in 


principle it was intended to help the business and not ruin it. 
Continuing, he said: 


The Hastings plan in principle means that instead of using some 
five quadrillion different rates, that a weighted uniform average should 
be used, and there must be a weighted average somewhere. This 
weighted average can be found by balancing and averaging present full 
cost of freight railroad operation divided into total ton miles operated. 

When weighted averages are determined and they are used as a 
rate structure, it will mean the equalizing of opportunity to all. Where 
freight is now divided into some 20,000 commodities, we firmly believe 
it could be sensibly bulked into not over 100 or 200 commodities, and 
that under these low uniform rates the shipper should insure against 
breakage and damage in the movement of fragile or perishable goods 
rather than being charged an excessive initial rate. 

One cannot read the many hundreds of interesting, intelligent and 
constructive letters received from people in all walks of life, both big 
and little, in response to the two newspaper advertisements appearing 
on this subject, without being thoroughly convinced that here is a sub- 
ject in which there is broad public interest and concern. Some may say 
the average American citizen is not qualified to pass on a subject of 
this kind, but on the other hand, their opinions do represent mass 
public interest and opinion, and to ignore them would be like saying 
that the average American citizen is not qualified to vote on any national 
issue of great importance. 

If the present proposed plan zones prove too long to be profitable, 
it would then be our idea to still retain the minimum zone charges, and 
in order to increase the revenue, cut down the size of the zones, thus 
helping the short haul rider and shipper, and placing the extra burden 
on the long haul rider or shipper. But in either event, the minimum 
charges would probably be far below what they are paying today. 

A large part of railway executives time is today consumed in rate 
hearings, financial problems and various petitions to the I. C. C. ona 
multitude of subjects. Under the simplified Hastings rate structure 
these executives could devote all of their time to improving operations 
and economy. 

Circuitous routes to favor certain railroads now represent a con- 
siderable amount of mileage. Under postalizing, freight like mail, 
will go by the shortest route. 

We are convinced that there is enough statistical data and practical 
experience behind the basic theory of the plan; namely, average uni- 
form charges for commodities and services in other lines of business 
endeavor, and in our own institutions such as the mails, the highway 
system, the streets, etc., of our nation in order to eliminate all guess- 
work and reach definite and logical conclusions on the subject; and 
that the Interstate Commerce Commission has the staff, the technique, 
the statistical records with which to carry out this study. 

We do not ask, or even suggest the hasty adoption of this plan. 
All we ask is thorough study in order to determine for all time whether 
or not the plan is fundamentally and economically sound, and if it is 
not fundamentally sound, it should then be so exposed, but remember, 
we said and mean the conclusions should be reached by sound logic 
and analysis, and not by jumping to conclusions based on precedent 
and prejudices which are 50 to 60 years old. 


Single Rail System 


If an unbiased investigation of the facts prove that the Hastings 
plan for postalizing railroad rates is fundamentally sound, then the 
entire plan should be adopted under the following logical steps: 

(a) A railroad authority quasi public in type to be created by con- 
gressional act for the purpose of taking over ownership of the entire 
unified railway system, and then issue its own transportation bonds to 
the present security holders. These transportation bonds would prob- 
ably be 3 per cent interest bearing bonds, government guaranteed as to 
interest, and those security holders who did not desire to accept the new 
securities would be paid cash by the railroad authority on the same 
basis as any other property is purchased in the broad public interest 
through condemnation proceedings. 

(b) The passage of an appropriate congressional act establishing 
the unification of all railroads into one single system, whereunder in 
the broad public interest an appropriate evaluation of all outstanding 
securities would be arrived at by the use of some equitable formula 
consisting of perhaps, first, the average price of each and every railway 
security during the past 10 or 15 years, plus the average earnings 
whether paid or not, on each and every railway security during the 
past 10 or 15 years, then from the result of these two formulas, arrive 
at a fair and equitable price. 

(c) It may be advisable to include the long distance truck lines, bus 
lines and air lines in this national transportation unification plan. 

(d) A five-cent surcharge or sinking fund tax could be added to 
each dollar of revenue as a sinking fund to retire all railroad securi- 
ties over a period of approximately 50 years. 

(e) Practical operation of the plan would be to divide the entire 
unified railway system into an appropriate number of zones, perhaps 
nine to start with, and then apply low, uniform average passenger fare 
rates, perhaps $1 in coaches, to each zone, and on up to $15 per zone 
for extra deluxe service as outlined in the Hastings Plan. 

(f) The next step would be to, by experimentation, again divide 
the country into freight zones, if possible using the same zones for 
freight as for passengers, and then charge $1 per ton per zone, bulk 
and weight considered. In other words, under the $1 per ton carload 
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rate, the shipper would have to pay for the maximum tonnage allow- 
able in each car. 

(g) Less carload shipments would be handled on the same basis as 
carloads; namely, $1 per ton, with an appropriate surcharge of 25 cents 
to 50 cents per ton to take care of the extra cost of handling and ac- 
counting for the less carload shipment. 

I want to go so far as to make the prediction that once this plan 
is in full effect and operation, every railroad man from top executive 
to the most minor employe will get the greatest thrill out of railroading 
he has ever had in his life, because it will start up business, revitalize 
the railroads, revitalize the industrial and farming life of this nation, 
and enable you to get and use new and finer tools and equipment than 
you have ever heretofore dreamed of. 


To Meet Again 


It was announced after the meeting that the railroad 
passenger representatives would study the proposal and report 
back at a meeting to be held January 24. 

Mr. Hastings said he and Mr. Fageol had been invited to 


appear before a meeting of the southern governors’ conference 
at Atlanta, Ga., January 12. 


RAILROAD OWNERS’ RAIL PLAN 


Suggestions for a national transportation policy with spe- 
cial reference to a plan for rehabilitation and care for the rail- 
roads of the United States have been prepared by J. D. Shat- 
ford, chairman of the Railroad Owners’ Association, an organi- 
zation of railroad stockholders. 

The association proposes that Congress shall create the 
position of “Secretary of Transportation,” such official to be a 
member of the President’s cabinet and “superior to the Inter- 
state Commerce Commission and other governmental bodies to 
deal with all forms of transportation.” 

Curtailment of the powers of the Commission “to the ex- 
tent that they enter the realm of management,” so that the 
railroads may have the same freedom other industries have, 
is urged. 

Appointments to the Commission, said Mr. Shatford, should 
be confined to experienced business men and railroad men on 
the theory that “experience is the best teacher.” Appointments 
should be made for life, said he. 

“Waste of time by the Commission over matters termed as 
‘on the bench’ is intolerable,” said he. ‘Most of the problems 
could be settled by conference. This procedure should be com- 
pulsory,”’ Continuing, Mr. Shatford said: 


If present practice is to continue, the time consumed could be 
greatly curtailed by proper regulation of evidence and the curtailing 
of endless repetition. Therefore, decisions of the Commission should 
be speeded up, and those as to rates rendered within sixty days. If not 
decided within that time, the rates proposed should automatically be- 
come effective. 

In the interests of economy, the requirements of the Interstate Com- 
merce Commission (and other governmental bodies) as to reports 
should be thoroughly examined, the number reduced to a minimum, 
and only those that could be summarized from the reports kept by the 
railroads and more suitable for the conduct of their business should be 
continued. 





Rates 


Rules of rate-making purporting to permit railroads to earn a fair 
return on their property valuations have been a failure. Present freight- 
rate structures should be revised so as to more nearly equalize the cost 
and worth of service. Carriers should be permitted to make rates 
similar to the system of ‘‘agreed rates’’ now in operation in England, 
Canada and Australia. 

Fourth section relief (‘‘long and short haul clause’’) should be 
granted in accordance with the Pettingill Bill. 

Land grant rates should be abolished. Such grants have long since 
been paid for through reduced rates in the handling of government 
business, and land grant rates, as now applied, are an imposition on 
railroad owners. 

Labor and Wages 


Wages should be reduced—they are too high. It is essential that 
they be lowered to a figure based upon 1929 rates in relation to car- 
loadings, and adjusted in the same manner semi-annually. It is an 
axiom as old as the hills that an institution can pay out only what it 
receives. If wages are not to be reduced, immediate steps should be 
taken to increase the income of the carriers. 

So-called ‘‘feather-bed’’ rules should be abolished. No wages 
should be paid for time not worked, as is now being done to a ruinous 
extent. It is an iniquitous condition, and no business could stand up 
under such waste. 

Train length and full crew laws should be abolished or avoided. 

Railroads should not be subjected to ‘‘dismissal allowances’’ in 
coordinations and consolidations. 

Strikes should be outlawed—they are a relic of barbarism. 

Arbitration should be relied upon to adjust disputes. 


Competition 


Subsidies to other forms of transportation should be abolished. 
Rates and wages of all forms of transportation should be regulated 
alike. 

Regulation should be extended to coastwise, intercoastal and inland 
waterway shipping, fruit express companies, private car lines and for- 
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warding companies—in fact all forms of transportation should be under 
one regulatory body. 

Federal barge lines should be disposed of to private companies. 

Size, weight and capacity of trucks should be limited so as to make 
general highway traffic less hazardous. 

Railroads should be permitted to operate trucks in connection with 
service to industries not located on their lines, such delivery and 
pickup being included in the rail-rate charge. 

The Interstate Commerce Commission should prohibit building and 
operation of lines of transportation parallel to those already estab- 
lished, unless it be shown that existing facilities are insufficient to take 
care of the business offered. In the case of busses and trucks, the 
commission should refuse to issue a certificate of convenience and neces- 
sity to duplicate existing and adequate facilities. The same principle 
should apply to waterways. 

Railroads should be permitted to own and operate all forms of 
transportation. 

Taxes 


These should be reduced at least one third. As an example of the 
inequity of taxes paid by railroads, the Central Railroad of New Jer- 
sey, with 404.15 miles of road in the state of New Jersey, was assessed 
by that state $4,366,028 in 1937, or $10,803 per mile, while the Canadian 
Pacific Railway Company, with over 17,000 miles of road in the Do- 
minion of Canada, was taxed only $4,273,768, or about $250 per mile. 
Railroads should be exempt from the provisions of the undistributed 
profits tax. 


Legislation 


The bankruptcy act should be amended to shorten the period 
necessary to complete reorganizations, and to simplify the procedure. 
At present a minimum of 540 days is required in which to wind up a 
reorganization under Section 77. If a plan of reorganization is de- 
layed for any reason, or contested, it is possible for the procedure to be 
prolonged for a considerably longer period. (The Chicago and North 
Western Railway and the Chicago, Milwaukee, St. Paul and Pacific 
Railroad, for example, have been in reorganization for more than 
1,250 days). During the period of reorganization unpaid interest ac- 
cumulates very rapidly, and expenses and fees of lawyers, trustees and 
protective committees pile up, meanwhile gradually wiping out the 
equity of stockholders; stockholders’ interest should receive greater 
consideration and their equities protected from being entirely wiped 
out. There should be established a special bankruptcy court, which 
should be a court of last resort in railroad reorganizations. 

Provisions of the Sherman anti-trust law relating to railroads 
should be repealed. The Inland Waterways Corporation act of 1924, as 
amended, should be repealed. 

The Panama canal act, which prevents railroads from owning and 
operating ships and barges should be repealed. In this connection we 
quote from our letter to members of the Senate and House, under date 
of April 2, 1930: 

“It is also our view that the Panama Canal Act of 1912 which pro- 
hibits our transportation systems from owning and operating ships, 
should be repealed, and that the transportation systems of this country 
should be enabled as are the Canadian systems, to enter into all forms 
of transportation. This, again, we beg leave to point out, would bet- 
ter contribute assistance to agriculture, as well as to industry, because 
of still more diversified traffic, and a continuous system from the farm 
and factory to the consuming markets of the world.’’ 

The railway labor act of 1926 should be revised to include all forms 
of transportation, to include members on the arbitration boards rep- 
resenting the public, to permit federal court review of all findings of 
the National Board of Adjustment and to limit the time within which 
claims may be presented. 

Railroads should be given a free hand in abandoning such mileage 
as may from time to time become unprofitable. Wherever possible, 
securities approximating the value of the abandoned mileage should be 
retired. 

Grade-crossings should be protected or eliminated at the expense 
of the state. The highways are state owned, and the state should make 
them safe for highway travel. The railroads were there before the 
highways as now constituted. While the work of grade-crossing elimi- 
nation has been in effect for more than 30 years, there are at present 
more grade-crossings than when the policy of eliminating them was 
started. 

Finances 


Railroads are absolutely necessary for national defense, and should 
have support of the government by way of subsidy or guaranty of in- 
terest on securities. Without properly functioning railroads national 
defense would be difficult, if not impossible. 

The government should advance to the railroads through the Re- 
construction Finance Corporation, whenever necessary, and without the 
certification of the Interstate Commerce Commission that the applicant 
is not in need of financial reorganization, sufficient funds for the pur- 
pose of additions and betterments at a rate of interest not exceeding 
3 per cent. These advances should be made without any security other 
than the credit and good faith of the railroads. 

The railroads having been brought to their present impoverished 
condition by the government through its agencies created by Congress, 
it would be manifestly unfair that such advances should take preced- 
ence over claims of bondholders who loaned their money in good faith 
to the railroads for the service of the public. In fact such government 
advances should be made in the interest of national defense and with- 
out any expectation of reimbursement by the railroads. A battleship 
costs fifty to seventy million of dollars, but if such cost were contrib- 
uted to the railroads in the interest of national defense, it would be the 
means of spreading prosperity and the maintenance of the strongest 
arm of national defense. 

Interest rates on securities given in reorganization should be 3 per 
cent, with provision for an increase after five years to 4 per cent, and 
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after an additional five years to 4% per cent, in order to permit the 
railroad companies sufficient time to rehabilitate themselves. Railroads 
should do their own financing through their financial departments. 

There should be an amount of earnings set aside in good years and 
invested in AAA securities to insure interest and dividend payments 
in lean years. 

Consolidations should be in the nature of transcontinental lines 
from the Atlantic to the Pacific, and from the Canadian border to the 
Gulf, rather than by regions. 

Free transportation should be curtailed. Mileage books should be 
issued good on any railroad and on all trains—coach and Pullman—at 
a rate to attract travelers, but at the same time compensatory. The 
employes of each railroad should choose from among their number a 
representative to be recommended to the management for election to 
the board of directors. Insurance companies should be permitted to 
own railroad stocks. 

There should be a national magazine published by the Association 
of American Railroads, giving all railroad facts, and be distributed to 
employes. As it is now, certain roads issue a magazine for thier own 
employes, but it reaches only a small percentage of them. Labor ex- 
ecutives issue a magazine to employe-union members, but it is a dis- 
torted view of the real picture. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways, exclud- 
ing switching and terminal companies, compiled from reports 
of carriers by the Commission’s Bureau of Statistics for Octo- 
ber, 1938, compared with those for October, 1937, and for the 
10 months ended with October, 1938 and 1937, follow: 


October 
AGGREGATES 1938 1937 
1. Miles of road operated at close of 
month, freight service .............. 233,024 233,935 
2. Miles of road operated at close of 
month, passenger sérvice ........... 173,459 175,060 
3. Number of revenue tons carried ....... 147,540,718 168,027,310 
4. Number of revenue tons carried one 
ee er ee ee 30,034,144 33,724,180 
5. Freight revenue (whole dollars) ........ $293, 407,591 $306, 714,126 
6. Number of revenue passengers carried: 
6-01. Commutation passengers ...... 21,331,755 20,292,730 
6-02. All other passengers ........... 16,307,685 20,284,201 
PRES se Uke eElecksncuwsebcenene 37,639,440 40,576,931 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers ...... 363,682,929 338,969,306 
7-02. All other passengers ........... 1,297,846,012 1,638,467,355 
SS ea a eee 1,661,528,941  1,977,436,661 
8. Passenger revenue (whole dollars) 
8-01. Commutation fares ............ $3,692,900 $3,432,425 
ee $27,734,195 $32,037,807 
Sere ee $31,427,095 $35,470,232 
9. Passenger service train revenue (whole 
ee ee re rr ere re $46,917,331 $51,466,689 
10. Passenger train-miles .................. 32,366,311 34,727,664 
| es 130,559,206 144,272,508 
AVERAGES 
FREIGHT TRAFFIC: 
12. Miles per revenue ton per road ... 203.6 200.7 
13. Revenue per ton-mile (cents) ...... 0.977¢c 0.909¢ 
14. Revenue per ton per road (dollars). $1.99 $1.83 
COMMUTATION PASSENGER TRAFFIC: 
15-01. Miles per passenger per road ...... 17.0 16.7 
16-01. Revenue per passenger-mile (cents) 1.02¢ 1.01c 
17-01. Revenue per passenger per road 
SID icin ssc he wine wie Ris awison $0.17 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
15-02. Miles per passenger per road ...... 79.6 80.8 
16-02. Revenue per passenger-mile (cents) 2.14¢ 1.96c 
17-02. Revenue per passenger per road 
PED ctslvicalve twink ikwhel eben ee $1.70 $1.58 
TOTAL PASSENGER TRAFFIC: 
15-03 Miles per passenger per road ...... 44.1 48.7 
16-03. Revenue per passenger-mile (cents) 1.89¢ 1.79¢ 
17-03. Revenue per passenger per road 
SED e455 55 dsc ae bea eee ess bub $0.83 $0.87 
18. Revenue passenger-miles per train- 
RI aR Se et re eee ee 51.3 56.9 
19. Revenue passenger-miles per car- 
BR atch ecb Shes nae cakes ences se 12.7 13.7 
Ten Months 
AGGREGATES 1938 1937 
1. Miles of road operated at close of 
month, freight service* ............. 233,369 234,302 
2. Miles of road operated at close of 
month, passenger service* ........... 173,905 175,469 
3. Number of revenue tons carried ....... 1,137,194,082  1,563,346,708 
4. Number of revenue tons carried one 
Se CONE, cinsuse new ss one sox 238,288,472 308,966,466 
5. Freight revenue (whole dollars) ........ $2,339,300,825 $2,883,990,966 
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6. Number of revenue passengers carried: 


6-01. Commutation passengers ...... 196,792,420 204,920,698 

6-02. All other passengers ........... 181,742,308 210,397,364 

ey ee ee 378,534,728 415,318,062 
7. Number of revenue passengers carried 

one mile: 

7-01. Commutation passengers ...... 3,370,561,545 3,442,822,756 

7-02. All other passengers ........... 14,770,768,701 17,272,845,345 

PEE ies bagdas eis ansea wk eae 18,141,330,246 20,715,668,101 
8. Passenger revenue (whole dollars) 

8-01. Commutation fares ............ $34,061,121 $34,765,806 

ee, Meee RE ccc ca rccceceen's $303,293,551 $334,516,017 

RSS Sr ere rere $337, 354,672 $369, 281,823 
9. Passenger service train revenue (whole 

OE et rer rere $472,002,222 $518,939, 705 
10. Passenger train-miles ..........ccceces, 330,609,872 348,597,384 


11. Passenger car-miles 1,374,161,520 


AVERAGES 
FREIGHT TRAFFIC: 


1,47Z,042,097 


12. Miles per revenue ton per road ... 209.5 197.6 
13. Revenue per ton-mile (cents) ...... $0.982c 0.933¢ 
14. Revenue per ton per road (dollars). $2.06 $1.84 
COMMUTATION PASSENGER TRAFFIC: 
15-01. Miles per passenger per road ...... 17.1 16.8 
16-01. Revenue per passenger-mile (cents) 1.01¢c 1.01c 
17-01. Revenue per passenger per road 
OO EE PAE Nel ere eee $0.17 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
15-02. Miles per passenger per road ...... 81.3 82.1 
16-02. Revenue per passenger-mile (cents) 2.05¢ 1.94¢ 
17-02. Revenue per passenger per road 
PED Cnucceuceedat ideo vas cienes $1.67 $1.59 
TOTAL PASSENGER TRAFFIC: 
15-03 Miles per passenger per road ...... 47.9 49.9 
16-03. Revenue per passenger-mile (cents) 1.86c 1.78¢ 
17-03. Revenue per passenger per road 
Re a a ee $0.89 $0.89 
18. Revenue passenger-miles per train- 
SE ee ee 54.9 59.4 
19. Revenue passenger-miles per car- 
Eb Abc aN KANG ke Sea ee Ke 13.2 14.1 


*Represents an average of the mileage reported at the close of each 
month within the period. 


SENATE COMMITTEES 


The Senate has approved assignment to its interstate com- 
merce committee of Senators Clyde M. Reed, of Kansas, 
formerly governor of Kansas and chairman of the Kansas 
commission; Charles W. Tobey, of New Hampshire; J. Chand- 
ler Gurney, of South Dakota, Republicans, and Senator Lun- 
deen, of Minnesota, Farmer-Laborite. Senator Davis, of Penn- 
sylvania, has resigned from the committee. Senator A. Tom 
Stewart, of Tennessee, Democrat, also was assigned to the 
committee. The membership of the committee otherwise is as 
follows: Wheeler, of Montana, chairman; Smith, of South Caro- 
lina; Wagner, of New York; Barkley, of Kentucky; Neely, of 
West Virginia; Bone, of Washington; Donahey, of Ohio; Minton, 
of Indiana; Truman, of Missouri; Andrews, of Florida; John- 
son, of Colorado; Schwartz, of Wyoming; Hill, of Alabama; 
White, of Maine; Austin, of Vermont, and Shipstead, of Minne- 
sota. The number of members of the committee was increased 
from twenty to twenty-one. 

The Senate has approved assignments to the commerce 
committee which handles shipping and other legislation as 
follows: Senator Bailey, of North Carolina, chairman; Senator 
Sheppard, of Texas; Senator (Mrs.) Caraway, of Arkansas; 
Senator Maloney, of Connecticut; Senator Clark, of Missouri; 
Senator Overton, of Louisiana; Senator Bilbo, of Mississippi; 
Senator Donahey, of Ohio; Senator Guffey, of Pennsylvania; 
Senator Radcliffe, of Maryland; Senator Pepper, of Florida; 
Senator Lee, of Oklahoma; Senator Hill, of Alabama; Senator 
Mead, of New York; Senator McNary, of Oregon; Senator 
Johnson, of California; Senator Vandenberg, of Michigan; 
Senator White, of Maine; Senator Gibson, of Vermont, and 
Senator Barbour, of New Jersey. 


WASHINGTON AGREEMENT CONFERENCE 

Representatives of railroad management and railroad labor 
met in Washington January 9 to consider application of the 
so-called Washington agreement, providing for compensation 
to railroad employes displaced by unification moves of railroads, 
to several cases involving a small number of employes, accord- 
ing to the conferees. The names of the railroads involved were 
not made public. 


PENSION BOARD APPOINTMENT 


President Roosevelt has sent to the Senate the nomination 
of M. Roland Reed to be a member of the Railroad Retirement 
Board for a term of five years from August 29, 1938. Mr. 
Reed, selected by the President from recommendations made 
by the railroads, has been serving under a recess appointment. 
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Transportation Is Decreasing 


Decentralization of Industry and Not Competition the Principal Factor in Present Rail Situation 
—By S. R. Truesdell, Special Assistant, President’s Office, Chicago 
and North Western Railway Company 


tem are the least noticed. To supply the increasing de- 

mands for better and fresher foods, new appliances, and 
stylish clothes, industry has been continually on the move 
seeking shorter channels of distribution, larger markets, im- 
proved labor situations, and shorter movement of raw materials. 
This has been so commonplace that it excites no particular 
attention and its consequences have been considered entirely 
commendable. When some new branch house or factory moves 
into the community, it is a matter for headlines of the day and 
then forgotten. In each “writeup,” no doubt among the reasons 
given for the move, is the reduced transportation cost or dis- 
tribution expense that will benefit consumers by reason of the 
change. This phenomenon of decentralization of industry has 
been repeated literally millions of times in our national life, 
yet economists and legislators have given little thought to its 
cumulative effect on transportation. 

Having expanded in the last century by means of excellent 
transportation by river, road, and rail from a narrowly settled 
strip along the eastern seaboard to the present territorial 
limits of the United States, the present period is one of inten- 
sive consolidation of the material gains from a rich continent. 
There are no longer newer fields for settlement or for discovery 
of raw materials which had to be supplied with people and their 
goods, and which poured their raw products back to the mills 
in the east to be manufactured and shipped in all directions. 
Deprived of these conditions of expanding resources, the future 
seems to hold only continued reduction of transportation needs 
per capita, since this is a cost of production that is easiest to 
reduce. The things we eat, wear, read, drive, and use will 
improve in quality and decrease in cost under pressure of 
competitive conditions, and a large amount of this. will be 
accomplished at the expense of transportation revenue. 


Sen of the most natural phenomena of our economic sys- 


Estimates of Future Traffic Go Wrong 


Estimates of future traffic made from 1920 to 1929, based 
on past trends, which indicated that freight traffic increased 
somewhat faster than population, if applied to the year 1936, 
would have meant at 450 billion ton miles, or, using the usual 
proportions, at least 6% billion dollars of transportation rev- 
enue. If we presume, as has been customary, that all traffic 
lost by the railroads has been carried by some other mode of 
transport, then the total transportation bill should now be 
somewhere around this $6,500,000,000. An estimate representing 
income paid out made by the Division of Economic Research of 
the U. S. Department of Commerce shows such income for 
1936 to have been a little over 5 billion dollars. While it 
would be serious not to consider the inroads made by other 
types of transportation on rail revenues, still, to make the 
easy explanation that this decrease is due to other forms of 
transport, is greatly to exaggerate the position they occupy. 

Using another method of calculation, if the indices of in- 
dustrial production are an indication of traffic, with such Fed- 
eral Reserve Board figures at 119 in 1929, and 105 in 1936, the 
6,847 millions of transportation income for 1929 should have 
been 6,050 millions in 1936. In contrast, the Department of 
Commerce figures mentioned show the following revenues for 
various types of transport in 1929 and 1936 in millions of 
dollars: 


1929 1936 

IE NE. hihi 058 oli CSS sides wrcesseseer 4245 2787 
ee a OO EE eer ts er a ere err te 1194 1274 
I ND 6 5 o's. sia dive <6 Sik aus Wisin a 6'6 6 2. 0nreat s 664 436 
Water Transport ..... eT etree eee Cyne bine 6.4 592 535 
i BA I Sidi carin sersee kee hwnd soe ae ne on 152 97 
I ae hk ta eer eearnt ore Sho. A ea aus one 6847 5129 


Thus, it will be seen that, with a decrease of about 1% 
bill‘on dollars in rail revenue, the only increase in any competi- 
tive form of transport was by motor vehicle, which increased 
less than 100 million dollars. The only inference that can be 
drawn is that there is a decrease in traffic as a whole, and the 
causes and cures become more fundamental and serious than 
those due to mere competition. That this is so will be seen 
by comparisons that reach farther back into transportation his- 
tory. The loss of more than a billion dollars in total transporta- 
tion revenue between 1929 and 1936 and 1% billion dollars in 
rail revenue between the same years, only continued a trend 


that started as early as 1920, even before competition was any 
large factor in the situation, as will be shown in this table: 


Federal Units of Rail Revenue per Rail Tons per 
Reserve Nat’l Income Index Unit Income Unit Index Units Income Units 
Production Millions Millions Thousands Millions Thousands 

Year Index Dollars Dollars Dollars Tons Tons 
DS 853-3205 87 74300 71.0 83.2 26.0 30.4 
0 ee 67 55597 82.5 99.0 25.2 30.4 
Rh. ee 100 73213 61.1 83.5 22.7 31.0 
BOE és sracem.don 119 81034 52.7 77.5 20.6 30.3 
OO reer 64 39545 48.9 79.0 18.2 29.5 
or 90 52959 38.3 65.2 15.9 27.0 
SS 6 o5a cans 105 60816 38.6 66.8 16.3 28.1 
BE céwickawe 109 69000 38.3 60.2 16.7 26.4 


If total transportation revenue in 1936 had been main- 
tained on the level of 1920 rail revenue, it would have amounted 
to 7% billions of dollars for industrial indices, or 6% billion 
dollars on the basis of national income. 


Less traffic of all kinds means a rather radical change in 
our philosophy toward transport. The most important point to 
bear in mind is that, with less traffic, the charges borne by the 
remainder will have to increase, even though there may be a 
generous scaling down of the plant and facilities involved. 
Overhead costs of operation reach an irreducible minimum 
below which the service will suffer. Railroad rates and, for 
that matter, any transportation rates, set up under a condi- 
tion of constantly increasing traffic volume, are now out of 
date. Rates will need to be entirely revised to meet the changed 
conditions and to permit rail as well as other transportation 
to earn a decent living on the reduced volume of traffic. 


Faults of Commission Rate Regulation 


The process of making rates, both before and after regula- 
tion, has never been satisfactory. The price charged for trans- 
portation is always the last item on the bill of any shipper. 
Where an industry might otherwise willingly install its own 
private railroad or truck delivery system at greater cost, it 
will immediately resent an increase in the costs of public trans- 
portation. Such costs are a part of production beyond industry 
control and, as such, particularly liable to attack. If the defense 
of transportation could be made as effective as the attack, there 
would be no cause for concern and no railroad problem. 

When we sum up the opposing forces and their implements 
we see how unequal the rate conflict becomes. Against the 
efforts of 300 major transportation companies to preserve their 
earnings, there are some 175,000 different industries supple- 
mented by innumerable trade associations, chambers of com- 
merce, and other groups, all equipped to demonstrate exactly 
what the rate change will mean in increased markets or de- 
creased production costs, which will mean, in turn, more busi- 
ness, more trade, increased employment, better living condi- 
tions, and an improved community. Against these advantages 
the transportation men have little chance before any tribunal 
considering business conditions rather than transportation con- 
ditions. The railroad man’s knowledge of the effect of reduc- 
tion in the rate on transportation income is meager and involved 
in intricate statistics, and there are no counter advantages to 
present. 

Rate regulatory bodies were originally empowered by leg- 
islative action to see that rates charged for transportation were 
fair and equitable to all. In many cases, these commissions have 
little more than legal knowledge of the questions involved. 
Their limited staffs, which should provide them with facts, 
become involved in the same maze of business statistics and 
frequently become advocates of low rates to foster industry. 
The weight of evidence presented is so predominantly industrial 
that these bodies, failing the time or the inclination to make a 
thorough investigation of the facts for themselves, follow the 
line of least resistance and decide against the transport com- 
panies or grant such small relief as to be unnoticeable. Many 
such rate-cutting proposals should have been met by counter 
proposals to increase rates on other commodities proportion- 
ately, even though we find eminent authorities criticizing such 
practices on the part of the railroads. There can be but one out- 
come of rate-making on such a basis and under such unequal 
conditions. 

Transportation, as already intimated, is as subject to the 
law of diminishing returns on falling traffic as it was at one time 
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to the law of increasing returns. The costs of maintenance of 
property, solicitation of traffic, and general administration are 
unaffected by ordinary fluctuations of traffic. When traffic was 
increasing, each added passenger or ton of freight was carried 
at a cost less than the preceding unit, since each added unit 
reduced the fixed cost burden of all traffic and was profitable to 
the extent that it contributed something more than direct op- 
erating cost. Using this theory in the making of rates was 
perfectly successful as long as traffic was increasing, and many 
industries and shippers obtained the benefit of rates made on 
this ‘added cost” theory. It is only when traffic begins to 
decrease that we see the evil of rates made on such a basis 
and the impossibility of taking out such rates under regulation. 

The “added cost” theory has been repeatedly expounded 
as a fundamental of rate-making under the practice of “charg- 
ing what the traffic will bear.”” Acworth cites such a case of 
rate making in the famous “Delaware oyster case,”’ quoted from 
Hadley as a necessary method of obtaining long haul traffic at 
low rates to supplement insufficient revenues from local rates. 
Unless the rate on oysters from X was low enough to permit 
the oystermen to sell in the market at a profit, none would 
move. The rate of $1.00 from X would move half a car, which 
would not pay direct costs. But a rate of 75 cents from Y 
beyond X would fill the car and pay all costs. Probably no 
other one theory has proved so economically disastrous in 
railroad rate-making. Through regulatory processes, the higher 
rate from X has been forced down to the level of the rate 
from Y, or the traffic from X has disappeared, leaving only the 
low and insufficient rate from Y. 

The result of this type of rate-making under conditions that 
prevented the rail lines from controlling the sources, demands, 
type of products, or markets for the goods carried, was inevit- 
able. Competition only emphasized the effect. The only factors 
of transportation that could be controlled—operating costs and 
efficiency—were contributed to industry without in any way 
retarding the larger savings industry found were available by 
relocation and in which, in many instances, even the railroads 
assisted. The competition of electric railways, pipe-lines, trucks, 
busses, and automobiles only destroyed the last line of defense 
of the railroads which was monopoly, and left their affairs com- 
pletely at the mercy of industry and regulation. The effect since 
1921 has been a decrease of 21 per cent in rail rates with traffic 
volume a mile decreasing instead of increasing from 1,300,000 
ton miles to 1,100,000 ton miles. Only because of heroic efforts 
by rail management in economy have rail earnings on invest- 
ment been kept above zero for the railroads as a whole. 


It is difficult for the layman to understand the drop in 
rates under regulation and competition. No one contends that 
it is possible for truck transportation to haul freight profitably 
at one cent a ton mile. The minimum cost for truck transport 
is somewhere around three cents a ton mile. The rail rate 
structure when measured a ton mile has a wide range, from 
the 6 mills earned by the Pocahontas roads on soft coal traffic 
and on which, because of the great volume, they make hand- 
some profits, to the four cents a ton mile for automobiles, and 
even five to seven cents a ton mile for less than carload freight. 
The tuck can haul these items of freight at a cost not less than 
rail cost but less than rail rates. When deprived of this traffic 
through competition, it is almost impossible, under the present 
system of regulation, to increase other rates to make up the 
deficiency. 


Such constant whittling away of the rate structure has 
been going on for years. It has been only since the depression 
that its effect has become noticeable and serious to the rail- 
roads. The period of territorial expansion was actively in prog- 
ress down to the time of the World War. The war and its subse- 
quent reconstruction period sustained business and traffic until 
the depression of 1929, when the industrial depression, unem- 
ployment, and unrestrained competition all had a cumulative 
effect, which was immediately apparent and unexplained, except 
of blaming someone else. 


Decentralization and Rail Rates 


A simple illustration of the effect of the movement of 
industry on rail rates is the corn-hog-meat rate relationship 
in Western Trunk Line Territory. The states served have the 
best corn land and climate in the northern hemisphere. At 
one time, the corn raised there moved east by rail to fatten 
hogs and live stock grown and slaughtered on farms adjacent 
to the dense industrial sections of the east. Rates at that time 
were higher, but the relationship is preserved in the present 
levels. Prior to the recent increases, 100 pounds of corn would 
travel from Omaha to Chicago for 15 cents. Later on, rates 
made on the basis of “added cost” (or whatever theory may 
have been applied) charged 8 cents for the 20 pounds of live 
hog that could be produced by 100 pounds of corn, or 3.5 cents 
for 14 pounds of meat and products from the live animal. It 
is small wonder that the Missouri River cities have gone ahead 
of Chicago in the slaughter of pork and products, even though 
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the meat is still largely consumed in the same centers of popula- 
tion in the east. The rail lines lost first the haul of corn and 
some meat products returning, then the live stock and the back 
haul of some meat, leaving, finally, only the meat needed to 
supply eastern territory. Probably this one major change of 
industry has diverted more traffic than all the hruck hauling in 
the Mississippi Valley. 


These relationships between commodity rates exist so uni- 
formly throughout the rate structure that it would look as if all 
rates had been scientifically designed to foster the decentraliza- 
tion of industry without regard to effect on rail revenues. The 
instances given below comparing rates on raw material and the 
equivalent products of that raw material are selected from sta- 
tistics presented in the Coordinator's freight traffic report: 


Relative Relative Relative Rate for 
Commodities Freight Rate Amount Valueper Per Cent Equivalent 
Related per Ton Moved Ton of Value Amount 
RARER ee $ 2.36 1.8 $ 1.24 191 $ 4.72 
BO es ches won winike s 2.07 1.0 5.10 41 2.07 
SE eee 1.11 2.0 4.08 27 2.00 
| reer 1.73 1.0 18.20 10 1.73 
Ore 5.93 4.0 17.03 35 23.70 
POTMltMre « ...6..00. 18.14 1.0 238.19 8 18.14 
PITOIOUM «....0 sees 3.23 2.2 5.98 54 7.10 
J ee 5.27 1.0 26.84 20 5.27 
Pulpwood ......... 1.33 3.0 1.99 67 4.00 
Newsprint ........ 7.00 1.0 31.44 22 7.00 
ee 3.34 1.4 21.57 16 4.68 
eee 3.91 1.0 53.84 7 3.98 
ee oer 7.40 1.2 170.00 4 8.78 
EE ce i ceaawwieta 12.87 1.0 540.00 2 12.87 


In each case, either in percentage of product value or in 
relative transportation charge on equivalent amount of ma- 
terial, the raw products are penalized by the higher rates. In- 
dustry has reduced its transportation costs in relation to pro- 
duction and income by moving nearer to the raw material 
sources, the farms, forests, and mines that bore the higher 
relative rates or the markets when finished products, such as 
automobiles and tires, had the higher rates. If these commodi- 
ties listed above were isolated instances, one might explain 
them as exceptions, but they are the principal products moved 
by rail and involve the complete range of rail traffic. 


Taking advantage of these rate relationships, the movement 
of industry has consisted of constructing branch factories near 
the source of raw materials equipped with the most modern 
machinery and of sufficient size to utilize the output of raw 
material economically, or to supply the normal demand of the 
adjacent territory. In many instances, it was intended to supply 
excess demands from the parent factory, but, when depression 
conditions set in, the effort to save costs made the branch plant 
more economical and their production was increased, leading 
to emphasized unemployment in the older industrial sections of 
the country and further derangement of rail traffic. 


It has always been a policy of railroad industrial depart- 
ments to give every inducement to bring these branch plants 
to their rail line. Additional freight and passenger traffic was 
expected from each such branch plant on account of the in- 
creased production and employment. But it is doubiful whether 
this has been the permanent result. The branch factory, with 
its improved machinery, used less people and usually paid lower 
wages. Its location was, as a rule, where population was less 
thick and there was more chance for home and garden grown 
foodstuffs. The higher rates paid on the new factory products 
was no offset for the decrease of goods moved for factory and 
employe consumption. 


Today the population of the country is largely stabilized, 
its wants measured, and market quotas exactly adjusted. There 
is no further free land for settlement to be supplied with set- 
tlers and their goods, food and building materials, from the 
east. The smaller handcraft industries that followed settlement 
have been replaced by the larger branch factories utilizing 
raw materials at the source. The Pacific coast, which was the 
last important section to be developed, is now also self-suffic- 
ing with branch factories making or assembling almost every 
major manufactured product needed by the people of that 
section. Almost universally, the complexion of traffic through- 
out the country has changed from mass transport of raw 
materials to small consignments of manufactured goods. In 
many cases, the integration of production and supply has gone 
so far that rail transport is no longer involved either in the 
movement of raw materials or the shipment of the final products 
to the consumer. 


Effect of Decentralization on Traffic 
What are the changes that have taken place in the course 





Note—The relative amount moved is the average quantity of raw 
material used to produce one unit (ton or otherwise) of the finished 
product next below. 
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of industry decentralization and how have they affected rail 
traffic ? 


Some of these changes can be followed quite definitely. As 
to foodstuffs—wheat grown in the spring and winter-wheat 
belts prior to 1880 moved by rail and down the lakes to flour 
mills in Buffalo, Rochester, New York, and Baltimore, with 
flour and mill products moving back to the middle west as 
needed. From 1880 to 1900, the milling centers moved to 
Duluth, Minneapolis, Milwaukee and Chicago. Today, except 
for grain moved at low rates on the Great Lakes to Buffalo and 
Montreal] for export, the milling of wheat is at Duluth and Min- 
neapolis for the northern spring wheat region of the Dakotas, 
and at Omaha, St. Joseph, Kansas City, and Wichita for the 
southern winter-wheat belt in Kansas and Oklahoma. Only 
flour in excess of local requirements moves out of these mill- 
ing centers by rail and the mill-feed is distributed locally to 
live’ stock feeding territory, replacing cottonseed meal from 
the south. We have already seen the trend in the growing 
of corn and hogs to the corn belt, with no rail transport until 
the animal is reduced to its lowest dimension as meat. 

The sugar beet industry by tariffs, quotas, and rates has 
been reduced in Ohio and Michigan, eliminated in Wisconsin, 
and now is found only in North Dakota, South Dakota, Wyo- 
ming, Idaho, Colorado, and Utah, where the product is used 
locally or shipped to the west coast reducing the movement of 
Cuban and southern cane sugar. No city or town of any size 
is now without a machine bakery and the bread hampers, once 
so common on station platforms, are seen no more. Wine 
grapes, once moving in thousands of refrigerator cars of lug- 
baskets for manufacture into wine and brandy, now move as 
fermented juice in tank cars and the refuse is thrown on the 
vineyards for fertilizer. The use of fruit and vegetable juices, 
a phenomenon of recent appearance, has eliminated about 50 
per cent of the weight of these or other foods transported. 
Cigarettes, once produced in cities north of Richmond, now 
are made in cities adjacent to the tobacco fields of Virginia, 
North Carolina, and Kentucky. 


In textiles, cotton grown in the south until 1900 moved to 
New England for spinning into cloth. In spite of the lack of 
skill, southern labor was cheaper, the raw product was there 
and the largest domestic market, so that every inducement was 
present to move the mills to South Carolina and Georgia. Since 
1920, cotton spinning has doubled in the southern states and, 
concurrently, the raw cotton moved by rail has decreased 25 
per cent. There is every indication that, as skills increase, even 
more fine finished cotton goods will be produced in the south, 
eliminating a two-way haul on most of the materials used and 
produced. While Paterson is the center of real silk manufacture, 
it is even now being threatened by rayon textiles produced at 
Hopewell and Roanoke, Va., Elizabethton, Tenn., and other 
points close to the forests that furnish the raw material. Massa- 
chusetts is still the center for the manufacture of woolen and 
leather goods, but even now 25 per cent of the woolens are 
manufactured west of the Alleghanies and Missouri and Illinois 
are third and fourth in the production of boots and shoes, with 
Wisconsin, which can obtain hides and tan-bark cheap, coming 
to the fore. Furniture has moved from Grand Rapids and Chi- 
cago to the Piedmont cities of North Carolina, where hardwood 
is available at the factory doors. 


The paper industry of Michigan and Wisconsin once close 
to apparently unlimited supplies of pulpwood, is now forced to 
import woodpulp from Canada and Sweden to continue in com- 
petition with increasing production on the west coast and in 
the south, where the only long haul transportation will be by 
water. Iron and steel furnaces have expanded to all points that 
will produce the lowest cost for materials, transportation, and 
distribution. The long continued system of “Pittsburgh Plus” 
prices, which added the freight from Pittsburgh to any local 
price, is no more, replaced by differential prices to accomplish 
the same purpose. But neither system produced anything more 
than the actual local freight revenue for the railroads. 

Automobile manufacturers with largest sales volume have 
found the rates on automobile parts cheaper than on assembled 
automobiles and have moved their assembly plants to all regions 
of the country, New York, New Jersey, Georgia, Missouri, Wis- 
consin, and the west coast supplying all local territory by 
driveaways from the factory doors. 

Tire manufacturers have found the same methods produc- 
tive of tremendous savings, making tires in Los Angeles for the 
west coast, which tires formerly moved by rail from Akron, 
Ohio. Connecticut, once the sole center for heavy machine tools, 
is now outdistanced by the products of Cleveland, Chicago, Mil- 
waukee, Rockford, Racine, and other western cities supplying 
the automobile, farm, and heavy machinery production centers 
now located in those regions. Construction materials, such as 
pipe, tile, block, and slabs, are more and more being site- 
fabricated. Petroleum, which is not moved in quantity by pipe- 
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line to refineries at Jersey City, Chester, Marcus Hook, Cleve- 
land, Toledo, and Whiting, is refined at Tulsa and Oklahoma 
City and moved as gasoline by pipeline wherever possible. As 
soon as any permanently large volume of gasoline moves stead- 
ily in one direction, plans are made to extend pipeline distribu- 
tion. The rail movement of petroleum and products is still very 
large, but covers only irregular and off-line movements for 
local distribution beyond the economic limits of private truck 
delivery. 

If these relocations of industry have benefited the consumer 
in lower costs (and they undoubtedly have), but at the expense 
of a permanent and efficient transportation system, is there, 
then, any material and permanent gain? It would seem that, 
even when the movement of the packing plans and flour mills 
to the farmer’s door had made a readier market for his prod- 
ucts, his gain was only temporary, other costs than transporta- 
tion having again placed him at a disadvantage in world and 
domestic markets. It is questionable whether the railroads 
should continue to be the butt of all price reducing efforts. 
American transportation is still the cheapest and most efficient 
in the world. How long will it be? 


CONN ON TRANSPORT CRISIS 


Addressing the Atlantic States Shippers Advisory Board at 
its Baltimore meeting January 12, Donald D. Conn, executive 
vice-president of the Transportation Association of America, on 
the subject, “Looking Ahead for Five Years,” recalled that in 
1935, just a few months before the association was organized, 
he outlined, at a meeting of this board in New York, in October, 
1935, the necessity for such an association. He reviewed its 
purposes, its history and its accomplishments to date. 

“Soon after the publication of our transportation program,” 
said he, ‘‘the association was advised that other national groups 
were undertaking to develop their own plans relative to the 
problem. Believing it essential that all elements in the equation 
should agree on and advocate a single program, whether ours 
or someone else’s, the directors of the association invited repre- 
sentatives of leading organizations to conferences which were 
held in July and August of last year at Chicago. It was the 
view of the Association, and we still hold the opinion, that it 
was best procedure for six or seven of the leading national or- 
ganizations, including at least two farm groups, to issue a joint 
call to a cross-section of some forty or fifty other national and 
regional organizations, inviting them to initiate a series of 
transportation conferences at Chicago and agree on a program 
that would challenge a widespread economic and political sup- 
port. But the United States Chamber of Commerce concluded 
to assume the initiative, calling a conference of business groups 
at Washington, and the so-called “Transportation Conference 
of 1938” resulted. This association is participating in the Trans- 
portation Conference to the fullest extent, to the end that its 
deliberations may be useful in furthering intelligent consid- 
eration of the problem. 


The Fundamental Requirement 


“In discussing our major national issue, transportation, we 
must first deal with fundamentals. What is the initial and prime 
requirement of the present situation? 

“If the cardinal principle of a national policy is to maintain 
private enterprise with a constructive degree of competition, we 
must develop a fabric of regulation that, over a period of time, 
will utilize the revenues from transportation to maintain the 
most efficient and least costly type of facility, regardless of its 
character. The public is not primarily concerned with the 
method employed in the movement of goods in commerce; it is, 
in the main, interested in efficient service at the least pos- 
sible cost. 

“Government regulation of transportation may be predi- 
cated, first, on the public character and necessity for the service 
performed; second, on the public’s interest in and its right to 
reasonable and nondiscriminatory rates and efficient service. 
All five great agencies of transportation are competing for the 
prevailing traffic. There is not enough to sustain them all, yet 
the capacity of all, except that of the railroads, is on the in- 
crease. If this process is permitted to continue, both because 
of a lack of public understanding and of the predominant in- 
fluence of self-interest, then regulation must be designed to 
produce an artificially high level of rates, wholly unnecessary 
if we view the problem as a coordinated entity. Thus, a con- 
sistent policy of regulation contemplates unified consideration 
of all modes of transport. 

“But the practical difficulties in this respect are apparent 
if we treat with 144 separate class I railroads, some 60,000 
truck lines, 2,600 different waterlines, 21 airlines, and some 
3,900 bus companies. It does not require mathematical calcula- 
tion to conclude that no type of regulation can be successfully 
applied to such a hodge-podge of competitive agencies and still 







































































PAGE 92 


expect the investor in each and every corporation to derive a 
fair return on private capital. And, interwoven throughout this 
heterogeneous picture of transportation are the most vicicus 
conflicts of self-interest affecting any phase of our national 
economy. Of still more importance, perhaps, is the fact that 
regulated transportation is competing with unregulated or pri- 
vate transportation. It follows that agencies subject to regula- 
tion must place themselves in a truly competitive position and 
offer a type of service most convenient to the shipper and at a 
cost no greater than the shipper can perform the same service 


for himself. This can only be accomplished through consoli- 
dations. 


Consolidations 


“When we speak of consolidations among the different 
types of transport, many fear that we must replace regulated 
competition with regulated monopoly. This is not true. Seven- 
teen transportation system in America, competitive one with 
the other and regulated by federal and state authority, give all 
the safeguards necessary to avoid the evils of monopoly. 

“Yet me should not fear monopoly in public service if we 
will but review the record of the American Telephone and Tele- 
graph Company. In this depression it has paid its dividends, 
treated fairly with labor, improved its service, and reduced its 
rates. As a monopoly, it still constitutes the greatest competi- 
tor of the railroads for passenger traffic. 

“We can carry and have been carrying this principle of 
competition to the point where it has become so destructive and 
costly that many now doubt whether transportation can be 
rescued from ultimate government ownership. If we are to 
avoid this disaster, we must give consideration to two primary 
elements in the determination of a national policy; first, the 
perpetuation of private industry and, second, the development 
of a limited number of transportation systems—not railroad 
systems alone. 


“I give you my own view of a declaration by Congress 
which should be written into the interstate commerce act and 
applied, in equal measure, to all types of transport. It is this: 


It is hereby declared to be the policy of Congress to promote, 
encourage and develop, under private ownership, an adequate but lim- 
ited number of national transportation systems, embracing all necessary 
transportation service and facilities, for the efficient handling of the 
commerce of the United States and for the national defense; to deal 
fairly and impartially with each mode of transportation, whether by 
rail, by water, by air, by highway motor vehicle, by pipe lines, in the 
development of any combination of any two or more of the several 
modes of transportation. 


“In such a declaration Congress would commit itself un- 
equivocally to private ownership and to the drafting of legisla- 
tion providing for the consolidations of transportation facilities 
in this country. 


“As to the practical working out of the latter, a so-called 
‘voluntary’ period of, say, five years might be provided for; 
thereafter, a plan of consolidations to be developed in the 
interim by governmental authority should be made effective. 

“This important phase of the problem is only partially 
covered in the report of the President’s special committee. There 
is not only the question of possible savings that would naturally 
flow from the consolidation of properties, but, of greater conse- 
quence, the spreading of revenues so that facilities and services 
could be efficiently maintained, and ‘reasonable’ rates, from a 
public viewpoint, be sufficient to meet the revenue needs for 
stabilized credit. Frankly, I do not see how this is possible 
under present conditions, but I do believe that the transporta- 
tion industry should have a reasonable period to effectuate 
voluntary consolidations on its own initiative. Viewing this 
subject from what appears to be best in the public interest, 
consolidations should embrace all types of transportation. 

“All of the proposals that have been made for changes in 
the interstate commerce act, including our own, are incidental 
when compared with the requirement that we first conclude 
what our national policy towards this industry should be. To 
treat with the rate-making provisions of the law or, in fact, to 
deal with any other part of transportation legislation without 
giving prime consideration to the purposes we wish to accom- 
plish by the adoption of a transportation policy, is only repeat- 
ing our time-worn methods of applying temporary panaceas in 
the form of patchwork and piecemeal legislation to a problem 
that requires a fundamental change in the public and govern- 
mental attitudes. 

“Intelligent consideration of this most complicated problem 
is dependent on the recognition that past experience furnishes 
little, if any, real guide or precedent on which to predicate 
either revisions of law or methods of regulation. Economic and 
social conditions in America and throughout the world have 
changed with such rapidity in the last few years that reasons 
formerly justifying established regulatory practices are no 
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longer applicable. Whatever is now done to rehabilitate our 
great transportation machine, both by voluntary action within 
the industry itself, by legislation, or by the readjustment of the 
methods of regulation, must contemplate the greatest flexibility 
possible and be anticipatory rather than follow the hewn line 
of usual governmental processes. 


Organization of Regulation 


“This brings me to the question of the organization of regu- 
lation. The problem divides itself two ways: (a) the actual pro- 
visions of law, and (b) the interpretation thereof and regulation 
thereunder. 

“The most constructive law can fail of its purpose through 
cumbersome regulation. The present law might be so construc- 
tively administered that few changes would appear necessary. 
Merely to rewrite the law would not, in itself, solve the revenue 
needs of any form of transportation. Implying no criticism> of 
the fine group of public servants engaged in administering the 
interstate commerce act, it appears that a comprehensive study 
should be undertaken and appropriate changes made in the 
law, looking to the modernization of the processes of regulation. 
Any consideration by Congress of new rate-making provisions 
of the act should give due weight to the possibilities of the 
reorganization of the federal body in order to relate regulation 
to the requirements of modern economic developments. 

“Speaking unofficially, as the Transportation Association of 
America has not yet passed on the subject, I can see no neces- 
sity for a “Transportation Board’ and the division of duties now 
reposing in the Interstate Commerce Commission. There is no 
good reason why the Commission itself should not be so consti- 
tuted that it could expeditiously handle all regulatory and 
research function which should be delegated to government. 
To me, a Transportation Board simply means another govern- 
ment bureaucracy and, if you please, would result in a still 
greater usurpation by government of those functions properly 
belonging to management. 

“Of fundamental importance is the real arch in the key- 
stone around which regulation should be constructed. It is em- 
braced in the association’s recommendation No. 1, as follows: 


Interstate regulation to be applied, in equal measure, to all forms 
of transportation, through one federal body such as the Interstate 
Commerce Commission. 


“This is so apparently necessary and essential that there 
can be no good basis for argument. 

“T shall not attempt to discuss many of the other proposals 
that have been submitted to meet the transportation dilemma. 
For the most part, they are mere details when compared with 
the necessity for centralizing regulation under a mandate of 
national policy that meets present day conditions and antici- 
pates constructive development of the industry and the per- 
petuation of private enterprise. However, I do wish to stress 
that, as a result of an effort to analyze this problem from an 
impartial point of view, there is much that can be done today 
by substituting ‘voluntary cooperation’ on the part of all modes 
of transportation for the bitter competitive conflicts which have 
grown up among these agencies. 


A Judge Landis for Transportation 


“The association’s program, in its fourteenth finding, pro- 
poses that a joint permanent committee be selected by the rail- 
roads, water, air, and highway lines, for the purpose of investi- 
gating the possibilities of coordination and the integration of 
facilities throughout the country and recommending the meth- 
ods and legislative requirements necessary to such coordination 
or integration. In effect, what is here proposed is a ‘Judge 
Landis’ for the transportation industry—not for the railroads 
alone. It conforms to the principle of private enterprise in that 
it substitutes industry supervision for governmental control. 
The question is whether there may be too much self-interest in 
too many places to protect the general public interest. Perhaps 
government must step in because of the industry’s default. 


A Credit Crisis 


“I would like to say a few words as to our responsibilities 
to the present crisis in the industry. We are not dealing with 
a transportation problem alone; we are confronted with a na- 
tional credit crisis due to our treatment of transportation. Pri- 
vate enterprise cannot be sustained in this field under present 
conditions. The public is unwilling to pay the price. The finan- 
cial collapse of the railroads has been one of the most important 
factors in the duration and depth of the depression we have 
been in since 1929. It is difficult to exaggerate the deflationary 
effect of the disaster that has taken place in the largest and 
most important form of corporate enterprise in the United 
States. Most of the schemes and proposals to restore railroad 
credit and again to persuade all of us to invest in this industry 
are along coercive lines. The very people who ask the public 
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to be realistic and write off their investments as a loss seem 
to assume that they are going to come back for more and invest 
their savings again in this very industry. 

“This is exactly what is proposed by those who suggest 
that the railroads be put ‘through the wringer.’ And they ad- 
vance the theory that over-capitalization represents one of the 
serious ills, that freight rates have been established to permit 
a return on fictitious capital. Both are mere assumptions and 
neither is true. The debt ratio of the railroads has declined 
from 59 per cent to 49 per cent since 1911 and fixed charges 
measured in relation to gross revenues are 40 per cent less in 
this depression than in the depression of the 90’s. In the first 
seven years of the century, when the railroads’ credit was at its 
peak and their bonds were considered the highest type of cor- 
porate investment, approximately 24 cents out of the dollar 
paid by the shipper was required for fixed charges. In 1937, 
only 15 cents was so required. The question presented is how 
it is possible for the railroad industry to become so powerful 
as to require regulation to prevent excessive earnings and, in 
spite of this power, to suffer a financial collapse because of 
inadequate earnings. 

“In parallel with the reduction of interest charges, the rail- 
roads have reduced their expense per 1,000 revenue ton-miles 
from $10.78 in 1921 to $6.40 in 1936. If we multiplied these 
savings by the total ton-miles of class I railroads, we would find 
that the reduction in freight transportation expense in 1937, as 
compared to 1921, amounts to nearly one and one-half billion 
dollars. The puzzle, therefore, is how the railroads in 1936 
earned only 600 million dollars net, when the savings since 1921 
amount to nearly one and one-half billion dollars. 

“As I said to the Great Lakes Board at Buffalo (and some 
of the shippers naturally didn’t like it), the revenue per ton-mile 
in 1936 was too low. The cycle of commodity prices was about 
the same in 1936 as it was in 1921. If the same revenue per 
ton-mile had been received in 1936 as was actually received in 
1921, and everything else had remained the same, the net rail- 
way operating income would have been over one billion 600 
million dollars. It was not a question of whether the traffic 
could bear it, because the traffic did bear it on the same level 
of prices in 1921. Had the railroads received this additional 
revenue we would not now be concerned about low interest 
loans from the RFC or rate-making rules. 


Section 15A 


“The railroads object to the continuation of the clause in 
the amended section 15A which directs the Commission to give 
consideration to the movement of traffic in the fixing of rates. 
Under this provision of the act, the Commission did substitute 
its judgment for management in the passenger fare case of a 
year ago. We believe the initiative should be restored to man- 
agement and you must likewise believe so if you are going to 
hew to the line of private enterprise in this industry. But, 
regardless of this amendment or any of the new rate-making 
rules proposed, the crux of the problem is the vision that can 
be exercised by the regulatory body, particularly so that trans- 
portation will be priced to take advantage of periods of pros- 
perity and, therefore, be better able to contribute in limiting 
the extent of depressions. 

“You, who represent the shipping interests of the country, 
cannot avoid accepting your share of responsibility for present 
conditions in the transportation industry. The compelling task 
ahead of us requires more tolerance, greater breadth of vision, 
and a greater cooperation than ever between agencies of trans- 
port and between transport and shipper if private ownership 
is to prevail.” 


TRAFFIC BY AGENCIES 


Using as a base estimates prepared by the staff of Joseph 
B. Eastman when he was Federal Coordinator of Transporta- 
tion with respect to traffic handled by trucks, the President’s 
transportation committee set forth data in the appendix of 
its report to President Roosevelt showing that intercity trucks 
in 1937 handled 7.7 per cent of the total freight ton-miles han- 
dled in that year. This figure was set against 3.9 per cent for 
1926. 

The committee had figures compiled showing that intercity 
trucks handled revenue ton-miles as follows: 1926, 23,530,000,- 
000; 1936, 40,230,000,000, and 1937, 43,380,000,000. 

These estimates, it was explained were based on that of 
29,976,800,000 ton-miles for 1932 made by the Coordinator’s 
staff. The committee said registrations of trucks and tractors, 
including trailers and semi-trailers, in relation to the registra- 
tions in 1932 were as follows: 1926, 78.5 per cent; 1936, 134.2 
per cent; 1937, 144.7 per cent. Ton-miles of intercity trucks 
for those years were estimated by applying these ratios to the 
Coordinator’s estimate for 1932. 

The committee pointed out that six principal commercial 
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agencies competed for inter-city freight handling business: 
Steam railways, trucks, water carriers, pipe lines, electric rail- 
ways and air carriers. Including the estimates referred to, the 
committee estimated percentage distribution of commercial 
freight ton-miles, 1926 and 1937, as follows: 
Per cent of Freight 
Ton-Miles Handled 


1926 1937 

NINE PINE ovis. oo aces 6:0 ccs cwmuiccnlaeeed eadtesiewe 75.4 64.6 
UCN RON 0 oo o:5o.r v0.0 died 30.6-0 ene Come bo aweeale 3.9 tt 
RII 2. 6:ivcce- b.oicrac-4 a0 5 oo oa aiereic pga uimumestorae 15.2 16.6 
Other inland waterways ................. ccc eeeeee 1.6 3.0 
NI hoi Scie a waren dennepweccwewwea ss wkaieea oe 3.7 8.0 
Electric railways and airways .................... 0.2 0.1 
IN hia ay see aS BS 0 Seige 6 Buniche xis eecke oc encanties 100.0 100.0 


Coastwise traffic was not included nor was intercoastal 
traffic through the Panama Canal. The railroad figures were 
based on data on file with the Commission. The pipe line esti- 
mates rested or I. C. C. data, Coordinator data and production 
figures. Waterway figures were based on War Department 
engineer data. Electric railway figures were based on I. C. C. 
data while air line data covered express ton-miles of domestic 
carriers as reported by the Department of Commerce. 

The Commission recently issued orders requiring Class I 
truck carriers to submit reports on tonnage handled. When 
data from these reports have been compiled they will afford 
an indication of the volume of truck traffic, but they will not 
be complete, as, for instance, are the data with respect to 
railroad traffic. Absence of reports on the volume of business 
handled by trucks has made it necessary for those endeavoring 
to make comparisons to build up estimates as did the Co- 
ordinator and the President’s committee. 

The President’s committee pointed out that the proportion 
of freight business handled by steam railways declined between 
1926 and 1937 from more than three-fourths of the total to less 
than two-thirds, a loss of more than ten percentage points. On 
the other hand, the growth of pipe line, inland waterway and 
motor truck traffic, it said, was apparent, their combined gains 
equalling more than ten percentage points. The committe’s 
staff prepared the following table on revenue ton-miles of com- 
mercial freight in the United States: 


1926 1936 1937 
Steam railways ........... 447,443,637,000 341,181,596,000 362,815,382,000 
Intercity trucks ......... 23,530,000,000 40,230,000,000 43,380,000,000 
a ee ree 90,037,507,000 77,263,645,000 93,243,674,000 
Other inland waterways .. 9,542,877,000 15,387,091,000 16,882,943,000 
I FEIN 55d iar eereeraneiere 21,700,000,000 40,037,134,000 44,793,161,000 
Electric railways ........ 1,312,744,000 704,500,000 697,482,000 
oe ere et Nil 1,861,000 2,156,000 


TRANSPORTATION BILLS 


A bill, H. R. 2298, to compel retirement at age sixty-five 
for employes subject to the railroad retirement act, has been 
introduced by Representative Van Zandt, of Pennsylvania. He 
has also introduced H. R. 2313, a bill to provide for retirement 
of railroad employes after thirty years of service and attain- 
ing the age of sixty with full annuities. 

Representative Harrington, of Iowa, has introduced H. R. 
2318, a bill to divorce the business of production, refining and 
transporting of petroleum products from that of marketing such 
products. 

A bill, H. R. 2188, providing for, among other things, 
apportionment of the cost of alteration of or changes to bridges 
over navigable waterways between the government and the 
owners of the bridges, as determined by the Secretary of War, 
has been introduced by Representative Hobbs, of Alabama. It 
is provided that the United States shall bear that part of the 
cost attributable to the necessities of navigation and that the 
owner shall bear that part of the cost attributable to the 
requirements of traffic by railroad or highway, or both, includ- 
ing any expenditure for increased carrying capacity of the 
bridge, and including such proportion of the actual capital cost 
of the old bridge or of such part of the old bridge as may be 
altered or changed or rebuilt, as the used service life of the 
whole or a part, as the case may be, bears to the total esti- 
mated service life of the whole or such part. 

A bill, H. R. 15, providing for adoption of a uniform sys- 
tem of motor-vehicle traffic regulations by states receiving aid 
under the provisions of the federal highway act, has been in- 
troduced by Representative Dirksen, of Illinois. The regulations, 
which would be prescribed by the U. S. Bureau of Public Roads 
at the direction of the Secretary of Agriculture, would include 
commercial-vehicle sizes and weights. States failing to adopt 
the regulations would be barred from obtaining federal aid for 
highway projects. 

Representative Daly, of Pennsylvania, has introduced H. R. 
2304, a bill amending paragraph (8) of section 1 of the inter- 
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state commerce act to make it unlawful for common carriers 
engaged in the transportation of oil or other commodity, except 
water and except natural or artificial gas, by pipe line, or 
partly by pipe line and partly by railroad or by water, to trans- 
port any article or commod.ty in which they may have an in- 
terest, direct or indirect. 

Representative Rich, of Pennsylvania, has introduced H. R. 
2299, a bill under which the Secretary of Agriculture would 
be required to refuse to approve for federal aid any highway 
project of any state wherein the maximum lawful hourly rate 
of speed in the operation of motor vehicles would be greater 
than fifty miles for any motor vehicle; forty-five miles for 
freight vehicles whose gross weight does not exceed two and 
one-half tons; forty miles for freight vehicles whose gross 
weight does not exceed five tons and thirty-five miles for 
freight vehicles whose gross weight exceeds five tons, the gross 
weights including both vehicle and load. 

Delegate Dimond, of Alaska, has introduced H. R. 2178, a 
bill amending the act providing for retirement of employes of 
the Alaska Railroad. 

Representative Snyder, of Pennsylvania, has introduced 
H. R. 1939, a bill directing the Department of the Interior to 
locate, survey and build three transcontinental highways, six 
north-south highways, and a system of airports in connection 
with such highways. The highways would be 100 feet wide 
and not pass through any cities or towns unless there would 
be no other place for a road. The right of ways would be 
500 feet wide. The bill authorizes an appropriation of eight 
billion dollars to carry out the provisions. A similar super- 
highway proposal was advanced by Mr. Snyder at the last 
session. 

An addition to the Hoch-Smith rate revision resolut:on 
which was approved January 30, 1925, has been proposed by 
Senator Hill, of Alabama, in Senate joint resolution 27. He 
would add thereto another paragraph, immediately following 
the second paragraph of the resolution, reading as follows: 

“In view of the changing transportation conditions and the 
location and relocation of factories, assembly plants, and other 
industries, the Commission is directed to make an investigation 
of the level of rates throughout the various sections and be- 
tween the sections of the country maintained by common car- 
riers subject to the interstate commerce act for the transpor- 
tation of property, the causes of differences in the rate levels 
of different sections and as between different sections or rate 
territories and to enter orders requiring that such differences 
be removed when, after such investigation they are found to 
be unlawful under any provision of the said act.” 

Bills to encourage travel in the United States have been 
introduced by Senator Bailey, S. 307, and by Representative 
Lea, H. R. 1792. 

A bill to amend the railroad retirement act with relation 
to computing years of service has been introduced by Senator 
Davis, S. 328. 

Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 1780, relative to 
penalties. on certain undocumented vessels and cargoes engag- 
ing the coastwise trade or the fisheries, and H. R. 1784, rel- 
ative to the renewal of licenses of vessels. 

Representative Burdick has introduced H. R. 1812, limit- 
ing to $25,000 salaries of employes of corporations and others 
who apply to the government of the United States for credit 
or other assistance. 

Representative Boland, of Pennsylvania, has offered in the 
House a resolution (No. 39) requesting the Commission and 
the Reconstruction Finance Corporation to furnish the House 
such information as they may have available relating to the 
present condition of the physical equipment of the railroads 
and the possibility of improvement in such equipment so that 
railroad transportation may be made as economical and effi- 
cient as modern methods can make them. The resolution also 
asks for such information as these agencies have available relat- 
ing to the financial condition of the railroads and particularly 
the amount, terms and possibility of repayment of their indebt- 
edness to the United States and its agencies and such recom- 
mendations as the Commission and RFC may desire to make 
relating to changes in the policy of government loans to rail- 
— in order that their physical equipment may be rehabili- 
tated. 

Senator Gillette, of Iowa, has introduced S. 448, a bill to 
divorce the business of production, refining and transporting of 
petroleum products from that of marketing petroleum products. 

Representative Van Zandt, of Pennsylvania, has introduced 
H. R. 2004, a bill providing for including periods of service 
while in the armed forces of the U. S. in the world war for 
applicants for annuities under the railroad retirement act. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, at the middle of December, 1938, 
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totaled 943,082, a decrease of 6.30 per cent compared with 
December, 1937, and a decrease of 1.84 per cent compared with 
November, 1938, according to a compilation made by the Com- 
mission’s Bureau of Statistics. 

Execut.ves, officials, and staff assistants numbered 11,748, 
a decrease of 4.50 per cent compared with December, 1937, and 
a decrease of .39 per cent compared with November, 1938. 
Professional, clerical, and general employes totaled 161,375, a 
decrease of 6.81 per cent compared with December, 1937, and an 
increase of .27 per cent compared with November, 1938. Main- 
tenance of way and structures employes numbered 176,296, a 
decrease of 3.39 per cent compared with December, 1937, and 
a decrease of 8.86 per cent compared with November, 1938. 
Maintenance of equipment and stores employes numbered 250,- 
712, a decrease of 7.79 per cent compared with December, 1937, 
and an increase of .26 per cent compared with November, 1938. 
Transportation employes (other than train, engine, and yard) 
totaled 123,105, a decrease of 5.10 per cent compared with 
December, 1937, and an increase of .51 per cent compared with 
November, 1938. Transportation employes (yardmasters, 
switchtenders, and hostlers) totaled 11,980, a decrease of 7.55 
per cent compared with December, 1937, and an increase of 
.o0 per cent compared with November, 1938. Transportation 
employes (train and engine service) numbered 207,866, a de- 
crease of 7.17 per cent compared with December, 1937, and a 
decrease of 1.08 per cent compared with November, 1938. 


U. S. PAYING FREIGHT BEFORE AUDIT 

Certain government departments have agreed to pay their 
freight bills before the auditing of such bills—a practice con- 
tended for by the railroads. Heretofore, the railroads and other 
carriers have had to wait for their money until the bills had 
been audited—a practice that resulted in no payments for 
months. Now the bills will be paid after administrative exam- 
ination but before the audit. Any necessary adjustments re- 
quired as the result of the audit will, of course, be made, it is 
pointed out. 

Before the House committee on interstate and foreign 
commerce at the last session (see Traffic World, June 4, p. 
1310), R. V. Fletcher, general counsel of the Association of 
American Railroads, urged enactment of legislation requiring 
the government to pay its freight bills before audit. 

The railroads, said Mr. Fletcher, had had to wait for 
months for settlement of their freight bills for transporting 
government traffic. The delay ran from three months to one 
and one-half years, said he. More than $12,000,000 was involved 
in bills due more than 60 days and $5,000,000 in bills due more 
than six months, said he. 

The procurement division of the U. S. Treasury Depart- 
ment and the Department of Agriculture have agreed to pay 
their freight bills before audit and it is expected that others 
will likewise agree to do so. 


CANADIAN TRAFFIC LEAGUE 


The Canadian Industrial Traffic League has selected Ham- 
ilton, Ontario, as the place of its annual convention, which will 
be held in the Royal Connaught Hotel, January 25 and 26. 

The executive council will meet January 25 to receive 
and discuss the reports of standing committees. Resolutions 
drafted for presentation before the general assembly January 
26. 

The convention will terminate with a dinner January 26, at 
which the guest speaker will be Sir Edward Beatty, G.B.E., 
K.C., LL.D., chairman and president, Canadian Pacific Railway, 
Montreal, Quebec. 


It is expected that an attendance of 600, comprising indus- 
trial executives, railway and steamship officials, and industrial 
traffic managers from Canada and the United States will attend. 

The convention committee is composed as follows: Chair- 
man, J. Redmond, Frost Steel and Wire Company; J. G. 
Saunders, Hamilton Chamber of Commerce; S. C. Bradbeer, 
Dominion Foundries and Steel; H. Kettle, International Har- 
vester Company; A. J. George, Canadian Westinghouse Com- 
pany; W. Waugh, Appleford Paper Products; N. Findlater, 
Firestone Tire and Rubber Company; A. E. Williams, Spencer 
Turner Company; F. W. Dean, Steel Company of Canada; A. W. 
Tassie, Lysaght Dominion Sheet Metal; K. Wardell, National 
Steel Car Corporation; S. Jones, American Can Company; 
J. Dingledine, Procter and Gamble Company of Canada. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued its quarterly statement on 
freight commodity statistics of Class I steam railways, third 
quarter, 1938, prepared by its Bureau of Statistics (statement 
No. Q-500). 








January 14, 1939 


$099 O oOo 9 Oo Ooo Bee Ore Ooo Ooo Oe er er G9 O19 Oe Oo Go1Os9 es O29 O91 Bee Os 99 OO Oo Be Boo <9 O29 9B 0 B11 e910 O19 O99 Oo O11 Br Oe Ore Oo O91 B91 B00 B99 1+ O29 O99 O 99 B09 19 B99 O99 O29 Ore Or O99 O99 e919 O99 Oe Bee Bee eo Oooo Ber Ooo e912 Oo Oo O11 G10 Go Go0 O19 Oe0 


The Traffic World 


PAGE 95 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 
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ABANDONMENT OF BRANCH LINES 


Editor The Traffic World: 

I note, in your issue of December 24, a letter about the 
abandonment of branch lines by Mr. E. A. Jack, for whose 
ability I have a high regard. I agree with the objects he desires 
achieved but this matter is not as simple as his letter would 
indicate. 

Take his recommendation No. 1—‘‘Make it compulsory on 
the Commission to grant the right to abandon, on showing by 
the carrier that the line sought to be abandoned cannot pay 
its way.” 

This is always a subject for dispute. Perhaps the line did 
not pay its way last year but the local people who are inter- 
ested in the line as a tax cow as much as for its facilities, will 
always claim that it will probably pay next year or the year 
thereafter. Then the question arises—how much business does 
the branch line feed to the main line by way of revenue and 
how much of this revenue may be claimed to be net? 

All these questions leave room for argument. Possibly a 
short cut would be to instruct the Commission that it should 
permit the abandonment of any line without any hearing pro- 
vided such a line shows gross earnings of less than $1,250 per 
mile on the basis of giving the line of credit of not less than 
25 per cent of the total revenue on business originating or 
terminating thereon. 

All the other suggestions of Mr. Jack in connection with 
this matter are liable to raise arguments. For example, who is 
to judge whether short lines do not warrant retention and, 
therefore, are not entitled to participation in through routes? 
If some short lines are permitted to participate in through 
routes they are thereby enabled to get enough additional reve- 
nue to maintain facilities for communities which otherwise 
might be seriously hurt or the capital of whose citizens invested 
in elevators, coal pockets, lumber yards, might thereby be 
wiped out. Everything always becomes more complex when 
analyzed. 


New York, N. Y., Jan. 4, 1939. F. J. Lisman. 


TOO MUCH RAILROAD PLANT? 


Editor The Traffic World: 

Your “Too Much Railroad Plant” article in January 7 
issue: 

Just what is under discussion, too much trackage or too 
many duplicating passenger trains that stop nowhere except 
at the end of the line and all running on practically identical 
time and nothing doing the rest of the day, even between the 
great terminals? 

The public, at least, might gain in accommodation by 
staggering the train time on the different routes, even if many 
of the through trains were eliminated. 

American Box Board Company, 
J. O. Schurtz, Traffic Dept. 
Grand Rapids, Mich., Jan. 10, 1939. 


Editor The Traffic World: 

There has been quite a lot of discussion in connection with 
the item contributed by Mr. Jack, of the American Aluminum 
Company, published in your December 24 issue. I wish to com- 
ment on the remarks on page 1394, of the December 31 issue, 
contributed by Mr. P. H. Joyce. of the Chicago Great Western 
Railroad Company. 

I believe investigation would develop that the majority of 
Mr. Jack’s plants are located on the main lines of our various 
large trunk lines. This company has three operations located on 
what might be termed unprofitable branch lines and have been 
so located for practically fifteen years. Would Mr. Jack think it 
advantageous to do away with these branch lines and throw 
four or five hundred men out of employment for the reasons 
he has stated? 

When we located our plants at Knox, Marienville, and 
Parkers Landing, Pa., the railroad serving these points had 
great hopes of developing that particular territory, which at that 
time operated from Butler, Pa., north through Foxburg and 





connected with the old Buffalo-Rochester and Pittsburgh Rail- 
way at Mt. Jewett, which had a very good movement of freight. 

Since that time the Baltimore and Ohio has acquired con- 
trol and operation of the Buffalo-Rochester and Pittsburgh and 
now operates Buffalo and other northern points direct over the 
old B. R. & P. tracks from Butler to Mt. Jewett via Du Bois, 
as there is greater efficiency in operating costs. 

I am heartily in favor of helping the railroads in every way 
possible, but I believe that Mr. Jack should qualify his state- 
ments instead of causing so many remarks to be made. 

J. W. Swoger, Traffic and Claim Dept., 
Knox Glass Associates, Inc. 
Oil City, Pa., Jan. 5, 1939. 


USE OF FORWARDING COMPANIES 


Editor The Traffic World: 

There has been some comment lately regarding the elimi- 
nation of forwarding companies. A plan has been suggested 
whereby this service would be substituted for a similar service 
operated by the rail lines. 

The Commission, in its decision in Docket No. 27365, recom- 
mends specifically the elimination of forwarding companies. In 
fact, one of the commissioners stated that no shippers appeared 
and apparently they had no demand for a forwarder’s service. 

To one who has had over twenty years’ experience in ship- 
ping and tracing L. C. L. shipments, it would appear foolhardy 
at this time to substitute a service which most shippers are 
glad they do not have to use for one which, through experience, 
has proved to be adequate in all respects. Commissioner East- 
man, in his dissenting opinion in the freight forwarding investi- 
gation, bears this out at great length. The sad part of the sit- 
uation appears to be that a great many individuals, without 
giving the matter much thought, prefer to hand over the busi- 
ness now handled by the forwarding companies to the railroads 
and let it go at that. 

Perhaps my experience with the railroads may be: unusual, 
due to the fact that our industry is located on an off-line point 
and my views, therefore, may be prejudiced. However, to me, 
the answer to the L. C. L. problem is to use the forwarding 
companies, which provide the best possible service together with 
the quickest action in tracing and locating shipments. 

Frank Korinek, T. M., 


Lamont, Corliss & Company. 
New York, N. Y., Jan. 6, 1939. 


MID-WEST SHIPPERS BOARD 


The Mid-West Shippers Advisory Board, at its annual meet- 
ing at Chicago, January 12, adopted a resolution urging repeal 
of land grant rates. It was adopted on recommendation of the 
board’s executive committee with an amendment authorizing 
the legislative committee to carry out the intent of the resolu- 
tion through appearances before congressional committees and 
in other ways that might seem best to it. 

Reports of commodity committees submitted indicated an 
estimated increase of 9.3 per cent in mid-west carloadings in 
the first quarter of 1939 as compared with the first quarter of 
1938. Details of the reports were made public a fortnight ago 
(see Traffic World, December 24, 1938, p. 1348). Reports from 
L. M. Betts, manager, closed car section, car service division, 
Asscoiation of American Railroads, and W. D. Beck, district 
manager for the car service division, were that, in spite of 
present high percentage of bad order cars, indications were that 
a sufficient supply of cars would be available for the increased 
movement of rail traffic expected in 1939. 

C. H. Dietrich, executive vice-chairman, freight claim divi- 
sion, A. A. R., described plans for the observance of Perfect 
Shipping and Careful Handling Month next April. He said the 
phrase, “careful handling,” had been added to the designation 
used in other years because it was recognized that handling was 
a factor equal in importance with packing and stowing in the 
safe movement of freight. It was the hope of the management 
committee, he said, that the broadening of the objective would 
make it easier to enlist the cooperation of freight handlers and 
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railroad operating men. T. C. Burwell, vice-president and traffic 
manager, A. E. Staley Manufacturing Company, Decatur, IIL, 
had been asked to serve again as chairman of the management 
committee, he said, and while his acceptance had not yet been 
received, it was hoped that he would consent. 

J. E. Bryan, who presided in the absence of both W. Y. 
Wildman, general chairman, and George M. Cummins, alternate 
general chairman, reported as delegate from the board to the 
National Association of Shippers’ Advisory Boards. He criticized 
the futility of the national association and suggested improve- 
ments in its procedure, as follows: 

While there is no doubt but that those attending the meeting 
derived much good from it, yet it is a fact that there was no positive 
action and not a single resolutoin was passed on the major problems 
considered. The reason for that is that there was not sufficient advance 
notice of the subjects to be considered and it was utterly impossible 
to handle intelligently such important matters in a one-day session. 

Further than that, there should have been an assignment of the 
subjects discussed to special committees who would study each proposal 
and submit a report for the consideration of the association as a whole. 

The annual meeting of the national association is nothing but a 
debating organization. I say this with all due respect to its officers 
who can only conduct the meeting in accordance with the by-laws. 

This is so because few if any members are authorized to speak and 
act for the boards they represent, due to the fact that the subjects 
docketed have not been acted upon by the individual boards. 

I suggest that in each board there be an exact duplication of special 
committees other than commodity committees. Maybe there is such 
duplication, but what I mean is that each board should have a legisla- 
tive committee, a claim prevention committee, a car service committee, 
contact committee, etc., etc. The chairman of each of such committees 
in each territory should then be appointed by the national president as 
a member of a national committee. 

All of this to the end that views and experiences may be freely 
exchanged and reports prepared for consideration and action at the 
meetings of the national association. 

My suggestion would not include the appointment of committees 
in any board to cover subjects, the consideration of which is not per- 
mitted under the by-laws of individual boards. 

The chairman of these several committees, in each board, should be 
made an ex-officio member of the national board. Of course, each 
special committee would select its own national chairman whose duty 
it would be to prepare reports for the consideration of the national 
association. 

The report was adopted. 

J. H. Howard, manager, Western Weighing and Inspection 
Bureau, described the organization of that bureau and the 
manner in which it carried out its work. 

Officers were re-elected as follows: 

General chairman, W. Y. Wildman, managing director, Illinois Coal 
Traffic Bureau, Chicago; alternate general chairman, George M. Cum- 
mins, traffic commissioner, Davenport, Iowa, Chamber of Commerce; 
general secretary, R. V. Craig, general traffic manager, Allied Mills, 
Chicago. 


Samuel B. Pettengill, former congressman from Indiana, 
spoke at a luncheon sponsored jointly by the board and the 
Traffic Club of Chicago. Although the subject of his address 
was announced as “Starving the Iron Horse,” his talk was con- 
cerned largely with the increasing tendency on the part of gov- 
ernment to “squeeze” the middle class. The salvation of demo- 
cratic institutions, he said, lay in an “informal coalition” of the 
“sound men of both parties,” because, even if the Republicans 
were to win the 1940 presidential elections, there could not 
possibly be a Republican majority in the United States Senate 
before 1944. 

A. H. Schwietert, assistant traffic director, Chicago Asso- 
ciation of Commerce, chairman of the club’s public affiairs com- 
mittee, presided at the luncheon. 


AERONAUTICS COMMITTEE REPORT 


The National Advisory Committee for Aeronautics has sub- 
mitted its twenty-fourth annual report to President Roosevelt 
who has transmitted it to Congress. The committee was cre- 
ated for the supervision and direction of the scientific study of 
the problems of flight by act of Congress March 3, 1915. 

“The past year has been one of continued progress in the 
technical development of both military and commercial air- 
craft,” said Chairman Joseph S. Ames. “In the light of world 
events, it has become increasingly important that American air- 
craft, both military and commercial, have the highest possible 
efficiency. In the development of air strength for national de- 
fense, and in the extension of commercial trade routes in the 
air, a definite advantage will lie with that nation that has the 
most efficient aircraft. 

“Up to the present, the United States has led in the techni- 
cal development of aircraft. The major reason for that leader- 
ship has been the farsighted support of organized scientific 
research in the committee’s laboratories at Langley field, Va. 
American leadership is now threatened by the great expansion 
of research facilities in other nations. The committee is making 
an earnest study of the problem presented by this condition, and 
is determined to make every effort to provide the scientific 
data necessary to keep America first in the technical develop- 
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ment of aircraft. This will undoubtedly require material ex- 
pansion in research facilities to keep pace with the accelerated 
research progress abroad. Upon completion of studies now in 
progress, a special report on this subject will be submitted.” 


AIR EXPRESS SHIPMENTS UP 


All-time highs in air express shipments in and out of New 
York City were scored in December, The Railway Express 
Agency reports. Shipments handled totaled 42,242, an increase 
of 27% per cent over December, 1937, and 18 per cent over 
October, 1938, the previous high month. Outbound shipments 
were up 25% per cent and inbound 32% per cent. 


AIR RATE ON PUBLICATIONS 


The Civil Aeronautics Authority has approved a rate of 
10 cents a pound, minimum weight 11 pounds a shipment, on 
newspapers and periodicals, from Miami to Nassau and Miami 
to Havana via Pan American Airways, to be made effective on 
one day’s notice. The rate has been 20 cents. The Authority 
said it estimated that 55 newspapers could be carried in each 
11-pound minimum, and this would make it possible to sell 
American newspapers in Havana and Nassau for 10 cents each, 
instead of the “almost prohibitive” rate of 25 cents each, here- 
tofore charged. 

The Authority has postponed from January 16 to January 
31 its hearing on Pan American’s application for an increase 
in its mail payment rates on the line from San Francisco to 
Hong Kong. 


PILOTS AND AIRCRAFT CERTIFICATES 


There were 22,983 pilots and 10,000 aircraft holding active 
Civil Aeronautics Authority certificates on January 1, 1939, 
according to an announcement by the Civil Aeronautics Au- 
thority. This was an increase of more than 5,000 pilots and 
of more than 800 aircraft since January 1, 1938, when the 
totals stood at 17,681 pilots and 9,152 aircraft. 

The total number of aircraft certificated and uncertificated 
of which the CAA had record on January 1, 1939, was 11,159, 
while this figure on the corresponding day of last year was 
10,836. Uncertificated aircraft, bearing identification numbers 
only, declined in the year from 1,684 to 1,159. 

In addition, there were 172 certificated glider pilots, and 
221 gliders, of which forty-five were certificated on January 1, 
1939. A year ago there were 161 certificated glider pilots and 
273 gliders, of which forty-seven held federal certificates. 


AIR CERTIFICATES RECOMMENDED 

The Civil Aeronautics Authority has issued examiners’ re- 
ports recommending granting of certificates under the grand- 
father clause to the Chicago and Southern Air Lines, Inc., for 
the line between Chicago and New Orleans, with stops at 
Peoria, Bloomington and Springfield, Ill., St. Louis and Mem- 
phis, and Greenwood and Jackson, Miss., and to the Marquette 
Airlines, Inc., for the carriage of passengers and property, and 
not for the carriage of mail, which it has never carried, between 
St. Louis and Detroit, via Cincinnati, Dayton and Toledo, with 
stops at Greenville, Ill., Vincennes and Seymour, Ind., and 
Findley, O. 

Examiner F. W. Brown, in a report to the Civil Aeronautcis 
Authority, has recommended that a certificate be issued North- 
west Airlines, Inc., authorizing operation of mail, passengers 
and property between Chicago, Ill., and Winnipeg, Canada; and 
between Fargo, N. D., and Portland, Ore. 


Cc. A. A. HEARINGS 

The Civil Aeronautics Authority has assigned for hearing 
at its offices in Washington petitions for fair and reasonable 
rates for the transportation of mail as follows: 

January 19, National Airlines, Inc., route No. 31, Daytona 
Beach to Miami, Fla., and route No. 39, Jacksonville, Fla., to 
New Orleans, La.; January 24, Northwest Airlines, Inc., route 
No. 16 from Chicago, Ill., to Winnipeg, Manitoba, and return, 
and route No. 3, from Fargo, N. D., to Seattle, Wash., and 
Portland, Ore., and return; and February 7, Braniff Airways, 
Inc., on route No. 9 from Chicago, IIll., to Dallas, Tex., and 
route No. 15, from Amarillo to Brownsville, Tex. 

The Authority has also set for hearing January 24 before 
Examiners F. W. Brown and C. E. Leasure applications of 
Braniff Airways and Continental Air Lines, Inc., for certificates 
to operate scheduled air mail, passenger and express service 
between Wichita, Kan., and Pueblo, Colo. At the present time 
there is no air line operation between those points, although 
the Post Office Department last spring called for bids on a 
mail route to be established between them. 

The Civil Aeronautics Authority has postponed from Jan- 
uary 16 to January 31 hearing on the application of Pan Amer- 
ican Airways Co. to fix and determine fair and reasonable rates 
of compensation for the transportation of mail on its route 
between San Francisco, Calif., and Hong Kong, China. 


January 14, 1939 


McDONALD CASE AFTERMATH 


How the Commission shall proceed in view of the decision 
of the Supreme Court of the United States in No. 55, A. E. 
McDonald, petitioner, vs. Ernest O. Thompson et al. (see Traffic 
World, Dec. 10, p. 1223 and Jan. 7, p. 32), it is believed, will 
be a matter requiring much thought. That thought, it is be- 
lieved, will be necessary not only on account of the attitude 
of Texas authorities but of the authorities of other states as 
well. The decision of the Supreme Court, in the language of 
the layman, it is believed, gives them ground for showing a 
stiff backbone in dealing with motor vehicle operators who 
are operating under tags given by the federal body pending 
the disposition of applications for certificates or permits under 
the grandfather clauses. 

It is generally believed that there will have to be additional 
litigation, carried through the Supreme Court, to bring about 
a Clarification of the whole matter, of friction if not conflict, 
between the federal government, on the one hand, and the 
governments of states, on the other. 

A thought is that the Commission has within its power to 
force additional litigation by issuing, for example, a certificate 
under the grandfather clause authorizing operation in inter- 
state or foreign commerce in Texas under conditions similar 
to those surrounding the operations of A. E. McDonald. 

Some have an idea that it would be better policy for the 
Commission to ask Congress for legislation which would, if 
possible, remove the probability of friction between the federal 
and the state governments. In the event the Commission should 
conclude that there is necessity for clarifying legislation, it 
would be natural, it has been suggested, for the Commission 
to hold in abeyance applications for certificates or permits 
under the grandfather clauses until there had been such legis- 
lation. Continuance of the status quo through refusal by the 
Commission to issue certificates or permits, it has been sug- 
gested, might persuade state authorities to force another issue 
such as arose in the McDonald case by arresting drivers of 
vehicles marked with the tags identifying them as having filed 
applications for certificates or permits under the grandfather 
clauses. However, in answer to that suggestion, it has been 
argued that cases growing out of arrests in such circumstances 
would not put before the courts any broader question than was 
raised in the McDonald case, in which the Commission con- 
tended that the motor carrier act had superseded state laws. 

The Commission said in supporting the application of Mc- 
Donald for rehearing by the Supreme Court that if it was 
called on to decide the constitutionality, validity and meaning 
of state laws, and propriety of the interpretations and acts of 
the officals enforcing them, it doubted both its jurisdiction and 
its ability to perform the task. It made that declaration by 
way of answer to the idea that before it could decide whether 
an applicant had been operating bona fide, it would have to 
take into consideration the question of whether the applicant 
had obeyed the laws of the various states. In the Slagle case, 
2 M. C. C. 127, the Commission had said that it was not bound 
to inquire as to whether an applicant had obeyed the state laws 
in its determniation whether the applicant had been operating 
in good faith. 

A striking illustration of the practical difficulties which 
would attend an attempt by the Commission to apply a rule 
that noncompliance with every provision of a state law was 
a breach of good faith, the Commission said, was found in the 
McDonald case. It made that declaration in a petition as 
friend of the court asking it to rehear the McDonald case. The 
Texas state law in question in that case, it said, specifically 
required proof of the convenience and necessity of common 
carrier motor operations over the highways of that state. That 
is the only requirement in respect of operating authority con- 
tained in the statute which is applicable to McDonald, says the 
petition. Yet the respondents, the Railroad Commission of 
Texas, charged with the duty of enforcing that act, avers in 
their answer, says the petition, that the railroad commission 
“will not require applicant (McDonald) to prove that public 
convenience and necessity requires the proposed service.” 

“If the fact of mere nonobservance of a state law is to be 
the criterion of the carrier’s rights under the federal act,” says 
the petition, “the Interstate Commerce Commission, in passing 
upon an applicant’s case, may find itself confronted by the 
question ‘whether his rights are to be measured by compliance 
with the literal terms of the Texas act or with whatever re- 
quirements may be made by state officials whether at variance 
with the act or no. 


“The converse of this situation has also arisen in many 
instances when the requirements of state officials are challenged 
as being in excess of their powers conferred by the state laws 
under which they are acting.” 

The Commission said that it filed its petition as friend of 
the court in support of McDonald’s petition for rehearing to 
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present to the court a statement of some of the problems with 
which it was confronted and respectfully to urge that a recon- 
sideration be had of the important point involved in connection 
with the term “bona fide operation.” 


WPA ROAD WORK 


“More than 30,000 miles of roads and streets, the largest 
proportion of which was in rural areas, were built or improved 
by WPA workers in the four-month period from July to No- 
vember, 1938,” says Colonel F. C. Harrington, Works Progress 
Administrator. 

In addition, Colonel Harrington reported the completion 
in the same period of more than 4,000 new bridges and 52,000 
new culverts; the construction or improvement of 1,500 miles 
of sidewalks and paths, and more than 56,000,000 linear feet of 
roadside drainage ditches. The figures represent only projects 
brought to completion in the four-month period mentioned and 
do not include work done on approximately 10,300 other high- 
way projects which still were in operation at the end of the 
period, according to the statement. 

“Because of the large opportunity for the employment of 
unskilled labor, and because of the widespread demand for bet- 
ter roads, highway projects constitute a major phase of the 
WPA construction program,” said Colonel Harrington. ‘More 
than forty-seven per cent of all persons employed by the WPA 
are at work on projects of this type.” 

The figures showed completion of an over-all total of 2,531 
miles of new highways, roads and streets in the period, and 
repairs and improvements to 28,085. Rural roads, mostly of the 
farm-to-market type, comprised the biggest group within the 
category with 1,372 miles of new construction (622 miles of 
which were paved) and 24,395 miles repaired or improved. 

“Such roads are vital lines of communications to millions 
of farmers throughout the country,” said Colonel Harrington, 
“being in many instances their only access to urban markets. 
Many of these have been in a poor state of repair and are 
impassable during much of the year. The improvement of farm- 
to-market roads has been an important objective of the WPA 
since its inception three and a half years ago, he added, and 
in that time the program has converted tens of thousands of 
miles of such fair-weather roads to year-round usefulness.” 





MOTOR PRACTICE SIMPLIFIED 


The Commission, by division 5, under authority granted in 
changes in the motor law at the last session of Congress, has 
simplified the practice in the handling of proceedings under the 
motor part of the interstate commerce act by making it more 
like the practice under the part of the act relating primarily 
to the railroads. 

Under the new order of things complaint and answer cases, 
investigation and suspension cases and general investigations 
are to be assigned to examiners for hearing only, just as is 
done under part I, and not for recommended report and order, 
as formerly. 

It has also been decided that application cases, that is, appli- 
cations for certificates, are to be assigned to examiners “for 
hearing and for the recommendation of an appropriate order 
thereon accompanied by the reasons therefor,” unless the par- 
ties to the proceeding agree to the omission of a recommended 
order. The change in practice does not affect certificate cases 
when they are referred to joint boards. When the reference 
is made to joint boards it will be for the making of the rec- 
ommended report and order. 

In complaint and answer cases a proposed report will be 
served under the new practice unless, as under part I, the 
parties agree to waive a proposed report. The proposed report, 
however, under the changed practice, will never automatically 
go into effect, unless stayed by order of the Commission. In- 
stead, the Commission, will handle such proposed reports at 
its convenience as it does proposed reports under part I. 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

I. & S. M-427, rates over McMaken Transfer, in Kansas 
and Nebraska, as of Dec. 27; MC 348, Sub. No. 2, A. R. McNeil, 
extension of operations, Washington, as of Dec. 28; MC 9697, 
Russell Augustine Elder, common carrier application, as of 
Dec. 27; MC 12128, Texas Motor Coaches, Inc., broker appli- 
cation, as of Dec. 22; MC 13854, Morris Rosenberg, common 
carrier application, as of Dec. 19; MC 14900, Jannis Frelier, 
contract carrier application, as of Dec. 27; MC 15011 and MC 
31828, Samuel Shapiro & Co., Inc., broker application, as of 
Dec. 27; MC 20538, J..H. Osborne, common carrier application, 
as of Dec. 27; MC 20858, James P. Hunter, contract carrier 
application, as of Dec. 27; MC 23215, Sub. No. 1, Ida Peach, 
extension of operations, Paoli, as of Dec. 19; MC 23462, Collins- 
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ville Transfer Co., common carrier application, as of Dec. 19; 
MC 28553, Sub. No. 1, G. D. Tucker, extension of operations, 
Washington, as of Dec. 28; MC 30046, H. A. Scharff, common 
carrier application, as of Dec. 27; MC 31669, Sub. No. 1, R. W. 
Nichols, contract carrier application, as of Dec. 27; MC 35212, 
John Andrew Murphy and John Francis Murphy, common car- 
rier application, as of Dec. 27; MC 36050, Sub. No. 1, William 
A. Roberts, extension of operations, as of Dec. 28; MC 36630, 
Sub. No. 1, E. D. and N. W. Rowe, Baltic and Flandreau exten- 
sion, as of Dec. 27; MC 38372, Sub. No. 1, Ray and Walter 
Smock, extension of operations, as of Dec. 27; MC 40643, Harry 
B. Nelson, common carrier application, as of Dec. 28; MC 40943, 
Heber Charles Davidson, common carrier application, as of 
Dec. 28; MC 45257, Sub. No. 1, Clarence G. Yost, extension of 
operations, New York, as of Dec. 27; MC 46886, Albert Holmes, 
common carrier application, as of Dec. 27; MC 55127, Knaus 
Truck Line, broker application, as of Dec. 28; MC 62793, W. L. 
Thompson, contract carrier application, as of Dec. 27; MC 
64283, Sub. No. 1, Joseph and Charles Kocourek, extension of 
operations (Tioga and Bradford counties, Pa.), as of Dec. 27; 
MC 73073, Stone & Downer Co., broker application, as of Dec. 
27; MC 83338, Sub. No. 1, Warren and Gerald Mahnensmith, 
New Haven extension, as of Dec. 27; MC 86084, Wilfred H. Van 
Kirk, common carrier application, as of Dec. 27; MC 88122, 
Walter H. Dolan, common carrier application, as of Dec. 27; 
MC 88762, R. H. Stroupe, contract carrier application, as of Dec. 
27; MC 88993, Frank B. Freeman, contract carrier application, 
as of Dec. 27; MC 89015, Henry E. Brink, common carrier ap- 
plication, as of Dec. 27; MC 89095, Isaac Eugene Whitworth, 
contract carrier application, as of Dec. 27; MC 89227, Eric Eck- 
lund, common carrier application, as of Dec. 28; MC 89302, 
Robert L. Bruder, common carrier application, as of Dec. 27; 
MC 89444, John Stermole, Jr., contract carrier application, as 
of Dec. 28; MC 89449, Harold W. Swan, common carrier appli- 
cation, as of Dec. 27; MC 90100, Herbert L. Babcock, contract 
carrier application, as of Dec. 22; MC 90979, T. N. Graves, com- 
mon carrier application, as of Dec. 27; MC 91211, Merle Hos- 
ford, contract carrier application, as of Dec. 27; MC 91381, 
Walter F. Kiggins, common carrier application, as of Dec. 27; 
MC 92428, Charles L. Smith, common carrier application, as of 
Dec. 27; MC 92954, Louis T. Drager, contract carrier applica- 
tion, as of Dec. 27; MC 93317, Baxter K. Carbine, contract car- 
rier application, as of Dec. 27; MC 93420, Roy D. Hahn, common 
carrier application, as of Dec. 27; MC 93690, N. C. and E. H. 
Schlientz, common carrier application, as of Dec. 27; MC 93707, 
E. P. Spencer, common carrier application, as of Dec. 27; MC 
93854, Edward A. Klingenstein, common carrier application, as 
of Dec. 28; MC 93858, Charles E. Howard, contract carrier 
application, as of Dec. 22; MC 94040, Sidney F. Cook, common 
carrier application, as of Dec. 27; MC 94546, Gus Olson, com- 
mon carrier application, as of Dec. 27; MC 94759, Arrow Towing 
Service, Inc., common carrier application, as of Dec. 16; MC 
95111, William E. Post, contract carrier application, as of 
Dec. 27; MC F-669, J. O. Cotant, purchase, T. R. Benedict, as of 
Dec. 30; I. & S. M-365, Adolph Hugen, commodity rates, as of 
Dec. 22; MC 11602, Sub. No. 1, Murray Baum, extension of op- 
erations, as of Dec. 23; MC 26120, T. E. Sansanbaugher, contract 
carrier application, as of Dec. 19; MC 30132, Howard L. Skill- 
ing, contract carrier application, as of Dec. 23; MC 30271, 
William Senior and Everett H. Sullivan, common carrier appli- 
cation, as of Dec. 30; MC 61599, Sub. No. 7, Queen City Coach 
Co., extension of operations, Blowing Rock, as of Dec. 22; MC 
75086, Ed. H. Grattendick, common carrier application, as of 
Dec. 19; MC 82008, Economy Oil Co., Inc., contract carrier 
application, as of Dec. 30; MC 82291, Pickett and Sons Transfer, 
common carrier application, as of Dec. 30; MC 86391, Bessie 
Skojec, common carrier application, as of Dec. 30; MC 88419, 
Eleanor J. Monks, contract carrier application, as of Dec. 30; 
MC 88564, E. L. Anderson, common carrier application, as of 
Dec. 23; MC 89106, Clarence and Wm. Reich, common carrier 
application, as of Dec. 23; MC 89135, Victor and Leo Hardy, 
common carrier application, as of Dec. 23; MC 89411, Erlon L. 
Bennett, common carrier application, as of Dec. 30; MC 92003, 
Joseph Silva Perry, contract carrier application, as of Dec. 19; 
MC 92374, Georgia Shellenberger, common carrier application, 
as of Dec. 22; MC 93021, G. L. Russell, common carrier appli- 
cation, as of Dec. 30; MC 93751, Bearl Sprott, common carrier 
application, as of Dec. 22; MC 94093, Duane Theodore Pursell, 
common carrier application, as of Dec. 23; MC 94200, Lester J. 
Palmer, common carrier application, as of Dec. 22; MC 94560, 
Monroe A. and Steward J. Martz, common carrier application, 
as of Dec. 30; MC 94792, Thomas A. Buckles, common carrier 
application, as of Dec. 19; MC 94793, O. D. Corbin, common 
carrier application, as of Dec. 19; MC 95089, Hollie H. Ergle, 
contract carrier application, as of Dec. 30; MC 95183, Lemuel 
N. Burke, common carrier application, as of Dec. 19; MC 95232, 
Timothy A. Gearty, common carrier application, as of Dec. 23; 
MC 95299, Henry C. Hill, common carrier application, as of 
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Dec. 19; MC 95367, Carl S. Whiting, common carrier applica- 
tion, as of Dec. 19; MC 95381, Vincent J. Jacobs, common car- 
rier application, as of Dec. 19; MC 95397, Edward J. Caldwell, 
common carrier application, as of Dec. 23; MC 95511, Eldon A. 
Tirrell, common carrier application, as of Dec. 19; MC 95513, 
C. O. Dodson, contract carrier application, as of Dec. 19; MC 
95544, Joseph Evain Peterson, common carrier application, as 
of Dec. 19. 


KEESHIN LOSES ILLINOIS CASE 


Citing threatened bankruptcy of railroad systems and 
extensive damage to public highways as a result of uncurbed 
motor truck operation, Circuit Judge Arthur E. Fisher January 
10 vacated an Illinois commerce commission order permitting 
the Keeshin Motor Express Company to operate a transport 
line linking Rockford and Chicago with some forty northern 
Illinois towns. 

In setting aside the commission order, Judge Fisher ruled 
in favor of a group of railroads and the Railway Express 
Company, whose attorneys had appealed from a decision handed 
down by the commission January 8, 1936, in which it granted 
the Keeshin Company a certificate of convenience and necessity. 

Judge Fisher ruled that there was no real need for the 
motor truck service and that public policy as evidenced by a 
long line of supreme court decisions, required that existing 
carriers be protected from ruinous competition. His decision 
reaffirmed an earlier order of the commission dated January 
24, 1933, which denied the Keeshin Company a certificate. 

The decision summarized the decline of rail operations and 
investments, the consequent effect of taxes and payrolls, the 
public expense of maintaining highways and the traffic hazard 
caused by truck operations and concluded that the Keeshin 
Company “has been operating for a number of years contrary 
to the law of the state of Illinois and to the orders of the Illinois 
commerce commission, and now says that it is grown to such 
gigantic proportions that it is able to cope with the respondents. 

“Applicant is like the man who stole a cow from one neigh- 
bor and then sold the milk to the public at a price cheaper than 
could his neighbors who bought their cows and feed, and he 
contended that, because of his greater efficiency in selling his 
milk at a lower price, he should go unpunished and be per- 
mitted to continue on a theory of convenience and necessity. 

“Further inroads upon railroad traffic by franchising com- 
peting motor carriers, as requested in this case, would con- 
tribute to further impairment of railroad earnings and credit, 
causing serious impairment and possible collapse of financial 
— and others holding substantial amounts of railroad 

onds.” 

J. L. Keeshin, president of the Keeshin Freight Lines, com- 
menting on the decision, said that, in the absence of a copy 
of the court’s order, he was not in a position to comment fully 
on the effect of the decision. 

“We have operated for over two years under the certificates 
issued by the Illinois Commerce Commission, and it is only 
within the last three months that the present action brought 
by the Illinois Central, Chicago and Northwestern Railroad, 
Chicago, Milwaukee, St. Paul & Pacific Railroad, and the Rail- 
way Express Agency, was brought to a hearing, nor do I feel 
that the citizens of Illinois desire to perpetuate a railroad 
monopoly,” said he. He said the case would undoubtedly be 
taken to the higher courts for review in view of the fact that 
one question at issue involved the constitutional power of the 
Illinois Commerce Commission to grant certificates of public 
convenience and necessity to motor carriers in intrastate com- 
merce over the highways of Illinois. 





FRUIT AND FLAVORING EXTRACT 

The Commission, by division 5, has reopened Ex Parte MC 
20, motor carrier rates in New York, New Jersey, Pennsylvania, 
and Delaware; Ex Parte MC 21, motor carrier rates in central 
territory; and Ex Parte MC 22, motor carrier rates in New 
England for further hearing and for disposition with I. and S. 
No. 4565, syrup in official territory, and I. and S. No. 4566, 
syrup in official territory, so far only as they concern the law- 
fulness of the rating and rates applicable to the transportation 
of syrup, flavoring and fruit, in less than truckload quantities. 
The consolidated proceedings have been assigned for hearing 
January 30 at the Morrison Hotel, Chicago, Ill., before Examiner 
G. H. Mattingly. 

Official territory railroads asked that the entire Commis- 
sion review the record in I. and S. Nos. 4565 and 4566, fruit 
or flavoring syrups within official territory, in which division 2 
suspended column 52 less carload ratings on flavoring or fruit 
syrup within official territory. They assert that the tariffs 
were suspended on request of the Central States Motor Freight 
Bureau complaining only against the less carload ratings with- 
in Central Freight Association territory. They ask this con- 
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sideration by the entire Commission to the end that the 
suspension may be immediately lifted and that the rail rate 
structure be not longer frozen on a rate level which deprives 
them of participation on a reasonable and nondiscriminatory 
basis for this competitive traffic. 

The rail lines said the rates under suspension proposed 
the establishment of column 52 on less than carload movements 
within official territory, including interterritorial movements 
between trunk line, New England, and Central Freight Asso- 
ciation territories. They said column 52 rail rates were pro- 
posed for general application and that therefore no issue of 
discrimination could arise. They said that the basis of suspen- 
sion must have been a belief on the part of division 2 that 
the carriers were instituting a rate war. A full understanding 
of the facts, they said, would immediately disclose that the 
carriers’ proposed revision might not be treated as a rate war 
as an analysis showed it to be an attempt to recover a reason- 
able portion of competitive business which the carriers, under 
the present rates, were deprived from participating in, and to 
be in the public interest. 


CALIFORNIA MOTOR RATES 


The California Railroad Commission, according to an an- 
nouncement by it, has established a new, lower state-wide 
schedule of rates for the transportation of property by highway 
carriers and has ordered railroads to make extensive adjust- 
ments in their charges. The decision, according to the announce- 
ment, results in many reductions in freight rates and super- 
sedes fourteen previously rendered transportation decisions. 

“It establishes a scale of minimum rates, state-wide in 
application to be observed by all truck operators transporting 
property for compensation opr hire over the public highways,” 
said Warren K. Brown, director of the California commission’s 
transportation department. 

“Its principal purpose,’ according to Mr. Brown, “are to 
stop destructive rate cutting practices existent heretofore; to 
stabilize the rate structures of for-hire carriers upon a reason- 
able, non-discriminatory and compensatory level; to make avail- 
able to shippers a known basis of minimum rates; to equalize 
competitive conditions between the several forms of for-hire 
transport and to preserve to the public the full benefit and the 
use of the public highways consistent with the needs of com- 
merce. Unmanufactured agricultural commodities, and certain 
commodities of minor importance found to require individual 
investigation, are exempt from the application of the order.” 

In accordance with the practice of the California commis- 
sion its order is dated to go into effect February 15, but the 
new rates do not become operative until May 16, the interven- 
ing period is to be used by the railroads and other common 
carriers to revise and republish their tariffs to conform with the 
prescribed basis. 

According to the California commission’s announcement, 
the scales prescribed are the same as those proposed by ex- 
aminers who held the hearings. But a number of rules and 
regulations recommended by the examiners, according to the 
announcement, have been altered in consideration of some of 
the exceptions filed by interested parties. According to a 
declaration by the California commission, the rates ordered by 
it are as low as could be fixed and yet enable efficient carriers 
to have compensatory rates. 

Prescription of the scales, it is indicated by the California 
announcement, was with a view to establishment of the motor 
industry on a better foundation. California, according to the 
decision, is suffering from an overabundance of transportation. 
In addition to the many thousands of proprietary operators 
(operated by an industry or business) and common carriers, 
says the report, more than 8,000 radial highway common, high- 
way contract and city carriers hold permits to perform for-hire 
transportation. At least 30,000 vehicular units are operated 
under such permits, according to the decision, equipment being 
seldom used to capacity, load factors of 50 per cent or less 
being the rule. Relatively few carriers, according to the report, 
operate at a profit and approximately 500 discontinue opera- 
tions each month. But, according to the report, the place of 
those who drop out are taken by others who have found it 
easy to obtain permits and buy vehicles. The result of this 
situation, according to the report, is that few of the carriers 
are able to make full and economic use of their equipment, 
and hente experience abnormally high unit costs. Additional 
legislation, according to the report, is needed to cure that 
situation. 

The prescribed rate structure is in the form of milage 
scales for distances up to 1,200 miles, with 5 numbered classes 
and an equal number of lettered classes. The scale is further 
described as follows: 


For the first four classes, rates are provided under five different 
weight brackets. Rates for the last six classes are designed to be ap- 
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plied only in connection with carload ratings and carload minimum 
weights. These scales will give due and reasonable consideration to 
cost of performing the service, the value of the service, the value of the 
commodities and the various other elements necessary to be consid- 
ered in rate making. Appropriate commodity rates, exceptions to clas- 
sification ratings and rules and regulations have been established where 
shown to be justified. 

The volume of the established less-truckload rates is in general 
lower than that of the rates heretofore established for transportation 
either in northern or southern California and which are superseded by 
the schedules here established. As this marks the initial establishment 
of rates for truckload transportation of general merchandise a com- 
parison with existing rates is not possible except that these rates com- 
pare favorably with rates heretofore established for transportation of 
specific commodities. 





TEMPORARY MOTOR OPERATION 


The Commission, by division 5, in MC F-748, Pacific 
Freight Lines, lease, Universal Interstate Freight, Inc., has 
authorized for a period not exceeding 180 days from January 18, 
lease of operating rights and property of Universal Interstate 
Freight, Inc., by Pacific Freight Lines, at a rental of $200 a 
month plus depreciation allowance. 

NEW ENGLAND MOTOR RATES 

The Commission, by division 5, has reopened MC 22, motor 
carrier rates in New England, for further hearing at the Hotel 
Manger, Boston, Mass., February 1, before Examiner Paul 
Coyle, with respect to matters presented in the following 
petition: 

Petition of William Boardman and Sons Co., filed Oct. 14, 1938; pe- 
tition of C. D. Stephenson, doing business as Stephenson Motor Trans- 
fer, filed October 24; petition of Augustine Campo and Romano Campo, 
doing business as Campo’s Express, filed October 28; supplementary 
petition of New England Motor Rate Conference, filed October 28 (De- 
partment store merchandise from New York, N. Y., to Hartford, Conn.); 
petition of New England Motor Rate Conference, filed November 10 
(Chain variety store commodities); petition No. 18 of Eastern Motor 
Freight Conference, Inc., filed November 19; and petition of A. J. 


Laurie, doing business as A. J. Laurie Trucking Co., and others, filed 
December 12. 


MOTOR ACT PROSECUTIONS 


According to Secretary Bartel, the Commission has been 
advised that Jean Dake Perry, doing business as Perry Truck 
Lines, has paid fines aggregating $500, in the federal court 
at Denver, Colo., on a plea of guilty to an information charg- 
ing violations of the motor carrier act. The information charged 
that Perry operated as a common carrier without requisite 
operating authority; that he charged, in one instance, more 
than his applicable tariff rate, and that he granted concessions 
on certain shipments. The shipments moved interstate between 
Colorado and New Mexico. 

The Commission, according to a statement by Secretary 
Bartel, has been advised that a fine of $100, together with 
costs, was imposed on P. B. Wall in the federal court for the 
western district of Louisiana, on a plea of guilty to an infor- 
mation containing five counts charging transportation as a com- 
mon carrier by motor vehicle of property from a point near 
Carthage, Tex., to a point near Jennings, La., without a certifi- 
cate. The court deferred sentence on four counts for one year. 
At the same time the court enjoined the defendant from operat- 
ing without compliance with the law and regulations there- 
under. 

The Commission has been advised, according to a statement 
by Secretary Bartel, that fines aggregating $1,250 have been 
imposed on John Wilhelm, doing business as John Wilhelm 
Trucking Co., of Milwaukee, Wis., in the federal court at Mil- 
waukee, Wis., on a plea of guilty to 23 counts of an information 
charging him with offering, granting, and giving rebates with 
respect to the transportation of property, as a common carrier, 
in interstate commerce. A fine of $100 a count was imposed 
on each of the first two counts and $50 a count on each of the 
remaining 21 counts. The fine on the first two counts was paid. 
Payment of the balance of the fine, the statement said, was 
suspended for a probationary period of two years, conditions on 
defendant’s compliance with the motor carrier act. Wilhelm, 
engaged in the transportation of property between Rhinelander 
and Milwaukee, Wis., and Chicago, Ill., and intermediate points, 
granted rebates, it was charged, to traffic managers of two 
shippers in Milwaukee, in accordance with an understanding 
that he would pay to those managers an amount equal to 10 
per cent of the compensation received by him for the transporta- 


tion of property for the respective employers of such traffic 
managers. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 
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MC F-649, Carl Mueller, purchase, Frank Babbitt; MC 
F-635, Railway Express Agency, Inc., purchase, Southeastern 
Express Co.; MC F-641, Kirk Transportation Co., purchase, 
Guardian Transit Corporation; MC F-642, George F. Alger, 
control, Kirk Transportation Co.; MC F-644, Milwaukee Truck 
Service, Inc., purchase, C. H. Gerling; MC 75840, Harry Lund 
Malone, common carrier application; MC 89203, Twin City 
Newspaper Service, common carrier application. 

EXCEPTIONS TO MOTOR REPORTS 

MC 3356, Charles Allen and Ralph Allen, contract carrier 
application. Time for filing exceptions to recommended order 
extended to February 28. 


N. Y. SHIPPERS’ CONFERENCE 
The Traffic World New York Bureau 


Announcement was made by the Shippers’ Conference of 
Greater New York at its meeting January 11 that it had 
formally filed a petition with the Maritime Commission for 
intervention in the proceedings relative to the case of the 
American-Hawaiian Steamship Company vs. the Shepard 
Steamship Company. 

It was stated by R. A. Cooke, traffic manager of the Pub- 
lishers’ Association of New York and chairman of the Con- 
ference, that the executive committee, after considering the 
question of petitioning the commission to broaden the scope of 
the inquiry into practices and operation in the intercoastal 
trade, was not disposed to recommend that any step be taken 
just now on this particular issue. Thereupon, the Conference 
unanimously adopted a resolution confirming this stand but 
agreed to withhold action on the issue “at this time.” 

Next came before the Conference the question as to what 
attitude the Conference should follow when the case came up 
for hearing. It was decided to leave the question to the 
special committee to study the situation and report to the next 
meeting. 

In view of this motion to have the Conference declare 
itself at once as in favor of differentai] rates and as opposed 
to the jumping of rates to make them uniform, was withdrawn. 

In the original report of the special committee it had been 
suggested that, if the Conference was of the opinion that the 
Shepard Line case was not a proper proceeding to develop all 
the facts so that the interest of the shippers could be properly 
protected, then the Conference ought to ask the commission to 
broaden the scope of the Shepard Line complaint so as to in- 
clude the rates, rules, regulations and practices of all the inter- 
national lines, including the “B” lines, or to issue an order 
entering a general investigation of the intercoastal trade outside 
the Shepard Line complaint. 


It was pointed out by members of the Conference that, 
under the present proceeding, many shippers considered the 
case to be primarily a fight between the “A” lines and the 
Shepard Line, while, as a practical matter, it was of importance 
to shippers in the international trade, regardless of the type 
of service they used. It was the feeling, it was said, among a 
considerable body of shippers that the “A” lines tariff should 
not be used as a basis for a minimum rate order and neither 
should the Shepard Line tariff or the Calmar tariff. 


A recommendation that the Conference study a recent de- 
cision on proportional motor carrier rates with the possibility 
of action being taken, was made by W. L. Thornton, Jr., traffic 
manager of the Port of New York Authority. The Commission, 
he reported, had by a two to one decision, found unlawful 
certain proportional rates published by motor carriers from 
Chicago and certain other points in Indiana. These rates were 
applicable, he said, only on traffic received at the originating 
stations as a part of a truckload or carload consignment and 
were lower than the corresponding local rates. The rates con- 
demned by the report, while not restricted to the tariffs, were 
used almost exclusively by forwarders, and, in view of the 
legal status of the forwarder, the report said, it could not 
lawfully continue to file tariffs with the commission publishing 
joint ratesa in connection with motor carriers, though the pro- 
portional rates were calculated to return to the truck lines 
approximately the same revenue that they had previously 
received in the form of division of joint rates under the for- 
warder tariffs. 

It was announced that the Conference, as well as the Mer- 
chants’ Association and the Port of New York Authority, has 
asked the Commission for a hearing regarding the proposal of 
the New England Motor Carriers’ Conference seeking permis- 
sion to make a surcharge of ten cents on each bill of lading on 
all shipments to and frem New York City. This petition was 
grounded on the increased wage scales obtained by the union 
drivers last Fall. 


A nominating committee to prepare a slate of officers for 
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election to serve for the ensuing year was elected, consisting of 
W. L. Thornton, Jr., J. H. Pretzell, Thomas P. Keevins, C. M. 
Smith and Spencer Hughes. 

It was announced that briefs were to be filed by the 
Conference and most of the shippers’ organizations of the 
metropolitan area, as well as in Philadelphia, Boston, Norfolk 
and Baltimore, before February 1, the date set by the I. C. C. 
for the purpose, in Ex Parte MC-20, involving proposed in- 
creased motor truck rates in the Middle Atlantic states as 
applied for by the Middle Atlantic States Motor Carriers’ rate 


committee, and opposed by the Middle Atlantic States Ship- 
pers’ committee. 


N. Y. C. INTEREST IN NICHOLSON 


The Commission, in No. 28162, Nicholson Universal Steam- 
ship Company ownership, interest of the New York Central 
in Nicholson Universal Steamship Company, has instituted an 
investigation into the lawfulness of any pecuniary interest the 
New York Central may have in the Nicholson Company, and 
also as to whether the railroad company does or may compete 
for traffic with the steamship company, with a view to deter- 
mining what orders shall be entered to remove any unlawfulness 
that may be found to exist. 

The investigation is an outgrowth of the freight forwarding 
investigation. 

Respondents in the matter, other than the railroad company 
and Nicholson, are: Spokane Steamship Company; United States 
Freight Company; Universal Terminal Company, of Cleveland; 
Linden Securities Corporation; Merchants Dispatch, Inc.; se- 
curities Corporation of the New York Central; Universal Car- 
loading and Distributing Company; and Overlakes Freight 
Corporation. 

The immediate foundation for the inquiry is No. 26143, 
Nicholson Universal Steamship Co. et al. vs. Pennsylvania et al., 
reopened for reconsideration, reargument and rehearing last 
November. In that complaint the steamship company asked the 
Commission to require central freight, trunk line, Western Trunk 
Line and New England territory railroads to make through 
route and joint rate arrangements with it. Some westren rail- 
roads have such arrangements. The allegation was that by their 
refusal to enter into such arrangements the defendant railroads 
unduly prejudiced the complainants in violation of section 3. 
The Commission dismissed the complaint in August, 1934, in 203 
I. C. C. 637 and then affirmed its decision in February, 1935, 
in 206 I. C. C. 563. The complainant in addition to the Nichol- 
son line was the Spokane Steamship Co., a subsidiary of the 
Nicholoson. 


This proceeding is on the Commission’s own motion “to 
determine whether the New York Central Railroad Co., a com- 
mon carrier subject to the interstate commerce act, owns, 
leases, operates, controls, or has any interest whatsoever (by 
stock ownership or otherwise, either directly, indirectly, 
through any holding company, or by stockholders or directors 
in common, or in any other manner) in Nicholson Universal 
Steamship Co.; whether said railroad company does or may 
compete for traffic with said steamship company between 
points upon the route of the steamship company; and to deter- 
mine what orders shall be entered to remove any unlawfulness 
found to exist.” 


The Commission made no announcement as to reasons for 
instituting the inquiry. It is understood, however, that the 
reports of its special investigators who made inquiries resulting 
in the institution of the Freight Forwarding Investigation, 229 
I. C. C. 201, brought forward allegations of fact, especially 
concerning the relationships among forwarding corporations, 
holding companies and security companies as to warrant an 
inquiry such as has been instituted, to determine the relation- 
ship between the complaining steamship company and the New 
York Central. The latter is one of the defendants in the com- 
plaint made by the steamship company seeking the establish- 
ment of through route and joint rate arrangements, because 
the eastern railroads in particular, including the New York 
Central, refused to make such an arrangement. 


Among the respondents in this investigation, United States 
Freight Co., Linden Securities Corporation, Merchants Despatch, 
Inc., Securities Corporation (said in the forwarder report to be 
wholly owned by the New York Central), are in the list of 
corporations mentioned by the Commission as being among 
those participating in*ethe forwarder business over the New 
York Central. 


DOLLAR-MATSON AGREEMENTS 


The Maritime Commission has assigned for hearing No. 
465, in the matter of Dollar-Matson agreements (agreements 
Nos. 1253 and 1253-1), at San Francisco, January 31. 
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MINIMUM INTERCOASTAL RATES 


North Atlantic port interests have asked the Maritime Com- 
mission to institute a general investigation in respect of mini- 
mum rates on intercoastal steamship lines. The petition has 
been filed in No. 408, American-Hawaiian Steamship Co. et al. 
vs. Shepard Steamship Co. et al., by the Port Development of 
the Cities of Portland and Southportland, Me.; Boston Port 
Authority; Norfolk (Va.) Port Traffic Commission; and State 
Port Authority of Virginia. The petition was filed on their 
behalf by Walter W. McCoubrey, commerce assistant of the 
Boston Port Authority. 

The petitioners referred to a similar petition of the Shepard 
Steamship Co. filed in the same case urging the institution of a 
general investigation along lines indicated by it. The McCoubrey 
petition said it urged the general investigation not at all on 
behalf of the Shepard company but solely on behalf of the 
vital interests of the ports mentioned. 

“We are only incidentally interested in the welfare of 
Shepard,” said the port petition, “but very genuinely concerned 
that in this first instance in which the commission is called upon 
to exercise its power to fix minimum rates that such action 
shall be based upon an orderly fact-finding investigation, in 
which we and the shippers and consignees in our ports, and, 
indeed, in all intercoastal ports, may have an opportunity to 
be heard and in which the full power of the commission will, 
on its own initiative, be used to elicit evidence typical in nature 
and ample in quantity upon which to base a minimum rate- 
making policy. 

“We view with grave misgivings the possibility that ques- 
tions of policy, the decision of which may either enhance or 
seriously curtail the prosperity of our ports, may be shaped in 
a proceeding based largely, if not wholly, upon the conflicting 
partisan contentions of rival carriers.” 

The question as to what were proper rate levels in the 
intercoastal trade, said the port petition, was one which never 
had been answered. The petition said it was noteworthy that 
only the so-called “A” lines were parties complainant in No. 
408, and that the only defendant named, operating in the 
intercoastal trade, was the Shepard line notwithstanding there 
were several other so-called class “B” lines in the trade whose 
rates in many instances were lower than those maintained by 
complainants, but higher than those in effect via the Shepard 
Line. It should also be noted, said the petition, that the rates 
via the “A” lines on certain traffic were lower from some north 
Atlantic ports than the rates of the “B” lines from certain 
other ports, as well as lower from the same ports on like traffic 
originating at different points. 

The question of whether or not the same rates should apply 
from New York to San Francisco, for example, regardless of 
frequency of sailings, speed of vessels employed, etc., which 
seemed to be the goal sought by complainants in docket No. 
408, said the petition, was most important to ports and shippers 
alike, as well as to the level of such rates. The problem should 
be attacked as a whole, said the petition, not piece-meal and 
sporadically. 

Saying that it and its members were interested in matters 
of principle concerning the intercoastal rates, charges, classifi- 
cations, and tariffs, and the regulations and practices relating 
thereto, observed and enforced by water carriers engaged in 
transportation between points in states on the Atlantic coast 
and points in states on the Pacific coast, whether for local 
application between points on the routes of individual carriers, 
or for joint application with other carriers by water, the Na- 
tional Industrial Traffic League has filed a petition with the 
Maritime Commission for leave to intervene in No. 408, supra. 
This is in accordance with action taken by the League at its 
annual convention in New York, in November (see Traffic 
World, Nov. 21, p. 1113). 

The League’s petition said that it and its members were 
interested in the observance of just and reasonable rates, 
charges, classifications and regulations and practices in inter- 
coastal commerce. It further said that they were likewise 
interested in the matter of possible prescription by the com- 
mission of maximum or minimum or maximum and minimum 
rates and charges to be assessed by carriers in intercoastal 
commerce. It also said that in the protection of the interests of 
the organization and its members the League was interested 
in the issues and questions in No. 408, in which it said was 
placed in issue the legality of the local and joint rates of the 
defendants for the transportation of property in intercoastal 
commerce, hence the League’s application for leave to intervene. 

Petitions of intervention have also been filed by the Mer- 
chants Association of New York; Baltimore Association of Com- 
merce; Intercoastal Steamship Freight Association; Shippers 
Conference of Greater New York; Port of Philadelphia Ocean 
Traffic Bureau; State Port Authority of Virginia, and Norfolk 
Port Traffic Commission, 
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The Maritime Commission has assigned No. 408 for hearing 
January 30 before Examiner Robert M. Furniss in room 901, 


45 Broadway, New York, N. Y. A proposed report will be 
issued. 





CONTRACT RATES ON LUMBER 


Examiner Robert M. Furniss, of the Maritime Commis- 
sion, in a proposed report in No. 487, F. A. Smith & Co., Ltd., 
vs. Matson Navigation Co., has recommended that the com- 
mission find unduly prejudicial but not otherwise unlawful 
contract rates and minimum quantity provisions from the Pa- 
cific coast of the United States to the Hawaiian Island. Com- 
plainant is a lumber dealer at Honolulu. He assailed the rates 
in issue with relation to rates charged by other lines on lumber 
moving from the Pacific coast to the Atlantic coast and to for- 
eign ports and also said they were too high. The examiner 
said the commission should find that defendant’s contract rates 
were unduly and unreasonably preferential of and advantageous 
to lumber shipped under contracts and the shippers thereof, and 
unduly unreasonably prejudicial and disadvantageous to lumber 
moving over the defendant’s line which was not shipped under 
contract, and the shippers of such lumber in violation of sec- 
tion 16 of the shipping act, 1916. He said the commission should 
further find that the present minimum of 500,000 board feet 
was unduly preferential and prejudicial in violation of section 
16 to the extent it exceeded or might exceed 50,000 feet; and 


that the assailed rates and practices had not been shown to 
be otherwise unlawful. 


WATER CARRIER AGREEMENTS 


_ The following described action has been taken by the Mari- 
time Commission on agreements filed pursuant to the provisions 
of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


4188-9 between Florida East Coast Car Ferry Co., Seatrain Lines, 
Inc., Standard Fruit and Steamship Co., and United Fruit Co. modifies 
agreement of the Gulf and South Atlantic Havana Steamship Con- 
ference to relinquish jurisdiction over cargo moving under through 
bills of lading in continuous transit via Havana to Cuban mainland 
outports. 

6265 between American-Hawaiian Steamship Co., Luckenbach Steam- 
ship Co., Inc., and Baltimore Mail Steamship Co. (Panama Pacific 
Line), and Seatrain Lines, Inc., United Fruit Co., and New York and 
Cuba Mail Steamship Co. provides for the transportation of cargo 
under through bills of lading from United States Pacific Coast ports 
to Havana and other Cuban destinations, with transhipment at New 
York. 

6275 between Luckenbach Steamship Co., Inc., Isthmian Steamship 
Co., Pacific-Atlantic Steamship Company (Quaker Line), States Steam- 
ship Co.-California Eastern Line, Inc. (California-Eastern Line), Amer- 
ican-Hawaiian Steamship Co., McCormick Steamship Co., Pacific Coast 
Direct Line, Inc., and Calmar Steamship Corp. and Babbidge & Holt, 
Iinc., provides for the transportation of cargo under through bills of 
lading from United States Atlantic Coast ports to Astoria and Long- 
view, with transhipment at Portland, Ore. 

6285 between Babbidge & Holt, Inc., and Luckenbach Steamship 
Co., Inc., Isthmian Steamship Co., Pacific-Atlantic Steamship Co. 
(Quaker Line), States Steamship Co.-California Eastern Line, Inc. (Cali- 
fornia-Eastern Line), American-Hawaiian Steamship Co., McCormick 
Steamship Co., Weyerhaeuser Steamship Co., and Calmar Steamship 
Corp., provides for the transportation of cargo under through bills 
of lading from Astoria and Longview to United States Atlantic Coast 
ports, with transhipment at Portland, Ore. 


6583 between American President Lines, Ltd., and Coastwise Line, 
Consolidated Steamship Companies-Olympic Steamship Co., Inc. (The 
Consolidated-Olympic Line) and Hammond Shipping Co., Ltd., and 
Puget Sound Freight Lines, Puget Sound Navigation Co., Skagit 
River Navigation and Trading Co., and The Border Line Transporta- 
tion Co. provides for the transportation of cargo under through bills 
of lading from United States Atlantic Coast ports to United States 
Puget Sound ports, with transhipment at Los Angeles or San Fran- 
cisco to the Pacific Coastwise Carrier and at Seattle or Tacoma to 
the Puget Sound Carrier. 

6608 between Baltimore Mail Steamship Co. (Panama Pacific Line), 
Pacific-Atlantic Steamship Co. (Quaker Line), States Steamship Co.- 
California Eastern Line, Inc. (California-Eastern Line), Luckenbach 
Steamship Co., Inc., American-Hawaiian Steamship Co., and American 
President Lines, Ltd., and United States of America-United States 
Maritime Commission (American Hampton Roads Line) (Oriole Lines) 
(Yankee Line) provides for the transportation of cargo under through 
bills of lading from United States Pacific Coast ports to ports in Ger- 
many, France, the United Kingdom of Great Britain and Northern 


Ireland, and in the Irish Free State, with transhipment at United 
States Atlantic Coast ports. 


Agreements Cancelled 


334 between American-Hawaiian Steamship Company and Garcia 
and Diaz provided for the transportation of cargo under through bills 
of lading from United States Pacific Coast ports to Spanish ports, with 
transhipment at New York. 

334-A between American-Hawaiian Steamship Co. and Fabre Line 
provided for the transportation of cargo under through bills of lading 
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from United States Pacific Coast ports to Mediterranean ports, with 
transhipment at New York. 

334-C between American-Hawaiian Steamship Co. and Cosulich Line 
provided for the transportation of cargo under through bills of lading 
from United States Pacific Coast ports to Malta and Adriatic ports, 
with transhipment at New York. 

334-D, as amended, between American-Hawaiian Steamship Co. 
and Elder Dempster Lines, Ltd., provided for the transportation of 
cargo under through bills of lading from United States Pacific Coast 
ports to ports on the West Coast of Africa, with transhipment at New 
York. 

1225 between Luckenbach Steamship Co., Inc., and United States 
of America-United States Maritime Commission (Yankee Line), which 
has been superseded by 6608. 

1350 between American-Hawaiian Steamship Co. and United States 
of America-United States Maritime Commission (Yankee Line), which 
has been superseded by 6608. 

2018 between Luckenbach Steamship Co., Inc., and United States 
of America-United States Maritime Commission (American Hampton 
Roads Line), which has been superseded by 6608. 

3000 between Sudden & Christenson and Dollar Steamship Lines, 
Inc., Ltd., provided for the transportation of cargo under through 
bills of lading between United States Pacific Coast ports and United 
States Atlantic Coast ports, with transhipment at San Francisco. 

3534 between Pacific-Atlantic Steamship Co. (Quaker Line) and Sudden 
& Christenson provided for the transportation of cargo undér through 
bills of lading between United States Atlantic Coast ports and United 
States Pacific Coast ports, with transhipment at San Francisco. 

3541 between States Steamship Co. (California-Eastern Line) and 
Sudden & Christenson provided for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports 
and United States Pacific Coast ports, with transhipment at San Fran- 
cisco. 

3625 between American-Hawaiian Steamship Co. and United States 
of America-United States Maritime Commission (American Hampton 
Roads Line), which has been superseded by 6608. 

3673 between Luckenback Steamship Co., Inc., and Dollar Steam- 
ship Lines, Inc., Ltd., provided for the transportation of cargo under 
through bills of lading from specified United States Pacific Coast ports 
to ports in China, Japan, and the Philippine Islands, with transhipment 
at Los Angeles Harbor or San Francisco. 

3674 between Dollar Steamship Lines, Inc., Ltd., and Luckenbach 
Steamship Co., Inc., provided for the transportation of cargo under 
through bills of lading from ports in South China and the Philippine 
Islands to specified United States Pacific Coast ports, with tranship- 
ment at Los Angeles Harbor or San Francisco. 

3677 between Dollar Steamship Lines, Inc., Ltd., and Luckenbach 
Gulf Steamship Co., Inc., provided for the transportation of cargo 
under through bills of lading from ports in South China and the 
Philippine Islands to specified United States Pacific Coast ports, with 
transhipment at Los Angeles Harbor or San Francisco. 

3678 between Luckenbach Gulf Steamship Company, Inc., and Dol- 
lar Steamship Lines, Inc., Ltd., provided for the transportation of cargo 
under through bills of lading from specified United States Pacific Coast 
ports to ports in China, Japan, and the Philippine Islands, with tran- 
shipment at Los Angeles Harbor or San Francisco. 

4888 between Pacific Coast Direct Line, Inc., and Sudden & Chris- 
tenson provided for the transportation of cargo under through bills of 
lading from United States Atlantic Coast ports to Aberdeen and Ho- 
quiam, with transhipment at San Francisco. 

5007 between A. F. Klaveness & Co. A/S (Klaveness Line) and 
Luckenbach Gulf Steamship Company, Inc., provided for the transpor- 
tation of cargo under through bills of lading between Hong Kong and 
ports in Sumatra, the Federated Malay States, the Straits Settlements, 
the Dutch East Indies, and the Philippine Islands, and specified United 
States Pacific Coast ports, with transhipment at Los Angeles Harbor or 
San Francisco. 


5016 between American-Hawaiian Steamship Company and Dollar 
Steamship Lines, Inc., Ltd., provided for the transportation of cargo 
under through bills of lading from specified United States Atlantic 
Coast ports to Guam, Marianne Islands, with transhipment at San Fran- 
cisco. 


5022 between States Steamship Company and Luckenbach Gulf 
Steamship Company, Inc., provided for the transportation of cargo 
under through bills of lading between ports in India, the Dutch East 
Indies, the Straits Settlements, the Federated Malay States, the Philip- 
pine Islands, Siam, French Indo-China, and Japan, and specified United 
States Pacific Coast ports, with transhipment at Los Angeles Harbor 
or San Francisco. 


5052 between Luckenbach Steamship Company, Inc., and Silver 
Line, Limited, provided for the transportation of cargo under through 
bills of lading from specified United States Pacific Coast ports to ports 
in China (Hong Kong and Shanghai), the Philippine Islands, the 
Straits Settlements, Ceylon, and British India, with transhipment at 
Los Angeles Harbor or San Francisco. 

5056 between American-Hawaiian Steamship Company and New 
York and Cuba Mail Steamship Company, which has been superseded 
by 6265. 

5062 between American-Hawaiian Steamship Company and Seatrain 
Lines, Inc., which has been superseded by 6265. 

5083 between American-Hawaiian Steamship Company and United 
Fruit Company, which has been superseded by 6265. 

5210 between American-Hawaiian Steamship Company and United 
Fruit Company, which has been superseded by 6265. 

5252 between American-Hawaiian Steamship Company and New 
York and Cuba Mail Steamship Company, which has been superseded 
by 6265. 

5465 between Luckenbach Steamship Company, 


Inc., 
Fruit Company, which has been superseded by 6265, 


and United 
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5492 between Luckenbach Steamship Company, Inc., and New York 
and Cuba Mail Steamship Company, which has been superseded by 6265. 

5504 between Luckenbach Steamship Company, Inc., and United 
States of America—United States Maritime Commission (Oriole Lines), 
which has been superseded by 6608. 

5513 between American-Hawaiian Steamship Company and Seatrain 
Lines, Inc., which has been superseded by 6265. 

5544 between American-Hawaiian Steamship Company and New 
York and Cuba Mail Steamship Company, which has been superseded 
by 6265. 

5649 between Luckenbach Steamship Company, Inc., and Dollar 
Steamship Lines, Inc., Ltd., provided for the transportation of cargo 
under through bills of lading from specified United States Atlantic 


Coast ports to Guam, Marianne Islands, with transhipment at San 
Francisco. 

5650 between Luckenbach Gulf Steamship Company, Inc., and Dol- 
lar Steamship Lines, Inc., Ltd., provided for the transportation of cargo 
under through bills of lading from specified United States Gulf ports 
to Guam, Marianne Islands, with transhipment at San Francisco. 

5849 between American-Hawaiian Steamship Company and United 
States of America—United States Maritime Commission (Oriole Lines), 
which has been superseded by 6608. 

5866 between Dollar Steamship Lines, Inc., Ltd., and United States 
of America—United States Maritime Commission (Oriole Lines), which 
has been superseded by 6608. 

6128, as amended, between Luckenbach Steamship Company, Inc., 
Isthmian Steamship Company, Pacific-Atlantic Steamship Company 
(Quaker Line), States Steamship Company (California-Eastern Line), 
American-Hawaiian Steamship Company, McCormick Steamship Com- 
pany, and Calmar Steamship Corporation and Babbidge & Holt, Inc., 
which has been superseded by 6275. 

6129, as amended, between Babbidge & Holt, Inc., and Luckenbach 
Steamship Company, Inc., Isthmian Steamship Company, Pacific-At- 
lantic Steamship Company (Quaker Line), States Steamship Company 
(California-Eastern Line), American-Hawaiian Steamship Company, Mc- 
Cormick Steamship Company, and Calmar Steamship Corporation, which 
has been superseded by 6285. 

6254 between Silver Line, Limited, and Luckenbach Steamship Com- 
pany, Inc., provided for the transportation of cargo under through bills 
of lading from Hong Kong and ports in China (Shanghai), the Philip- 
pine Islands, the Straits Settlements, Ceylon, and British India to speci- 
fied United States Pacific Coast ports, with transhipment at Los Angeles 
Harbor, San Francisco, or Portland. 


VIEWS ON MERCHANT MARINE 


Steamship conferences are beneficial not only to steamship 
lines but also to shippers and consignees, according to M. L. 
Wilcox, director of operations and traffic of the Maritime Com- 
mission. Speaking at the annual dinner of the New York 
Freight Forwarders and Brokers Association, Inc., January 10, 
Mr. Wilcox said that, properly regulated, the conferences cre- 
ated a stabilization which was a sound basis for foreign trade. 

“We are informed,” said he, “that a movement is under 
way among the freight forwarders and brokers to form an 
organization which would somewhat parallel a conference ar- 
rangement between steamer lines. If we understand your plan 
correctly, your idea is to get together a strong organization of 
responsible forwarders and brokers and to eliminate the 
‘chiselers.’ A sound organization of this kind would be com- 
mendable and would certainly be of benefit to you and we 
can see where it would be beneficial to the steamer lines. 

“We are making serious efforts to get out of government 
operation. We have succeeded in the case of the cargo line 
which was formerly maintained to the East Coast of South 
America. This is now in private hands. Within the next week 
or so the present government owned and operated lines in the 
trans-Atlantic service will be advertised for sale or charter in 
whole or in part. We solicit bids from reputable owners and 
operators and sincerely hope that some bids or proposals will 
be forthcoming which will enable us to turn these lines over to 
private hands. 

“To repeat once more, the policy and purpose of the law 
and of the commission is that there shall be a privately owned 
and operated American merchant marine to take care of a sub- 
stantial portion of our foreign trade. If we cannot develop a 
merchant marine under this program we are not going to be 
stymied. The commission is determined that there shall be an 
American merchant marine regardless of who owns it or who 
operates it and that this American merchant marine, manned 
by American officers and men, will carry a substantial portion 
of our United States foreign trade. 

“But to do that we need the active assistance and support 
of every citizen, and particularly of such groups as this. To 
support a privately operated merchant fleet, it is necessary to 
carry increasingly larger cargoes and more and more pas- 
sengers. 

“There has been, it seems to us, too great an inclination 
to favor foreign flag ships and too little thought given to build- 
ing up American tonnage in a sound, business-like way, with 
the support of your patronage. 

“With the new fleet coming along, better service, more 
efficient and faster operation will be possible. American ships 
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will give you your money’s worth and make it possible to make 
that money work in the United States for Americans.” 


Haag Address 


“This country’s great natural advantages, if properly de- 
veloped, could help us to become the greatest maritime power 
in the world,” Alfred H. Haag, director, division of research 
of the Maritime Commission, told the Great Lakes River and 
Harbor Development Conference at Chicago January 11. 

“Every now and then some self-appointed critic of our 
national maritime policy gains the spotlight by declaring that 
the United States should not aspire to become a great maritime 
nation. The argument usually advanced by these defeatists is 
that our people are not naturally ‘sea minded’; that our 
standard of living is so high that instead of spending money 
on our merchant shipping we should turn over to foreigners 
the hundreds of millions of dollars paid annually for the trans- 
portation of our foreign and domestic trade. The foreigners, 
we are told, could carry it cheaper than our own people, since 
their ships cost less to build, less to operate, are not burdened 
with the same rigid safety requirements, and have more choice 
as to routes served and frequency of sailings. 

‘The question to decide is not whether we are ‘sea minded,’ 
but whether we are so ‘simple minded’ as to heed such unsound 
arguments. Counting the territory bordering the Great Lakes, 
twenty-eight states of the Union are accessible to ocean-going 
ships. A number of others are so situated that they are able 
to send freight to the seaboard by river steamers and barges. 
One state alone—the state of Texas—is larger than England, 
France, Germany, Italy, or Japan—our principal maritime com- 
petitors. 

“Our ocean and Great Lakes shorelines have a combined 
length of about 15,000 miles, along which are found some of 
the finest harbors in the world. We have 226 seaports and 
114 ports on the Great Lakes. Our foreign trade moves through 
182 ports, 106 of which are listed as regular ports of entry, 
while innumerable other cities and towns participate in local 
and coastwise movements of waterborne commerce. Inland 
waterway traffic is handled on canal and river systems upon 
which state and federal agencies have expended hundreds of 
millions of dollars. An interesting survey made several years 
ago showed that expenditures by federal, state, municipal and 
private interests for the development of the country’s marine 
resources amounted to $7,500,000,000. 

“Today the Maritime Commission is engaged in the greatest 
peacetime ship-building program ever undertaken since the birth 
of the republic. As announced last week by Chairman Land, 
a total of about $130,000,000 in ship construction contracts was 
let during the calendar year 1938. 

“In addition the S. S. America, largest merchant ship ever 
laid down in the United States, is being built under a contract 
signed in the fall of 1937. 

“All in all, contracts have been let for a total of fifty-two 
ocean-going ships, at an average of nearly one ship a week for 
the year 1938. 

“The commission’s long-range replacement program envis- 
ages the building of fifty ships a year for the next ten years. 
We have the assurance of Chairman Land that the United 
States shall eventually boast ‘The most modern and efficient 
merchant marine that naval science can produce’—a merchant 
marine, which in President Roosevelt’s own words. ‘will be in 
keeping with our national pride and national needs.’”’ 





PANAMA CANAL TRAFFIC 


In December, 509 ocean-going vessels transited the Panama 
Canal and the tolls thereon amounted to $2,031,017.04, accord- 
ing to a report made by the Governor of the Canal to the Secre- 
tary of War. In December last year the transits were 439 and 
the tolls $1,845,048.20, while in November this year the transits 
were 505 and the tolls, $1,984,014.72. 

For the 12 months ended with December the transits were 
5,626 and the tolls $22,608,555.25, as compared with 5,542 


transits and tolls of $23,950,072.95 in the corresponding period 
of 1937. 


SHIP SUBSIDY PROPOSALS 


The American Merchant Marine Institute, Inc., representing 
shipowners who have applied to the Maritime Commission for 
subsidies, has filed a brief with the commission seeking revi- 
sion of policies with respect to the granting of subsidies. The 
institute contends that the annual depreciation charges on the 
excess cost of ships built in American yards pursuant to ocean 
mail contract should be included as an item of expense for 
which an appropriate operating differential subsidy should be 
allowed. Consideration also is asked of administrative office 
and other shore overhead expenses which are higher in the 
United States than abroad in computing the differential sub- 
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sidies. A third point made is with respect to the power of the 
commission to grant countervailing subsidies in trades where 
foreign ships operate under subsidies by their governments. 
It is contended the commission has the power to grant such 
subsidies, and that Congress intended that it should grant them. 


TRANS-ATLANTIC FREIGHT SERVICES 


Chairman Land, of the Maritime Commission, in a letter 
to Chairman Bland, of the House committee on merchant 
marine and fisheries, has revealed plans of the commission to 
seek offers from private capital for the government services 
from Hampton Roads to United Kingdom and Continental 
Europe ports. It was pointed out that there was no intention 
to impair the services and that through allocation of the new 
C-2 ships to these services there would not be as many ships 
required as now. There was no intention, it was stated, to 
interfere with the free flow of traffic from the ports of Phila- 
delphia, Baltimore, and Hampton Roads. 





GRACE SUBSIDY APPLICATION 

The Maritime Commission has set for hearing, January 
19, an application of the Grace Line, Inc., for an operating 
differential subsidy contract covering services on the route be- 
tween New York, N. Y., and Curacao and Aruba, N. W. I., La 
Guaira and Puerto Cabello, Venezuela, Puerto Colombia, Puerto 
Cartagena, Colombia, Cristobal, C. Z., Kingston, Jamaica, and 
Cap Haitien. The United Fruit Co. has protested the award of 
such a contract to the Grace Line on the ground that it is 
providing adequate service with its vessels under U. S. registry 
and that the award of a subsidy would give the recipient an 


— advantage and be unduly prejudicial to the United Fruit 
0. 


SUEZ CANAL TRAFFIC . 

Traffic through the Suez Canal in October, 1938, totaled 
540 vessels representing 3,033,000 net tons, and reached the 
highest aggregate total for any previous month for the year, 
according to a report to the Department of Commerce by the 
office of the American Commercial Attache at Paris. 

Statistics revealed that traffic was higher in October than 
for any single month since 1870, with the exception of October, 
1935, when the tonnage figure was 3,216,000 and October, 1937, 
when 3,139,000 tons were transported through the Canal. 

Compared with October, 1937, the most outstanding decline 
in October occurred under the heading of “warships and trans- 
ports,” although some declines were noted in the passage of 
“mail boats” and other passenger and cargo vessels. On the 
other hand, there was an appreciable increase in the passage 
of vessels in ballast. 

Local observers held it highly probable that the upward 
trend will be maintained for some time, and it was believed that 
the total traffic for the year 1938 would be the most satisfac- 
tory in the history of the company, according to the report. 


SHIP CONSTRUCTION 


The Maritime Commission has invited bids for construction 
of a steel, twin screw, Diesel propelled cargo ship, to be built 
under the construction differential subsidy (Title V) provisions 
of the merchant marine act of 1936, for the account of the Erie 
and St. Lawrence Corporation of New York City. 

The vessel will be 290 feet overall, 42 feet wide and 18 
feet deep, will be equipped with Diesel propulsion of 900 horse 
power and will be of 4,096 tons displacement and 3,256 tons 
deadweight. 

Bids will be opened at the offices of the commission, 12 
o’clock noon, eastern standard time, January 24. 


PUERTO RICAN RATES 

The Maritime Commission has assigned No. 500, Puerto 
Rican rates, for oral argument, January 18, in room 2062 
Department of Commerce building. Argument will be heard 
on respondents’ motion to quash subpoenas issued in the pro- 
ceeding, on respondents’ motion that the commission proceed 
to a determination of the issues on the record as made, and on 
the merits of the case. Briefs will not be filed. 


FOREIGN TRADE ZONE DATA 

Eastern trunk lines and Gulf railoads, says the Foreign 
Trade Zones Board, have ruled that merchandise in foreign 
trade zones has not yet entered the United States and, there- 
fore, regardless of the period of storage or manipulation within 
the zone, is eligible to receive any import rate in force to 
interior points from New York or Mobile, ports at which zones 
are in operation. 

In the third quarter this year, according to data received 
by the board, the New York foreign trade zone on Staten Island 
handled 345 lots of merchandise weighing more than 9,500 tons, 
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and valued at more than $1,866,000. For the nine months of 
1958, 575 lots were handled, weighing 20,000 tons and valued 
at $3,435,000. On merchandise entering the country from the 
zcne custom duties of $204,000 were collected in the nine-month 
period. 

Imported merchandise intended for storage in the New 
York zone requires the submission of a written application to 
the Customs on form 7500-A, which may be obtained at the 
offices of the zone operators, according to the board. 





U. S. INTERCOASTAL TRADE 
In the United States intercoastal trade in November there 
were fifty-one ships with 171,395 tons of cargo, which transited 
the Panama Canal from the Atlantic to the Pacific, while in 
the reverse direction there were fifty-one ships with 386,396 
tons of cargo, according to the Panama Canal Record. 





KNIGHTHOOD FOR SEA CAPTAIN 


The king of Norway has conferred knighthood of the first 
class of the Royal Order of Saint Olav on Captain Clifton 
Smith of the S. S. Schodack of the Maritime Commission’s fleet 
on account of the rescue December 23 of 20 persons aboard 
the Norwegian steamer Smaragd, as well as two dogs and the 
ship’s cat, according to announcement by the Maritime Com- 
mission. Information as to the conferring of the honor came 
to the Maritime Commission from the Norwegian embassy 
through the State Department. Chairman Land, of the com- 
mission, in notifying Captain Smith of the honor, expressed 
the appreciation of the commission for the conduct of the captain 
and the crew of the Schodack. 


M. C. HEARINGS 


The Maritime Commission has assigned for hearing No. 498, 
Sharp Paper & Specialty Co., Inc., vs. Dollar Steamship Lines, 
Inc., Ltd., et al.; Nos. 501, S. H. Kress & Co. vs. Nederlandsch 
Amerikaansche Stoomvaart Maatschappij ‘“Holland-Amerika 
Lijn” and Pacific-Atlantic Steamship Co. “Quaker Line”; and 
No. 506, Intercoastal Time Charter Rate of Mallory Transport 
Lines, Inc., before Examiner C. W. Robinson, in room 304, 
45 Broadway, New York, N. Y., on the following dates: Nos. 
498 and 501, January 23; and No. 506, January 24. A proposed 
report will be issued in each case. 


M. C. SHIP BID 


The Maritime Commission has announced receipt of a bid 
from Moore & McCormack Lines, Inc., of New York City for 
the bareboat charter of the motor-ship West Cusseta, at $2,500 
monthly. The bidder requested permission to use the ship in 
either the American Scantic Line services between north At- 
lantic ports and Baltic-Scandinavian ports or the American 
Republic Line service between U. S. Atlantic ports and ports 
on the east coast of South America. However, if this proposal 
did not meet the approval of the commission the bidder would 
then assign the ship to the American Scantic Line service ex- 
clusively on a sailing schedule to be agreed on with the com- 
mission. 

The commission also announced that no bids were received 
for either the purchase or charter of the four Munson Line 
ships, the S. S. American Legion, S. S. Pan America, S. S. 
Southern Cross, and S. S. Western World. 





TRAFFICMEN’S ASSOCIATION OF AMERICA 


A communication from Lewis E. Purnell, secretary, on a 
letterhead of the ‘““Trafficmen’s Association of America,” says 
that the first annual dinner of the Trafficmen’s Association of 
America will be held at the Auditorium Hotel at 6:30 p. m., 
Tuesday, January 31. Matters of great interest to the industry 
will be interspersed with good entertainment. The association 
has extended an invitation to attend to the traffic managers, 
and their assistants, of the various industries of the city. Res- 
ervations are being taken through the association’s office at 
737, 111 W. Washington Street and the Auditorium Hotel.” The 
Traffic World knows nothing about this organization. 


NIAGARA TRAFFIC LEAGUE ELECTION 


The Niagara Frontier Industrial Traffic League has elected 
the following new members to its board of directors: 


Henry Adema, traffic manager, R. T. Jones Lumber Company; J. 
W. Burke, traffic manager, J. N. Adam Company; J. W. Dobmeier, 
traffic manager, Buffalo Forge Company; William B. Faulkner, traffic 
manager, Donner-Hanna Coke Corporation; E. A. Momberger, assistant 
traffic commissioner, Buffalo Chamber of Commerce; O. H. Schmitt, 
traffic manager, Cooperative G. L. F. Milis, Inc.; W. J. Sullivan, traffic 
manager, United Grape Products Sales Corporation. 
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Doings of the Traffic Clubs 











Charles W. Braden, general traffic manager, National 
Distillers Products Company, delivered an illustrated lecture, 
“The Romance of Rail Transportation,” at a meeting of the 
Metropolitan Traffic Association of New York at the Hotel 
Imperial January 12. The association will observe baseball 
night with a showing of the National League’s motion picture, 
“One Hundred Years of Baseball,” at the Hotel Imperial 
January 26. 

Executives of the Granite City Steel Company, Granite 
City, Ill., will be guests of the Traffic Club of St. Louis at a 
luncheon meeting at the Hotel Jefferson January 16. The 
affair is under the direction of the entertainment committee, 
P. A. Spiegelberg, assistant general freight agent, Wabash Rail- 
way, chairman. 








The annual dinner of the Washington, D. C., traffic club 
will be held at the Mayflower Hotel February 2. James M. 
Mead, United States senator from New York, will be the 
speaker. 


-—, 





The advanced transportation class of the Transportation 
Club of Des Moines will hold a session devoted to southwestern 
rates at the North High School January 23. 

The Traffic Club of Fort Worth observed Armour day at a 
luncheon meeting at the Blackstone Hotel January 9. A. A. 
Lund, general manager, Armour and Company, was the speaker, 
and I. S. McConnell, Fort Worth traffic manager, Armour and 
Company, was in charge of arrangements. 

Dr. Arthur S. Fleming, American University, Washington, 
D. C., was the speaker at a dinner meeting of the Women’s 
Traffic and Transportation Club of Baltimore at the Hotel 
Longfellow January 11. His subject was “Vocational Training.” 
There will be a meeting of the club’s study group at the Hotel 
Longfellow January 18. Members of the club will make an 
inspection tour of the Alco-Gravure Division of the Publica- 
tion Corporation the evening of January 27. 





A. C. Tosh, superintendent of transportation, The Reading 
Company, spoke on “Transportation” at a dinner meeting of 
the Women’s Traffic Club of Philadelphia at the Rittenhouse 
Hotel January 10. The club’s study group held a meeting 
January 12 to prepare an outline for a course of study. 





Julius P. Heil, new governor of Wisconsin, will be the 
speaker at the annual dinner of the Cleveland Traffic Club at 
the Hotel Cleveland February 9. C. F. Hood, president, Amer- 
ican Steel and Wire Company, will be toastmaster. J. B. 
Sanford, president of the club, will preside. The club’s educa- 
tional forum will devote a session at the Hotel Cleveland 
January 16 to water transportation. L. W. Patterson, D. and C. 
Navigation Company, and G. V. Hollins, United States Lines 
and Panama Pacific Lines, will lead the discussion. 





At a luncheon meeting of the Miami Valley Traffic Club 
to be held at the Hotel Van Cleve, Dayton, O., January 19, 
Fred E. Luebbe, general traffic and transportation manager, 
Kroger Grocery and Baking Company, Cincinnati, O., will 
speak on “Chain Store Operations.” 





A sound film, “The Romance of Sulphur,” furnished by the 
Texas Gulf Sulphur Company, was shown at a luncheon meet- 
ing of the Traffic and Foreign Trade Club of Galveston at the 
Jean Lafitte Hotel January 6. J. W. Daley and H. L. Durham 
were in charge of arrangements. The club will hold a dinner 
and dance February 4 at a place yet to be selected. 





Hugh S. Johnson, news commentator, former head of the 
NRA, will speak on “Current Events” at the annual dinner of 
the Traffic Club of Philadelphia at the Benjamin Franklin 
Hotel January 17. John Dickinson, general solicitor, Pennsyl- 
vania Railroad, will be toastmaster. Alan Browning, president 
of the club, will preside. 

John Brandt, president, Land O’Lakes Creameries, Inc., 
will be the speaker at the annual dinner of the Transportation 
Club of St. Paul at the Hotel Lowry January 24. Charles O. 
Ellsworth is general chairman of the committees in charge. 
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Motion pictures, ‘“‘The Harvest of the Years,” furnished by the 
East Side Ford Motor Sales Company, were shown at a luncheon 
meeting of the club at the Hotel Lowry January 10. Officers 
will be elected at the luncheon meeting January 17. 





The annual dinner of the York, Pa., Traffic Club will be 
held at the Hotel Yorktowne January 19. Langdon Post, New 
York City, will speak on “Progressivism in the United States.” 
The second speaker will be Dr. John L. Davis, humorist and 
philosopher, New York City. 

R. E. Walcher, newly elected president of The Traffic Club 
of Wichita, was born and educated at 
Wellington, Kan. He began his trans- 
portation career in 1912 with the Santa 
Fe Railway Company, where he re- 
mained until 1923, except for a period 
of six months spent in the Army. While 
with the Santa Fe he served in various 
positions in the operating, stores, ac- 
counting and traffic departments. Since 
1923 he has been assistant traffic man- 
ager of The Globe Oil and Refining 
Company. Other officers installed 
January 10 are: First vice-president, 
Fred L. Little, C. F. A., Rock Island 
Lines; second vice-president, V. H. 
Frisch, T. M., Ralston Purina Com- 
pany; secretary-treasurer, R. A. Young, 
T. M., Kansas Gas and Electric Company. Directors: C. E. 
Thomas, G. A., Midland Valley Railroad; J. P. Beeler, agent, 
Rock Island Lines; W. G. Weidman, C. F. A., Missouri Pacific 
Railway Company. 

The annual meeting of the Cincinnati Traffic Club will be 
held at the Alms Hotel January 26. Officers will be elected 
and there will be a ballot on a number of proposed changes 
in the club’s constitution. 





The annual meeting of the New Haven, Conn., Traffic Club, 
originally scheduled for January 16, has been postponed to 
January 23. 

P. A. Real, the new president of the Traffic Club of 
Topeka, was born in Topeka, Kansas. After graduation from 
public school he was employed by the 
Santa Fe at LaJunta, Colo., as seal 
clerk, was later promoted to yard 
clerk, then transferred to the me- 
chanical department, where he worked 
for some time as cost clerk, then later 
employed in various capacities in sta- 
tion service as yard clerk, cashier, 
and agent. He left the Santa Fe to 
enter mercantile business and later 
entered the service of the Rock Island 
at Topeka as claim clerk in the local 
freight office, moving through the vari- 
ous offices to rate clerk in that depart- 
ment, then transferring to the divi- 
sion office where he performed the 
duties of rate clerk and chief clerk, 
being promoted to city freight agent in 1931, which position 
he now holds. 

At the annual dinner of the Rochester, N. Y., Transportation 
Club, to be held at the Chamber of Commerce February 8, 
C. Wayland Brooks, attorney, Chicago, will speak on “America 
Wants to Know.” 





The Kanawha Valley Transportation Club will hold a meet- 
ing at the Ruffner Hotel, Charleston, W. Va., January 18. 
There will be a talk on “The Characteristics of Motor Oils” 
by Mr. Rogers of the Standard Oil Company. 





George W. Wilson, vice-president, International Correspond- 
ence Schools, Scranton, Pa., spoke on “Salesmanship” at a 
meeting of the Wyoming Valley Traffic Club at the Scranton 
Club January 11. 

Paul Shoup, president, Southern Californians, Inc., was the 
speaker at a luncheon meeting of the Los Angeles Transporta- 
tion Club at the Pacific Electric Building January 9. 

Morris B. Mitchell, chairman of the committee on labor 
and social security laws of the Minnesota State Bar Associa- 
tion, spoke on “Labor Relations Laws” at a luncheon meeting 
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of the Traffic Club of Minneapolis at the Hotel Nicollet Jan- 
uary 12. At a meeting of the club’s educational forum at the 
Hotel Nicollet January 9, R. J. Hagman, assistant general 
counsel, Great Northern Railroad, led the discussion on the 
report of the President’s railroad committee. 





At a luncheon meeting of the Traffic Club of Houston at 
the Rice Hotel January 10 John Henry Kirby spoke on 
“Reminiscences of Early Days in Lumbering and Railroading.” 





Ted V. Rodgers, president, American Trucking Associa- 
tions, Inc., will be the speaker at a dinner meeting of the 
Traffic Club of the Lehigh Valley at the Hotel Bethlehem, 
Bethlehem, Pa., January 16. There will be a program of 
entertainment. 





The Traffic Club of New York will hold a ladies’ night party 
at the International Casino February 3. W. K. Emery has been 
elected chairman of the club’s board of directors, and Robert A. 
Cooke, vice-chairman. The following are chairmen of standing 
committees: Membership, C. T. Roselle; Reception, T. H. Irwin; 
editorial, Asa S. Colton; publicity, J. M. Fitzgerald; dinner, 
H. H. Meyer; visiting, R. L. Nixon; public affairs, C. W. Braden; 
speakers, E. R. Morris; entertainment, H. Stockdale; sports, 
C. Reinitz; nominating, M. A. Clark; club quarters, R. P. Bird; 
auditing, R. J. Newberry; house, G. C. Reinhardt; finance, F. W. 
Anderson; purchasing, W. R. Dallow. 





Albion Ross, foreign editor, San Francisco Chronicle, spoke 
on “Totalitarian Power vs. Democracy: Is a Showdown Due?” 
at a meeting of the Pacific Traffic Association of San Francisco 
at the Commercial Club January 12. Clarence Martin, man- 
ager, Commercial News, spoke on “Strawmen” at a meeting of 
the club’s Tuesday traffic forum January 10. 

New officers of the Jacksonville (Fla.) Traffic Club were 
installed January 9, as follows: Claude C. Fleming, Florida 
freight agent, Mobile and Ohio, president; Frank D. Lowe, gen- 
eral agent, Bull Steamship Line, vice-president; S. Marvin Gra- 
ham, city freight and passenger agent for the Burlington Route, 
secretary-treasurer (reelection); and the following new direc- 
tors: A. H. Laney, president, Laney-Delcher Storage Company; 
F. P. Sandford, general agent, freight department, New York 
Central Lines; and Henry Samuel Williams, commercial agent, 
Seaboard Air Line Railway. The holdover directors are: C. E. 
Gorman, traveling freight agent, Norfolk and Western Rail- 
road; D. B. McNeill, traveling freight agent, Pennsylvania; and 
Frank L. Salisbury, general agent, freight department, Louis- 
ville and Nashville Railroad. 

The Traffic Club of New England will observe “industrial 
night” January 19 with a dinner at the Copley-Plaza Hotel, 
Boston. The speaker will be the Rev. Grady D. Feagan on 
“Pleasure Tours in Historic Italy.” 

The Birmingham Traffic and Transportation Club will hold 
its luncheon this month January 17 at the Thomas Jefferson 
Hotel. The speaker will be Captain E. V. (Eddie) Rickenbacker. 





CHANGES IN DOCKET 


Hearing in MC-F 751, assigned for January 9, at Washington, D. 
C., was changed to January 16, at Washington, D. C., before Examiner 
Hinely. 

Hearing in 28152, assigned for January 10, at Washington, D. C., 
was postponed to a date to be fixed. 

Hearing in I. & S. 4557, assigned for January 11, at LaCrosse, 
Wis., was cancelled. 

Hearing in 28132, assigned for January 13, at Lima, O., was can- 
celled. 

Hearing in MC 95010, assigned for January 12, at New York, N. 
Y., was postponed to February 7, at the Hotel New Yorker, New 
York,. N. Y., before Jt. Bd. 3. 

Hearing in I. & S. M-520, assigned for January 13, at Nashville, 
Tenn., was cancelled. 

Hearing in M€ C-97, assigned for January 13, at Nashville, Tenn., 
was cancelled and reassigned for February 16, at the State Comm., 
Nashville, Tenn., before Examiner Bradford. 

Hearing in MC C-99, assigned for January 14, at Nashville, Tenn., 
was cancelled and reassigned for February 16, at the State Comm., 
Nashville, Tenn., before Examiner Bradford. 





UNION PACIFIC STEEL PURCHASE 


As part of its 1939 improvement program, the Union Pacific 
Railroad announces that it will soon purchase more than 100,000 
tons of steel rails and fittings at an estimated cost of nearly 
$5,000,000. This is the largest purchase of steel to be made by 
a railroad operating west of Chicago in a good many years, says 
President Jeffers. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Mileage on Private Cars—Equalization 


New York.—-Question: We note that the Chicago, Burling- 
ton and Quincy Railroad is not listed in Rule 7, Mileage Allow- 
ance Tariff No. 7-K, Agent B. T. Jones’ I. C. C. No. 3022. 

We wonder, therefore, if said railroad can at any time 
present a bill for the payment of non-equalized excess empty 
mileage of privately owned cars and whether they can legally 
demand payment of such a bill. 

Answer: Under the provisions of Rule 7 of Agent Jones’ 
Mileage Tariff No. 7-K, I. C. C. No. 3022, the excess of aggre- 
gate empty mileage of the owner’s cars over the aggregate 
loaded mileage must be paid for by the owner either by an 
equivalent loaded mileage or at the applicable mileage rate 
named in the Consolidated Classification, plus the mileage al- 
lowance that has been paid by the railroad to the owner on 
such excess empty mileage. The provisions of Rule 7 are 
applicable only in connection with carriers shown in Note 1, 
pages 13 and 14 of this tariff. 

As to carriers which are not shown in Note 1, it is our 
understanding that the applicable mileage rates named in the 
Consolidated Classification must be paid on the entire aggre- 
gate empty mileage of the owner’s car. 


Motor Carriers—Long and Short Haul 


Maryland.—Question: A shipment moved from Baltimore, 
Md., by truck to Enid, Oklahoma, routed via Chicago, IIl., and 
Wichita, Kansas. 

The rate published in Eastern Central Motor Carrier MF 
I. C. C. 2 to Enid, Oklahoma, is $1.73, while the rate to Okla- 
homa City is $1.57. 

Trucks from Chicago to Oklahoma City move via Wichita 
through Enid. We contend that the correct rate to Enid, 
Oklahoma, is $1.57, Enid being intermediate to Oklahoma City. 

By an act of Congress 1935, the Motor Carrier Act was 
made part of the Act of 1920. The 1935 revision of the Inter- 
state Commerce Act does not restrict Section 4 to rail or 
water carriers, and reads “No common carrier shall charge or 
receive any greater compensation in the aggregate for the 
transportation of like kind of property for a shorter than a 
longer distance over the same route in the same direction, the 
shorter being included in the longer distance.” 

Your opinion is solicited. 

Answer: There is no provision in the Motor Carrier Act, 
which is Part 2 of the Interstate Commerce Act, corresponding 
to the long and short haul provision of Section 4 of Part 1 
of the Interstate Commerce Act. 

However, in Fifth Class Rates Between Boston and Provi- 
dence, 2 M. C. C. 530, the Commission on page 546 states that 
in the absence of a sound reason therefor, the maintenance of 
class rates to intermediate points higher than to more distant 
points on the same route by a motor carrier is prima facie 
unreasonable. 

It is a rule of tariff interpretation that even though a tariff 
contains an intermediate rule under which the rate to a more 
distant point may be applied at a less distant or intermediate 
point, if specific rates are published to the intermediate point, 
even though higher than to the more distant point, the specific 
rates to the intermediate point are the applicable rates. 


Motor Carriers—Transportation By Other Than Private Carrier 
Must Be Under Tariff or Written Contract 


Ohio.—Question: I would appreciate it if you will kindly 
advise me your opinion, supported by Interstate Commerce 
Commission decisions, if any, on the following: 

X, a retailer, purchases commodities in truckload lots, 
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F. O. B. destination, from B Company, a distributor. The 
commodity is delivered by C, a truck operator in interstate 
traffic. C carries a delivery ticket or invoice from D Company, 
producer. The ticket or invoice is made out in C’s name, and to 
all appearances, C is hauling his own personal property as a 
private carrier. C’s truck stops at X Company’s yard at the 
destination and is given a sales ticket or invoice to deliver the 
commodity to E, the consumer. E is located within the munic- 
ipality in which X Company’s yard is located. X Company 
invoices E for the commodity, F. O. B. delivered. X contends 
that C is a contract carrier and not a private carrier, and is 
operating in violation of the Motor Carrier Act. 

Who, in your opinion, is liable for the violation of the Motor 
Carrier Act, if the trucking charges are paid by B Company or 
D Company ? 

Answer: in Ex Parte MC 12, Contracts of Contract Carriers, 
1 M. C. C. 628, and Ex Parte MC 9, 2 M. C. C. 55, the Commis- 
sion has required the execution of contracts covering the 
transportation of goods by contract carriers, which contracts 
must be signed by both the carrier and the shipper and filed 
with the Interstate Commerce Commission. 

The facts given do not show a violation of the Motor Car- 
rier Act if freight charges in accordance with the provisions 
of a tariff or contract lawfully on file with the Interstate Com- 
merce Commission are collected by carrier C. 

On the other hand, if C has no contract with X, the 
retailer, or has no tariff on file with the Interstate Commerce 
Commission, there is a violation of the law by carrier C, in 
transporting goods without tariff or contract authority, as it is 
apparent that C has no title to the goods and is therefore not 
hauling his own goods as a private carrier. Likewise, either 
B or D would be violating the provisions of the Motor Carrier 
Act in delivering to and receiving transportation of goods at 
less than the rates lawfully published and filed with the Inter- 
state Commerce Commission by carrier C. 


Tariff Interpretation 


illinois.—Question: Agent B. T. Jones’ Tariff 434D, I. C. C. 
2518, carries rates on iron and steel articles between points in 
Official Classification territory. Originally this tariff carried 
a list of the articles on which the rates applied but by supple- 
ments the title page of this tariff has been amended to read, 
“Articles of Iron or Steel Manufacture, carloads, as specified 
in C. F. A. T. B. Freight Tariff 556, I. C. C. 2921.” On page 
29 of Tariff 434D reference is made to the Classification for 
rules, regulations and packing requirements. Tariff 556, I. C.C. 
2921, does not make cross reference to the Classification for 
packing requirements. There was made a shipment of an 
article known as “Rings or circles for protecting threads of iron 
or steel pipe.” The carriers are assessing the rate as published 
in Tariff 434D, plus a penalty of 10 per cent because the com- 
modity was not in packages. They contend that the Classifi- 
cation packing requirements govern inasmuch as there is no 
mention made in the commodity tariffs with respect to packing. 
It is our contention that Tariff 434D only names the rate and 
makes reference to Tariff 556, I. C. C. 2921, for list of com- 
modities taking these rates and Tariff 556 is not subject to the 
Classification, therefore the packing requirements of the Classi- 
fication do not govern, but that this commodity might be 
shipped in any form. 

Please give us the benefit of your opinion and advise if 
you know of any Interstate Commerce Commission decisions 
that might be helpful. 

Answer: In our opinion the carriers are right in assessing 
the rate published in Agent Jones’ I. C. C. No. 2518, Tariff 
434D, plus a penalty of 10 per cent because the commodity 
shipped was not in packages. 

The rate tariff carries the provision reading, “The com- 
modities for which rates are provided for in this tariff, or as 
same may be amended, will be subject to all rules, regulations 
and packing requirements of the governing Classification and 
Exceptions thereto, as referred to on title page of this tariff, 
or as same may be amended, unless otherwise specifically pro- 
vided for in tariff, or as same may be amended.” 

The issue now referred to for a list of articles of iron or 
steel manufacture, i. e., Agent Jones’ I. C. C. 2921, Tariff 556, 
contains no rates or regulations and is not governed by the 
Classification. This issue merely carries a list of commodities 
upon which rates are provided in tariffs making reference 
thereto, and is referred to for that purpose only. 

That the tariff referred to for commodities is not governed 
by the classification does not nullify in any way the packing 
requirements provided for in the rate tariff by the provision 
quoted above. 


Actions Against Carriers for Injury to Goods 


Missouri.—Question: It seems to us that we have noticed 
several times in your columns where you state that when 
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carriers took shipments open to visible inspection they also 
accept full responsibility for arrival of shipment in the same 
condition at destination as at origin. 

Will you please send me references to court decisions which 
substantiate this and the substance of the decision? 

Answer: Plaintiff has of course the burden of proving the 
essential elements of his cause of action, required to be set 
out in his complaint, by a preponderance of evidence. The 
burden of proof is on plaintiff to show that the loss or injury 
was due to the negligence of the carrier in the exceptional 
instances where negligence is an essential of the cause of 
action. But the rule is well settled that, if goods are delivered 
to a carrier in good condition and arrive at their destination in 
damaged condition, a prima facie case of liability is made out, 
and the carrier is then called on to prove that the damage did 
not arise from its negligence. This rule, however, cannot be 
invoked until the shipper proves both delivery to the carrier 
in good condition and delivery by the carrier in a damaged 
condition. 

_If the action is for injury to the goods the burden is on 
plaintiff to show that they were in good condition when de- 
livered to the carrier, that is, that the bad condition complained 
of resulted while the goods were in the carrier’s possession. 
No presumption exists that the goods were in good condition 
when delivered to the carrier. The presumption arises, how- 
ever, from the fact of the receipt of the goods by the carrier 
without objection or exception noted in the bill of lading or 
shipping receipt, that so far as the condition was apparent 
on ordinary inspection the goods were in good condition. If 
the recital in the bill of lading is that the contents and condi- 
tion are unknown there will be no presumption, at least as to 
a bad condition not apparent on ordinary inspection. So, where 
the bill of lading recites that the goods were received in ap- 
parent good condition, the burden of proof is on the carrier to 
show that they were not in good condition, when received; 
and this it should do by clear and satisfactory evidence. 
Where goods are open to inspection, the burden of proof 
is on the carrier to show by a preponderance of evidence that 
they were not in good order and condition when received. 

The burden of proof is on plaintiff to show a nondelivery 

by the carrier or a failure to deliver the goods in proper order 
and condition. 
With respect to the liability of carriers where goods are 
improperly packed or loaded by shippers, see our answer to 
California, on page 1069 of the November 19, 1938, Traffic 
World, under the caption, “Liability of Carrier—Improper 
Packing or Loading by Shipper.” 


Routing and Misrouting—Conflict Between Rate and Route 
in Bill of Lading 


New York.—Question: On July 19th and July 27th, 1938, 
we made shipments of two carloads of paper bags from West 
Monroe, La., to Milwaukee, Wis. We routed these cars I. C. C. 
St. Louis, L. & M., C. & N. W. Railway to the customer’s sid- 
ing. We rated the bill of lading at 56 cents per cwt. We later 
discovered that, effective July 19th, Supplement 23 S. W. L. 
Tariff 179-B, Agent Peel’s I. C. C. 2934, Item 1173, the rate to 
Milwaukee was reduced to 50 cents. We filed claim against the 
initial carrier for the overcharge, contending that there was a 
conflict between rate and route, and we quoted the Union Saw- 
mill Company versus St. Louis, I. M. & S. Railway Company, 
= case we believe applied in connection with this over- 
charge. 

Our claim was declined on the following basis, and we 
quote as follows from the letter received from the railroad 
company: “Rates in Supplement 23 S. W. L. Tariff 179-B were 
suspended in Supplement 27, except via routes shown in Supp. 
23. Therefore the rate of 56 cents per cwt. shown in S. W. L. 
226-A was the correct rate to apply via I. C. to St. Louis, 
L. & M. and C. & N. W. Ry. beyond. There was no conflict 
between the rate and route as shown on bill of lading and 
ne 0S was properly forwarded and charges correctly as- 
sessed.” 

This suspension covered all items in Supplement 23 with 
the exception of Item 1173 over certain specific routes. We 
advised the railroad company of this exception but they further 
contend that inasmuch as the exception covered other routes 
than that shown on the bill of lading, the 56-cent rate was 
restored. 

Please let us have your opinion. 

Answer: S. W. L. Tariff 226-A, Agent Peel’s I. C. C. 2816, 
publishes a rate of 50% cents (increased to 56 cents, effective 
March 28, 1938, under Ex Parte 123 in Supplement 24), ap- 
plicable via routes shown in Item 1074, which includes the 
route shown in the bills of lading, namely, via Ill. Cent., St. 
Louis, Mo., L. & M. Benld, Ill., and C. & N. W. Supplement 28 
to the above tariff, effective July 19, 1938, provided for the 
cancellation of the above rate, referring to S. W. L. Tariff 
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179-B, Agent Peel’s I. C. C. 2934 or class or commodity rates. 

Supplement 31 to Agent Peel’s I. C. C. 2816 suspended 
Supplement 28 to that tariff except in so far as it cancels rates 
to destinations named in Item 1173 of Supplement 23 to 
Agent Peel’s Tariff I. C. C. 2934 via routes named in Items 1174, 
1175, 1176 and 1177 of that supplement. Item 1174 of Supple- 
ment 23 to Agent Peel’s Tariff I. C. C. 2934 does not provide 
routing via the Illinois Central direct, to St. Louis. Therefore, 
the cancellation of the 56-cent rate published in Agent Peel’s 
I. C. C. 2815 by Supplement 28 to that tariff was suspended by 
Supplement 31 to the same tariff. The 56-cent rate remains in 
effect, and is the rate to apply via the route shown in the bill of 
lading and there is no liability for misrouting on the part of 
the initial carrier. 

Reference is made in your inquiry to Supplement 27 to 
S. W. L. tariff 178-B, I. C. C. 2934. This supplement was re- 
jected and Supplement 23 to that tariff was suspended in part 
by Supplement 31, issued in lieu of Supplement 27, rejected. 


Damages—Private Cars 


Arizona.—Question: Would appreciate your advice on the 
following problem: 

In the handling of privately owned cars, a car may be 
leased to consignee by stenciling the car or otherwise indicating 
the lease at point of shipment and also making proper notation 
on bill of lading. This eliminates demurrage at destination when 
delivery is on private track of consignee. The question now 
arises as to procedure in an effort to avoid demurrage when 
the car is diverted en route. The diverted car may or may not 
indicate lease at time of shipment to original consignee. There 
is, of course, no way when shipment is originally made to indi- 
cate a lease of the car to a consignee at a destination which is 
decided upon after the car leaves point of origin. 

If your understanding of the situation is that there can 
be no protection against demurrage when car is diverted, is 
this not a violation of the Transportation Act in the light of 
discrimination and also indicating undue preference to those 
shippers and receivers who did not-find it necessary to divert 
freight and undue prejudice against those who do. 

Answer: We see no discrimination or undue prejudice, in 
the present provisions of the demurrage tariff, as the purpose 
of the provision, namely, to exempt a private car from demur- 
rage, is accomplished only when the carrier is furnished with 
evidence that a car is such at the time of shipment. 

The present provisions may be unreasonable in their ap- 
plication but do not, in our opinion, result in discrimination or 
undue prejudice, as they apply alike to all who reconsign or 
divert. It does not, in our opinion, follow that a consignee who 
receives a shipment that has been reconsigned or diverted must 
pay demurrage, while another consignee who receives a ship- 
ment that has not been reconsigned or diverted has been dis- 
criminated against or been unduly prejudiced, as the condi- 
tions under which the two shipments move are dissimilar and 
all consignees of each class of shipments receive equal treat- 
ment. 

Damages—Household Goods 


District of Columbia.—Question: There has been brought 
to our attention a question and answer appearing under the 
above caption, on page 1127 of the November 26th issue of The 
Traffic World, and which is again discussed under the same 
heading on page 1397 of the December 31st issue. 


In expressing our opinion on the points involved, we appre- 
ciate the advantage of the facts which were not disclosed by 
your inquirer and which no doubt would have assisted in the 
correct answer to the query. Your inquirer did not explain 
that the shipment in question was traveling under tariff gov- 
erned by Released Rates Order MC 2, thereby established a 
market value at destination. 

The case aS we see it rests primarily on the premise of 
contract. The carrier in effect agreed to transport a certain lot 
of goods at a certain rate on a determined value, the value 
representing the delivered price of the goods, less the trans- 
portation charges. Due to the unfortunate overturning of the 
truck and destruction of the contents by fire, the carrier was 
unable to deliver the goods and in lieu thereof is attempting to 
deliver the value of the same, which in accordance with your 
own statement is subject to deduction or payment of the trans- 
portation charges. There appears nothing complicated or in- 
volved in this matter. Arrangements were completed in every 
detail with full provision for that which did happen. The car- 
rier is bound to pay the damages. He is likewise bound to col- 
lect his charges. Otherwise he would be in position of rebating 
the shipper. 

We think the position which you take regarding the rule 
in Agent Holman’s tariff is erroneous. The carrier is bound 
by the rules of that tariff and is subject to prosecution for viola- 
tion of any of its rules and certainly if he is acknowledging 
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his liability and offering to pay, it would appear that the shipper 
should complete his contract by paying the charges and sur- 
render the necessary papers to support the carriers’ records in 
having paid the claim. 

Answer: If the shipment in question moved under a rate 
subject to a released valuation, it is our view that the state- 
ments made in our answer to Pennsylvania, on page 512 of the 
February 26, 1938, Traffic World, under the caption “Damages 
—Express Charges,” with respect to shipments moving by ex- 
press, apply to the shipment. 

However, we do not agree that a tariff provision with 
respect to the measure of damages must be observed if it is in 
contravention of the law. See the decision of the Supreme Court 
of the United States in Chicago, M. & St. P. Ry. Co. vs. McCaull- 
Dinsmore Co., 253 U. D. 97 40 S. Ct. 504. 
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No. 28170, C. H. Dexter & Sons, Inc., Windsor Locks, Conn., vs. N. 
yy: NN. B..& H. 


Unreasonable rates and charges, woodpulp, Boston, Mass., to 
Windsor Locks, Conn. Asks reasonable rates and reparation. (J. 
H. Sturtevant, 101 Milk St., Boston, Mass.) 


No. 28173, Board of Railroad Commissioners of the State of North 
Dakota vs. Alton et al. 

Proportional rates, wheat and products, from Missouri River 
cities when originating west of the Missouri River to Chicago 
and other eastern gateways and territory east thereof via routes 
through Minneapolis, Minn., lower than proportional rates on 
wheat from North Dakota to points east of Chicago and other 
gateways, in violation of sections 1, 2 and 3, the undue preference 
alleged being for farmers, and producers in Nebraska, Kansas, 
Colorado and Oklahoma, and of shippers at Minneapolis. Asks 
new rates. (J. C. Winter, Bismarck, N. D.) 


No. 28171, Alms & Doepke Co., Cincinnati, O., vs. C. N. et al. 

Rates, rice straw and cotton rag rugs, Vancouver, B. C., and 
Seattle, Wash., to Cincinnati, O., in violation of sections 1 and 3, 
the undue preference alleged being for receivers of rice straw 
rugs. Asks reparation. (Lester E. Barber, Barber Traffic Service, 
Cincinnati, O.) 

No. 28172, Texas Industrial Traffic League et al. vs. A. T. & S. F. et al. 

Rates, vegetables, in straight or mixed carloads, Texas shipping 
points to western trunk line and southwestern states, the Dakotas, 
Wisconsin, and states on and east of the Mississippi River and 
on and north of the Ohio River, in violation of sections 1 and 3, 
the undue preference alleged being for producers and shippers in 
Arizona and California. Ask new rates and that a hearing be 
assigned on this complaint at Harlingen, Tex., some time in 
February or March or earlier. (W. J. Augello, Ralph W. Currie, 
and Frank A. Leffingwell, 1908 Santa Fe Bldg., Dallas, Tex.) 


No. 28174, Goldman Trading Corporation, Chicgo, Ill., vs. C. B. & Q. 


et al. 
Rates and charges, residues from the manufacture of woolen 
cloth, Cleveland and Sweetwater, Tenn., to Waukegan, IIl., in vio- 


lation of sections 1 and 6. Asks reasonable rates and reparation. 
(Ford D. Porter, 440 S. Dearborn St., Chicago, Ill.) 
No. 28175, Rex Jellico Coal Co., LaFollette, Tenn., et al. vs. L. & N. 

Refusal of the defendant to maintain, repair or construct 
switching connections so as to serve complainants located on side 
tracks connected with an abandoned portion of the Southern Rail- 
way and refusal of the defendant to perform switching services, 
results in violation of sections 1 and 3, the undue preference 
alleged being for persons receiving side track service without 
charge. Complainants allege that to obtain the desired service 
they are compelled to pay for the use of a privately owned loco- 
motive. (E. H. Needham, 606 Burwell Bldg., Knoxville, Tenn.) 

No. 28176, Lebanon Paper Box Co., Inc., Lebanon, Pa., vs. Pennsyl- 
vania et al. 

Unreasonable rates, cigar boxes, made of paper and/or paper- 
board, Lebannon, Pa., to Jacksonville, Fla., Dayton, O., Detroit, 
Mich., and Evansville, Ind. Asks reasonable rates, and reparation. 
(Abner Pollack, 1148 Manor Ave., New York, N. Y.) 


RECORD POSTAL RECEIPTS 


Postmaster General Farley has announced that postal re- 
ceipts for the December quarter of the current fiscal year— 
October, November, December—were higher than for any pre- 
vious quarter in the history of the postal service. 

Receipts for this three-month period amounted to $210,- 
155,624, which compares with postal receipts of $209,594,469 
for the same period a year ago, the previous all-time quarterly 
record. 

Mr. Farley stated that there had been a marked upward 
trend in postal receipts in the large cities of the country in 
the last three months, while at the same time the previous 
upward trend continued in the smaller offices throughout the 
nation. 
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NOTE—lItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


January 16—Albany, N. Y.—Federal Bldg.—Examiner Colvin: 
MC 2132, Sub. 1—Newburgh Transfer & Storage Co., Inc., New- 
burgh, N. Y., certificate to extend operations. 
MC 89231—Fargo Express, Montreal, Que., Can., permit. 


January 16—Albany, Ga.—U. S. Court—Examiner Yardley: 
MC 95540—L. W. Sterne, Albany, Ga., certificate or permit. 


January 16—Albany, N. Y.—Ten Eyck Hotel—Examiner Cunningham: 
MC 18048, Sub. 1—Romeo’s Auto Forwarding Co., Troy, N. Y., cer- 
tificate to extend operations. 
MC 78762, Sub. 1—Van’s Auto Express, Kingston, N. Y., certificate 
to extend operations. 


January 16—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 91306—Johnson Srothers, Boonville, N. C., certificate or permit. 


January 16—Chicago, IIl.—Hotel Sherman—Examiner Parker: 
Ex Parte MC 21—Motor carrier rates in central territory. 


January 16—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 88605, Sub.1—Binyon-Strickland Warehouses, Inc., Dallas, cer- 
tificate to extend operations. 


January 16—Davenport, la.—U. S. Court—Jt. Bd. 92: 
MC 2181, Sub. 2—Burlington Transportation Co., Chicago. 


January 16—Davenport, la.—U. S. Court—Examiner Flood: 
MC 89654—Thurwanger Transport Co., Davenport, Ia., permit. 
MC 94396—Arledge Transfer Co., Burlington, Ia., permit. 


January 16—Jefferson City, Mo.—State Com.—Examiner Henderson: 
MC 89488—Thompson Bus Lines, Fredericktown, Mo., permit. 
January 16—Joplin, Mo.—Federal Bldg.—Examiner Fuller: 
1. & S. 4535—Class rates between Missouri and Official territory. 


January 16—New Orleans, La.—Jung Hotel—Examiner Taylor: 
Fourth section application 17491—Gasoline to Vicksburg, Miss. 
January 16—New York, N. Y.—Hotel New Yorker—Jt. Bd. 3: 
MC-F 714—E. Capitani, control, Jersey City-Keansburg Transit Lines, 
Inc. 
MC-F 715—E. Capitani, control, Tappan & Nyack Bus Co. 


January 16—Newark, N. J.—U. S. Court—Jt. Bd. 42: 
MC-F 737—Public Service Interstate Transportation Co., operation, 
bus service proposed by N. Y. S. & W. R. R. 


January 16—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 192: 
MC 23678—C. Brady, New Market, Ia., certificate. 
MC 88369—E. McQuown, Red Oak, Ia., certificate. 
MC 89202—H. G. Varley, Yorktown, Ia., certificate. 


January 16—Reno, Nev.—Chamber of Com.—Jt. Bd. 128: 
MC 9196—C. H. Merrill, Gold Point, Nev., certificate or permit. 
MC 89090—A. W. Jensen, Fallon, Nev., certificate. 


January 16—Seattle, Wash.—Olympic Hotel—Examiner Sullivan: 
Finance 12164—Application of Copper River & Northwestern for cer- 
tificate permitting abandonment of line extending from Cordova 
to Kennecott, Alaska. 


January 16—Terre Haute, Ind.—Fed. Bldg.—Examiner Waters: 
MC 60220—Union Transfer Co., Inc., Terre Haute, Ind. 
January 16—Washington, D. C.—Argument: 
27880—Rockingham Chemical Lime Corp. vs. Southern et al. 
27979—Thatcher Manufacturing Co. vs. P. R. R. 
January 16—Washington, D. C.—Examiner Hinely: 
MC-F 751—Tidewater Express Lines, Inc., purchase, R. F. & P. 
Transportation Co. 


January 17—Albany, N. Y.—Ten Eyck Hotel—Jt. Bd. 67: 
MC 18159, Sub. 1—Consolidated Motor Lines, Inc., Hartford, Conn., 
certificate to extend operations. 


January 17—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 3949—Elders Transfer Co., Inc., Hickory, N. C., certificate or 
permit. 
MC 24639—Central Motor Lines, Inc., Concord, N. C., certificate or 
permit. 


January 17—Dallas, Tex.—Baker Hotel—Examiner Tyers: 
MC 23764—Southwestern Transportation Co., Texarkana, Tex., cer- 
tificate or permit. 


January 17—Des Moines, la.—U. S. Court—Jt. Bd. 54: 
MC 90244—A. E. Bockes, Conrad, Ia., certificate. 
MC 90987—H. Peterson, Dysart, Ia., certificate or permit. 
MC 92956—W. M. Ennis, Ellsworth, la., permit. 
MC 93040—Glandon Bros. Transfer Co., What Cheer, Ia., permit. 
MC 93129—P. J. Mork, Iowa Falls, Ia., certificate. 
January 17—Detroit, Mich.—Fort Shelby Hotel—Examiner Mattingly: 
28108—Henry Lauhoff Cereal Mills vs. D. & T. S. L. et al. 
January 17—Fort Wayne, Ind.—U. S. Court—Examiner Kassel: 
MC 8540, Subs. 1, 2, 5, 6, 8, 12 and 13—Gas City Transfer Co., Inc., 
Gas City Ind. certificate to extend operations. 


January 17—New York, N. Y.—Hotel New Yorker—Jt. Bd. 3: 
MC-F 747—Hudson-Bergen Bus Co., lease, Sullivan County Highway 
Line, Inc. 
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January 17—Jefferson City, Mo.—State Com.—Jt. Bd. 135: 

MC 94602—J. R. Poague, Lincoln, Mo., certificate. 
January 17—Jefferson City, Mo.—State Comm.—Jt. Bd. 243: 

MC 89638—Express Truck Service, West Plaines, Mo., certificate. 
January 17—New Orleans, La.—Jung Hotel—Examiner Taylor: 

No. 28129—Standard Oil Co. of La. vs. Aberdeen and Rockfish et al. 
January 17—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 192: 

MC 88008—K. Maudlin, Delphos, Ia., certificate. 

MC 88147—M. L. Swanson, Essex, Ia., certificate. 
January 17—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 

MC 89679—Stone & Retland, Carbon, Ia., certificate. 


January 17—Reno, Nev.—Chamber of Com.—Jt. Bds. 128 and 78: 


MC 1926—Gardnerville Motor Freight Line, Reno, Nev., certificate 
or permit. 


MC 77028—Nevada Forwarding Co., Reno, Nev., license. 

MC 30005—Nevada-California Transportation Co., Reno, Nev., cer- 
tificate or permit. 

January 17—Syracuse, N. Y.—U. S. Court—Jt. Bd. 67 and Examiner 

Colvin: 

MC 65812, Sub. 1—Wilder’s Motor Express, Carthage, N. Y., cer- 
tificate to extend operations. 

MC 88871—Thornhill & Truax, Heuvelton, N. Y., permit. 


MC 14163, Sub. 1—P. A. Bach, Utica, N. Y., permit to extend opera- 
tions. 


MC 59131, Sub. 1—S. & D. Motor Lines, Inc., Fulton, N. Y., cer- 
tificate to extend operations. 
January 17—Springfield, II1.—State Com.—Jt. Bd. 46: 
MC 48507—Jacksonville Transfer & Storage Co., Inc., Jacksonville, 
Ill., certificate or permit. 
January 17—Washington, D. C.—Argument: 
Finance 10894—Brownsville Switching & Terminal proposed construc- 
tion. 


Finance 11128—Port Isabel & Rio Grande Valley proposed construc- 
tion. 
27994—Jeddo-Highland Coal Co. vs. L. V. et al. 
|. & S. 4572—Refrigerator car mileage allowances. 
January 17—Washington, D. C.—Examiners Hosmer and Griffin: 
28076—State Corp. Comm. of Va. et al. vs. A. C. & Y. et al. 
January 17—Washington, D. C.—Examiner Kirby: 
* Finance 10813—La. & N. W. reorganization. 
January 17—Waycross, Ga.—Federal Bldg.—Examiner Yardley: 
MC 89692—Peacock Transfer Co., Waycross, Ga., certificate. 
January 18—Albany, N. Y.—Ten Eyck Hotel—Examiner Cunningham: 
MC 43877, Subs. 1, 2 and 3—MacdAllister’s Express, Little Falls, N. 
Y., certificate to extend operations. 
January 18—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 43938—Interstate Transfer, High Point, N. C., certificate or 


permit. 
January 18—Chicago, IIl.—Hotel Sherman—Jt. Bds. 162 and Examiner 
Waters: 
MC 16947—Lincoln Express & Freight Lines, Inc., Chicago, certificate 
or permit. 


January 18—Dallas, Tex.—Baker Hotel—Examiner Tyers: 
MC 36833—American Transfer & Storage Co., Daflas, certificate or 
permit. 
MC 94682—H. G. Johnson, Fort Worth, Tex., permit. 
MC 94916—W. M. Coplin & Son, Palestine, Tex., certificate. 
January 18—Dallas, Tex.—Hotel Baker—Examiner Fuller: 
1. & S. 4530—Transit on cottonseed at Quanah, Tex. 


January 18—Des Moines, la.—U. S. Court—Jt. Bds. 138 and 136: 
MC 90415—C. A. Carver, Cooper, Ia., certificate or permit. 
MC 92589—Tarbill Transfer, Churdan, Ia., certificate. 

MC 93055—W. J. Yordy, Melbourne, Ia., permit. 


January 18—Fort Wayne Ind.—U. S. Court—Jt. Bds. 155, 21, 60 and 58: 
MC 8540, Subs. 3, 4, 7, 9, 10 and 11—Gas City Transfer Co., Inc., 
Gas City, Ind. certificate to extend operations. 
January 18—Kansas City, Mo.—Hotel President—Jt. Bd. 180: 
MC 89582—Baker Oil Co., Jasper, Mo., permit. 
MC 90846—M. Foster, Neosho, Mo., certificate or permit. 
January 18—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 192: 
MC 88742—G. Branan, Villisca, Ia., certificate. 
MC 88790—-W. E. Fowler, Creston, Ia., certificate. 


January 18—Richmond, Va.—Hotel Richmond—Jt. Bd. 104: 
* MC-F 749—Virginia Stage Lines, Inc., lease, S. L. Echard & Son, Inc. 


January 18—Roanoke, Va.—-Patrick Henry Hotel—Examiner Konigs- 
berg: 


28096—Pulaski Veneer Corp. vs. B. & E. et al. 


January 18—Rochester, N. Y.—Seneca Hotel—Examiner Colvin: 
MC 90138, Sub. 1—O. E. Barnett, Scottsburg, N. Y., certificate to 
extend operations. 
MC 62390, Sub. 1—A. K. Peterson, Penn Yan, N. Y., certificate to 
extend operations. 
MC 90138—O. E. Barnett, Scottsburg, N. Y., certificate or permit. 
January 18—Washington, D. C.—Argument: 
Finance 11975—Application of trustee of C. & N. W. for permission 
to abandon line between Bain, Wis., and Harvard, Ill. 
January 19—Albany, N. Y.—Ten Eyck Hotel—Jt. Bd. 187: 


MC 89416—New York & Hudson Transfer Co., Fishkill, N. Y., cer- 
tificate. 


January 19—Billings, Mont.—Northern Hotel—Examiner Disque: 
27991—-Standard Oil Co. (Ind.), vs. C. B. & Q. et al. 
1. & S. 4550—Petroleum, Wyo. to Minn., N. D. and S. D. 
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* Fourth section application 17437—Petroleum from Greybull and Cody, 
Wyo. 


January 19—Burlington, Vt.—U. S. Court—Examiner Hendon: 
* MC-F 756—Vermont Transit Co., Inc., purchase, R. E. Nichols. 


January 19—Chicago, IIl.—Hotel Sherman—Jt. Bds. 54 and 21: 


MC 62142, Sub. 1—Hawkeye Motor Express, Inc., Cedar Rapids, Ia. 
MC 92966—A. R. Mitchell, Hanna, Ind., certificate. 


January 19—Chicago, IIl.—Morrison Hotel—Examiner Mattingly: 
Fourth section application 17453—Sand and gravel to Evanston, IIl. 
Fourth section applications 17420 and 17441—Sand and gravel to 

Northfield, Ill. 

January 19—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 

MC 64, Sub. 1—Airline Motor Coaches, Inc., Nacogdoches, Tex., cer- 
tificate to extend operations. 
MC 45612—J. T. Mills, Kerens, Tex., certificate or permit. 

January 19—Des Moines, la.—U. S. Court—Jt. Bds. 192, 182 and 146: 
MC 90882—G. L.. Fuller, New Market, Ia., certificate or permit. 
MC 90988—-Green Transfer, Lake City, Ia., certificate or permit. 

MC 93015—W. J. Rease, Mason City, Ia., certificate. 


January 19—Fort Wayne, Ind.—U. S. Court—Examiner Kassel and Jt. 
Bd. 60: 


MC 78757, Sub. 1—Urschel Trucking Co., Wabash, Ind., permit to 
extend operations. 
MC 89705—Midwest Petroleum Carriers, Inc., Fort Wayne, Ind., 
permit. 
January 19—Kansas City, Mo.—Hotel President—Jt. Bd. 36: 
MC 62926, Sub. 1—Ottawa Transfer & Storage Co., Ottawa, Kan., 
certificate to extend operations. 
January 19—Kansas City, Mo.—Hotel President—Jt. Bd. 180: 
MC 66616—Ottawa Transfer & Storage Co., Ottawa, Kan., certificate 
or permit. 
January 19—Louisville, Ky.—Brown Hotel—Examiner Bradford: 
1. & S. M-517—Whiskey—Cincinnati and Ky. points to southern 
states. 
January 19—Miami, Fla.—U. S. Court—Examiner Yardley: 
MC 89597—J. A. McDowall, Miami, Fla., permit. 
January 19—New York, N. Y.—Hotel New Yorker—Examiner Kephart: 
MC 37417—C. Burnett Trucking Co., Inc., Newark, N. J., certificate 
or permit. 
January 19—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 192: 
MC 3185—Hoffman Transfer Co., Atlantic, Ia., certificate. 
MC 93972—L. Crouse, Hamburg, Ia., certificate. 
January 19—Reno, Nev.—Chamber of Com.—Jt. Bd. 78: 
MC 236—G. W. Fleming, Winnemucca, Nev., certificate or permit. 
MC 39120—L. Pierotti, Reno, Nev., certificate or permit. 
January 19—Rochester, N. Y.—Seneca Hotel—Examiner Colvin: 


MC 72230—Growers Cold Storage Corp., Waterport, N. Y., cer- 
tificate or permit. 


MC 88910—S. & W. Express Lines, Rochester, N. Y. 


January 20—Bellows Falls, Vt.—Federal Bldg.—Examiner Hendon: 
* MC-F 753—Gay’s Express, Inc., purchase, H. I. and W. H. Ormsby. 
January 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Colvin: 
MC 39414, Sub. 1—G. H. Tyler, Corfu, N. Y., permit to extend op- 
erations. 
January 20—Chicago, IIIl.—Sherman Hotel—Examiner Waters: 
MC 78261—Midwest Transfer Co., Maywood, Ill., certificate or permit. 
MC 89511—Schiffauer Truck Co., Berwyn, Ill., certificate. 
January 20—Chicago, III.—Morrison Hotel—Examiner Mattingly: 
27161 and Subs. 1 and 2—Swift and Co. et al. vs. A. C. & Y. et al. 
January 20—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 62198—Maple Avenue Transfer Co., Dallas, certificate or permit. 
MC 88177—Callaway Cartage Co., Dallas, certificate. 
MC 92524—J. W. Stewart, Vernon, Tex., certificate or permit. 


January 20—Des Moines, la.—U. S. Court—Jt. Bd. 137: 
MC 89678—A. Mulvenna, Red Oak, Ia., permit. 


January 20—Fort Wayne, Ind.—U. S. Court—Examiner Kassel: 
MC 84516, Sub. 1—Brown Trucking Co. Wabash Ind. permit to ex- 
tend operations. 


* MC 22497, Sub. 1—Allisbaugh Trucking Co., Wabash, Ind., permit to 
extend operations. 


January 20—Kansas City, Mo.—Hotel President—Jt. Bds. 36 and 55: 
MC 3708—B. E. Williams, Hamilton, Kan., certificate. 
MC 92183—A. J. Riley, Mayview, Mo., certificate or permit. 


January 20—New Orleans, La.—Jung Hotel—Examiner Taylor: 
1. & S. 4381—Pipe—ocean-rail to and from southwest. 


January 20—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 182 and 192: 
MC 92512—G. A. Deterding, Council Bluffs, Ia., certificate or permit. 
MC 93406—T. Arnold, Hamburg, Ia., certificate. 


January 20—Reno, Nev.—Chamber of Com.—Jt. Bd. 151: 
MC 29, Sub. 1—Nevada Transfer and Warehouse Co., Reno, cer- 
tificate to extend operations. 


January 20—Reno, Nev.—Chamber of Com.—Jt. Bd. 78: 
MC 88773—Northern Transportation & Supply Co., Los Angeles. 


January 20—Springfield, Mass.—Hotel Kimball—Examiner Cunningham 
and Jt. Bd. 22: 
MC 91724—Manufacturers’ Trucking Co., Pittsfield, Mass., certificate. 
MC 95643—S. Katz, Springfield, Mass., certificate. 
January 20—Washington, D. C.—Argument: 
Finance 10913—Western Pacific reorganization. 
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Personal Notes 





J. P. Mullen has been appointed general agent, freight 
department, Wabash Railway, at Minneapolis, Minn.; P. A. 
Ziehlke, traveling freight agent, at Minneapolis, and Meyer 
Davidson, traveling freight and passenger agent, at Des Moines, 
Ta. 

W. H. Edwards has been elected vice-president and gen- 
eral manager of the Lehigh and New England Railroad, with 
headquarters at Bethlehem, Pa. 

The Inter-State Motor Freight System has announced the 
following appointments: Donald O. Sanford, assistant general 
freight agent, Cleveland, O.; Sherman S. Marr, assistant to the 
general traffic manager, Detroit, Mich.; Arthur F. Brandt, 
terminal manager, Flint, Mich.; John A. Vandenberg, terminal 
manager, Grand Haven, Mich. 

George H. Fyler, district freight and passenger agent, Penn- 
sylvania Railroad, New Orleans, has retired after nearly fifty 
years of service with that railroad. 

H. H. Tisdale has been appointed assistant to the general 
manager in charge of personnel, Atchison, Topeka and Santa 
Fe, coast lines, at Los Angeles, Cal. 

A. B. Wallace, assistant to the general freight traffic man- 
ager, Delaware, Lackawanna and Western, New York City, has 
retired after 59 years in railroad service. 

Louis M. Martin has been appointed district manager for 
Needham’s Motor Service, Inc., at Hoboken, N. J. 

J. L. Eysmans, Jr., has been appointed special representa- 
tive for the Pittsburgh and West Virginia Railway at Pitts- 
burgh, Pa. 

V. J. Christensen has been appointed acting general agent 
for the Union Pacific at Sacramento, Cal. 


Through error it was stated in this column last week that 
George H. Batchelor has been made assistant general agent 
of the Kansas City Southern at Chicago. His headquarters will 
be at Kansas City. 

Henry H. Shepard, vice-president and general manager, 
Brooklyn Eastern D'strict Terminal, died January 7. 

The Marine Society of the City of New York has elected 
the following officers: President, Captain Scott Blanchard; first 
vice-president, Captain Leander H. Porter; second vice-presi- 
dent, Captain Frank Miller; treasurer, Captain A. E. Gove; 
secretary, Captain J. Melvin Hagan; attorney, C. O. Donahue. 
Rear Admiral Clark H. Woodward, U. S. Navy, commandant, 
Brooklyn navy yard, was the speaker at the society’s annual 
dinner at the Hotel Astor January 9. 

The Port of New York Authority has reelected the follow- 
ing officers: Chairman, Frank C. Ferguson; vice-chairman, 
Howard S. Cullman; general manager, John E. Ramsey; gen- 
eral counsel, Julius H. Cohen. 


E. P. Pieters in charge of the passenger department of the 
Royal Netherlands Steamship Company in New York City since 
1933, has been promoted and transferred to Caracas, Venezuela. 

W. P. Thomas, Homer, La., has been named chief engineer 
for the Louisiana Public Service Commission. 


The appointment of L. J. Benson as assistant to the chief 
operating officer of the Milwaukee Road in charge of the rail- 
road’s police, fire prevention and safety department is an- 
nounced by J. T. Gillick, chief operating officer. E. A. Meyer 
is appointed assistant to the general managers of the Milwau- 
kee Road’s eastern and western lines, in charge of fuel con- 
servation, train rule examinations and other duties as assigned. 

The appointment of James R. Downes as vice-president— 
assistant to president of the Pennsylvania Railroad is an- 
nounced, effective January 16. 


BUREAU OF SAFETY REPORT 


The annual report for the year ended June 30, 1938, of 
the director of the Commission’s Bureau of Safety has been 


made public. It may be obtained from the Superintendent of 
Documents for 10 cents. 








January 21—Billings, Mont.—Northern Hotel—Examiner Disque: 
28048 and Sub. 1—Independent Refining Co. et al. vs. Camas Prairie 
et al. 


January 21—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner 
Konigsberg: 

Fourth section application 17581—Fine coal, mines in Alabama to 
East Moss Point, Moss Point and Pascagoula, Miss. 
January 21—Buffalo, N. Y.—Hotel Buffalo—Examiner Colvin: 
MC 18254—Buffalo Storage and Carting Co., Buffalo, N. Y. 
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January 21—Chicago III.—Hotel Sherman—Examiner Kassel: 
MC 89608—Bergstrom & Aegler Coal Co., Villa Park, Ill., certificate 
MC 6945—National Transit Corp., Detroit, common carrier application 
January 21—Dallas, Tex.—Baker Hotel—Examiner Tyers: 
MC61210—Southwest Motor Lines, Inc., Dallas, Tex. 
MC 69223—Texas-Oklahoma Transit Co., Dallas, Tex. 


January 21—Des Moines, la.—Kirkwood Hotel—Examiner Flood: 
MC 91159—C. H. Hildreth, Lohrville, Ia., certificate. 
MC 92972—R. Lee, Webster City, Ia., permit. 


January 21—Joplin, Mo.—Federal Bldg.—Jt. Bd. 135: 
MC 623, Sub. 1—H. M. Messick, Joplin, Mo., permit to extend op- 
erations. 


January 21—Kansas City, Mo.—Hotel President—Jt. Bd. 36: 
MC 38082, Sub. 1—Nicholas Refrigerator Lines, Kirksville, Mo., per- 
mit to extend operations. 


January 21—Portland, Me.—Federal Bldg.—Jt. Bd. 70: 
* MC-F 766—F. G. Congdon, purchase, M. E. Pitts. 
January 23—Birmingham, Ala.—Thos. Jefferson Hotel—Examiner 
Konigsberg: 
28111—Alabama Asphaltic Limestone Co. vs. Mississippian et al. 
January 23—Boston, Mass.—Hotel Manger—Examiner Hendon: 


* MC-F 712—F. S. Willey Co., Inc., purchase, Lindstrom & Poole Trans- 
portation, Inc. 

* MC-F 742—Sterling Express, Inc., merger, Economy Transportation 
Co. 

* MC-F 750—G. H. O’Brien, purchase, C. Noeding Trucking Co., Inc. 


January 23—Buffalo, N. Y.—Hotel Buffalo—Examiner Colvin: 
MC 84420, Sub. 1—Rivas Transfer, Eden, N. Y., certificate to extend 
operations. 
MC 89545—A. Barber, Port Allegany, Pa., certificate. 
MC 90619—Deabold Carting, Buffalo, N. Y., certificate or permit. 


January 23—Chicago, I!|.—Hotel Sherman—Examiner Kassel: 

MC 12117—J. F. Berna Transfer, Elgin, Ill., license. 

MC 89552—Calder’s Van Co., Chicago, certificate. 

MC 93695, Sub. 3—Dallas & Mavis Forwarding Co., South Bend, Ind., 
certificate to extend operations. 

1. & S. M-558—Commodities between Minn. points and IIll., Ind. 
and Wis. 

1. & S. M-397—Stream Line, Inc., rates between Ill., Minn. and Wis. 

1. & S. M-573—Gateway City Transfer and Service Transfer & Stor- 
age, rates over. 


January 23—Chicago, IIl.—Hotel Morrison—Examiner Mattingly: 
28141—South Chicago Coal and Dock Co. vs. C. S. L. et al. 


January 23—Dallas, Tex.—Hotel Baker—Examiner Fuller: 
1. & S. 4531—Follow-lot cars to Texas. 


January 23—Dallas, Tex.—Baker Hotel—Jt. Bd. 211: 
MC 59531, Sub. 2—Safety Convoy Co., Inc., Dallas, Tex., certificate 
to extend operations. 


January 23—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 92: 
MC 90474—F. Clark & Son, Delta, Ia., certificate or permit. 
MC 91308—V. C. Johnson, Waterloo, Ia., certificate or permit. 
MC 91606—McCormick’s Transfer, Waterloo, Ia., certificate or permit. 


January 23—Grand Rapids, Mich.—U. S. Court Rms.—Examiner Waters: 
MC 74001—John Botts, Grand Rapids, Mich., common carrier appli- 
cation. 
January 23—Jackson, Miss.—State Comm.—Jt. Bd. 4: 
MC 29957, Sub. 8—Tri-State Transit Co. of La., Inc. 


January 23—Kansas City, Mo.—Hotel President—Examiner Henderson: 
MC 89207—Monark Egg Corp., Kansas City, Mo., permit. 


January 23—Little Rock, Ark.—Hotel Marion—Examiner King: 
* 1, & S. 4570—Switching allowances at Malvern and Walco, Ark. 
January 23—Montpelier, Vt.—U. S. Court—Examiner Cunningham and 
Jt. Bd. 188: 
MC 79338—E. H. Perras Motor Line, Barre, Vt. 
MC 89609—K. A. Blanchard, Gaysville, Vt., certificate. 
MC 89677—L. E. Aiken, Dunkin, Que., Can., certificate. 


January 23—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 140: 
MC 88551—C. Hutchinson, Burchard, Neb., certificate. 


January 23—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 19: 
MC 88534—J. W. Marriner. 


January 23—Sacramento, Calif.—U. S. Court—Jt. Bds. 11 and 78: 
MC 88957—L. E. Smith, Sacramento, Calif., certificate. 
MC 89097—Lindeman Brothers, Stockton, Calif., certificate. 


January 23—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 302: 
MC 1983, Sub. 1—Independent Fish Co., St. Louis, permit to extend 
operations. 


January 23—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 149: 
MC 44609, Sub. 3—Trustee, Missouri Pacific, St. Louis, certificate to 
extend operations. 
January 23—St. Paul, Minn.—State Comm.—Examiner Peterson: 
* MC 78643—Hart Motor Express, Minneapolis, Minn. 
January 23—Tampa, Fla.—Floridan Hotel—Jt. Bd. 205: 
MC 86687, Sub. 19—Receivers S. A. L. Ry., Norfolk, Va., certificate 
to extend operations. 


EXECUTIVES 


Available to you, services of college graduate, 36, with 14 yrs.’ truck, 
rail, industrial traffic experience, familiar with trade association and 
public relations work, practitioner before I. C. C., widely traveled, 
financially responsible. Box I-1, Traffic World, 418 S. Market St., Chicago. 
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PORT HOUSTON 


COMPLETELY EQUIPPED 
TO MEET EVERY 
SHIPPING NEED 


The ability of a port to serve its shippers efficiently 
and promptly depends to a large extent on its 
terminal facilities. 

Equipped with mechanical devices and an experi- 
enced personnel, fast and economical delivery to 
ship or car is assured. 

Warehouse and handling facilities for virtually 
every commodity makes Houston the ideal distri- 
bution point for Southwestern trade. 


J. Russell Wait 


Director of the Port 


Complete details on documentation, consular regula- 
tions, and shipping procedure to every country and 
political subdivision in the world. 1800 pages of exact 
information on export shipping. A standard service 
which has been saving export traffic men, time, 
trouble and mistakes for 35 years. 


Descriptive circular mailed on request 


EXPORTERS’ ENCYCLOPAEDIA 


20 Vesey Street New York 


ROUTE YOUR CARGO 


TACOMA, WASHINGTON 


The Port of dependable service 
where Transcontinental Railroads 
reach the Municipal Terminal 
without any switching charges. 


PORT OF TACOMA 


P. O. Box 1612 


Cable **Portacoma’”’ 
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January 23—Washington, D. C.—Examiners Molster and Eddy: 

Finance 12247—Application of K. C. S. for authority to acquire con- 
trol of L. & A. by acquisition of stock. 

Finance 12248—Application of K. C. S. for authority to issue stock 
and escrow receipts. 

12964—-Motion of K. C. S. and L. & A. to amend Commission’s con- 
solidation plan by transferring K. C. S. from System 15-Union 
Pacific to System 19-Rock Island-Frisco. 


January 24—Boston, Mass.—Hotel Manger—Examiner Hendon: 

* MC-F 729—Mystic Motor Transportation Co., Inc., purchase, D. J. 
McGonagle. 

* MC-F 732—Motor Express and Terminal Corp., 


purchase, Arcade 
Freight Lines, Inc. 
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Professional Services Directory 
Commercial Traffic Managers Traffic Counselors 
Traffic Bureaus 1.C.C. Practitioners 


— 

Traffic managers will find this section of value in getting 
outside assistance on special work and in answering inquiries 
from smaller shippers who wish to obtain these special 
services. 


ROY W. FLETCHER 


Traffic 
Stat'stician and Consulting Accountant—30 Years. d 
Investigations—Cost Studies—Valuation and Rate an 
Case Data — Statistical Analyses — Assistance to a 
ommerce 


Counsel in Transportation Matters 
Specialists 


2346 Daily News Building 
CHICAGO, ILL. 


Statistical | HENRY J. SAUNDERS 


and Consulting Engineer, Statistical and 


Accounting Analyst 
Cost Studies of Operating Costs and Traffic 
Analyses 


644 Transportation Bldg. 
: WASHINGTON, D. C. 


QUAKER LINE 


and 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Ate. New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 


and 


San Diego, Los Angeles, San Francisco, Oakland, Stockton, Sacramento, 
Port! lend, Seattle end Te Seattle and Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 


Albany—D & s Building Chicago—327 S. LaSalle St. 
eee a—The Bourse Pittsburgh—Gulf Bidg. 
orfolk—111 E. i Street Detroit—General Motors Bidg. 
Buitmore-Keybe Building Savannah—Cotton Exchange Bidg. 
Boston—33 Broad Street Jacksonville—P. O. Box 1866 


ROUTE GALVESTON= 


For EFFICIENT, 
ECONOMICAL SERVICE 
and QUICK DISPATCH 


Galveston Wharf Company 


Est. 1854 
Geo. Sealy, Pres. F. W. Parker, V. P. & G. M. 
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ACME UNIT-LOAD METHOD 


MAKES POLE HANDLING 


SAFER—EAS/IER—FASTER 


Both receivers and shippers of poles are benefited by the Acme 
Unit-Load Method. It provides a speedy and simple means of 


bracing cars for safe delivery. Delay and loss of poles in transit 
are avoided. 


Personal injury hazards previously encountered in unloading poles 
and piling are eliminated. The method is approved by the Loading 
Rules Committee, A. A.R. 


Tensioned and sealed to form a large secure unit, Acme Steel Bands 
provide simpler, more economical bracing. Suggested procedures 
for loading and unloading poles are contained in the new booklet 
“POLE SHIPMENTS.” It contains information of importance to 
everyone connected with the handling of poles and other lumber 


products. Mail the coupon for your copy today; there is no obligation. 


The Traffic World 


Read What Receivers Say About the 
ACME UNIT-LOAD METHOD 


FROM AN OHIO RECEIVER—“ We were very much pleased with 
the method used in tying the poles on the two loads. Our foreman 
reports that it is considerably easier and safer to unload a car tied 
in this manner.” 


FROM A SUPERINTENDENT— “My yard foreman reports that 
this method is by far the best he has encountered. We would appre- 
ciate it very much if the remaining cars were braced with flat steel 


bands.” 
FROM A TELEPHONE COMPANY—“The poles came through in 


very fine shape, also the unloading was considerably facilitated by 
this method.” 


FROM A PUBLIC UTILITY COMPANY—“We unloaded these poles 


May 9 and we regret that we hadn’t received your letter sooner so 
that pictures could have been taken. Since receiving your letter we 
have received a photograph from the Blank Creosoting Company 
of the car as it left their plant and the car arrived here in the same 
condition.” 


FROM A CONTRACTOR—“The method is very satisfactory. We 


are able to unload the poles quicker and safer.” 


FROM ANOTHER UTILITY—“Cars are much easier unloaded, and 


also safer on account of this banding.” 


ACME STEEL COMPANY 
2844 Archer Ave., Chicago, Ill. 


Send me a copy of the new booklet about 
POLE SHIPMENTS and Suggested Load- 


ing and Unloading Procedures. 


Name 


Address 





Prepare For and Protect 
1939 Business Gains 


Forecasts indicate better business for 1939— 
especially for those who are geared up to take 
advantage of every. opportunity. Crooks flexible 
and dependable wafehousing service can and will 
play an important role-in business gains. 

Crooks Warehousing of raw materials insures 


against price jumps, and the storing of finished 
products insures against production lapses. It 


also makes immediate deliveries possible—very 


important. 


The cost for these safeguards is little in compari- 
son with Crooks service—a protection against 
missed opportunities. Write today for quotations 


on Kansas City storage, handling and delivery. 


Tell us your problem; let us suggest the solution. 


TERMINAL WAREHOUSE e SECURITY WAREHOUSE e BROKER’S WAREHOUSE 
KANSAS CITY WAREHOUSES OPERATED BY CROOKS TERMINAL WAREHOUSES, Inc. 








